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Your froducts—in our choicely located ware- 
houses—within easy reach of tremendous buying 
power—and ready for rapid fire delivery—will 
have greater pulling power—and will serve to 
make your selling job an easier one. 


Our Multi-Purpose—complete Branch House serv- 
ice can function as an integral part of your organi- 


Member zation. 





There are many other advantages. Why not 
get all the facts. Our New York—Chicago—Kansas 
City or Los Angeles office will be glad to provide 
full information. 
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Minority Dictatorship 


We are living through weeks of such rapid change 

that comment on existing conditions may become 
merely historical before what is written can roll through 
the printing presses. 

At the moment, for instance, we are living in a 
brief, uneasy recess from the coal strike and a five-day 
postponement of the strike of the Brotherhood of Rail- 
road Trainmen and the Brotherhood of Locomotive En- 
gineers, which was graciously granted by A. F. Whitney 
and Alvanley Johnston within minutes of the time set 
for it last Saturday. Both disasters may become estab- 
lished facts before this is read. On the other hand, both 
may have been avoided. 

If the latter is the case, it will be so because of 
concessions granted to powerful labor leaders, not on 
the basis of right and fairness, but solely on the basis 
of expediency. 

That is particularly true of the situation with 
which the country is faced in the prospect of a general 
railroad strike. So far as the forces of John L. Lewis 
are concerned, a clear opinion is hard to formulate be- 
cause Mr. Lewis has, up to now, refused to make the 
issues clear. On the railroad labor side, however, the 
issue is clear enough. 

And it is an issue that is calculated to make rail- 
road management and the government squirm. Ac- 
cording to reports, Whitney and Johnston, approached 
by representatives of President Truman shortly before 
the strike was to begin, refused to do anything about 
calling it off or postponing it until the plea was made 
personally by the President. Whether or not that de- 
tail is accurate, President Truman made his humiliation 
public by using in his announcement of the postpone- 
ment the “key words” designated by the two labor 
leaders as attests of the authenticity of any orders that 
might come to their forces with reference to the strike. 

Thus, the President of the United States was re- 
duced, not merely to acceding to the demand that his 
plea be made to two union heads in person, but to the 
added humiliation of using their countersigns to prove 
his own veracity. 

But that isn’t all. The President’s announcement 
said that he “was confident further progress could be 
made toward a settlement.” The words are innocuous 
enough in themselves, but Whitney and Johnston have 
said that they understand them to mean that the Presi- 
dent has promised them something more than his own 
emergency board recommended. Representatives of 
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the President deny that such an implication is contained 
in the quoted phrase. Common sense sides with the 
labor leaders in their interpretation of it. 

There would, of course, be nothing to persuade the 
heads of the two brotherhoods to postpone their strike 
and to reenter conferences with government represen- 
tatives and railroad management unless there was at 
least a good prospect of getting something more than 
the emergency board recommended. 

On the other hand, railroad management, which 
has taken the perfectly reasonable stand that the men 
ought to have no more than the President, through his 
emergency board, said they ought to have, must know 
that the President’s request to the labor leaders to come 
back to Washington for further talk was accompanied 
by at least the suggestion that the recommendations 
need not necessarily be the last word in the matter. 


DDED TO THAT is the precedent, established in 
earlier railroad labor disputes, that all that it is 
necessary for the unions to do to get something more 
than an emergency board recommends, is to threaten to 
strike. It has happened that way before in nearly all 
national cases, and there is no reason to believe that it 
will not happen that way again. 

We sometimes wonder how the members of these 
emergency boards feel under such pressure. Of course, 
they know, as does everyone else who has read the law, 
that the reports of their boards are recommendatory 
only. Nevertheless, they have acted as representatives 
of the President in their investigations. Presumably the 
members of the board are selected as well suited to 
conduct those investigations and as being of such high 
personal character as to insure fair and just recommen- 
dations. To them, in making the appointments, the 
President says in effect: 

“Here is a railroad-labor dispute the parties have 
been unable to settle among themselves. It threatens 
‘substantially to interrupt interstate commerce such as 
to deprive some sections of the country of essential 
transportation service.’ You are intelligent, reasonable, 
and fair-minded gentlemen. I haven’t the time nor the 
facilities to go into this matter myself. I’m appointing 
you to do so and to tell me what you would do about it 
if you were in my position.” 

Having done that, the members of the board now 
discover that the President doesn’t intend to take their 
advice. His new position must indicate that he does not 


























America’s new 15 billion dollar Interstate Highway System— 


the most costly transportation project since the world began—is as 


much a factor in our national defense program as our battleships 


or super-bombers. 


The modern standard 8-inch reinforced con- 
crete pavement used in the highways comprising 
this system can support loads of 152,000 Ibs. 


mounted on truck-trailer combinations. 


This is more than ample to carry one of the 
heavy tanks of World War Il—such as the M6 
which weighs 120,000 Ibs. 


But—the bridges designed to be an integral 
part of this highway system have a capacity of 
only 74,000 lbs. maximum gross vehicle weight 
—hardly the strength needed to support the tank! 


In the interest of national security, should 
not our bridges be capable of carrying our 


heaviest war machines? 


In the interest of good engineering, should not 
the entire highway structure, including roads and 
bridges, have equal strength and capacity? Only 
too often our bridges have been, and are, too 
weak, Their capacities have lagged behind the 
roads—causing bottlenecks, detours, and fre- 
quently costly accidents. 


Looking back over history, both our wartime 
and peacetime vehicles constantly increase in 
weight, capacity and speed. This trend will 


continue. 


The wisdom of building bridges only one-half 
the strength of the pavement is, therefore, 


questionable, to say the least. 


America’s highways are taking on ever- 
growing importance from the standpoint of 
our country’s economy and safety. Bridges 


should not form weak links in the chain. 


The increased expense of a uniform strength 
structure of both bridges and highways would 
be of little consequence as compared to the great 
public good achieved. There is yet time before 
actual construction starts to re-examine this most 


costly of all transportation projects. 


Much can be gained by interesting your 
Senators and Representatives in this situation. 
Write them. 
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think his representatives on the emergency board did 
a good job. If he thought so, he would say to the recal- 
citrants that the whole matter had had a thorough in- 
vestigation by men he trusted and that he intended to 
do what they suggested he ought to do. 


Of course, the answer to all this is in the words of 
an earlier President: “It is a condition, not a theory, 
which confronts us.” And there, of course, argument 
ends. The cold fact is simply that this great country of 
ours cannot stand a general railroad strike. 


If to avoid it we must accede to the demands of a 
small group; if, in the process, we must humiliate the 
high office of the Presidency; if we must tacitly insult 
public-spirited men who have tried hard to do an honest 
job on an emergency board; if, indeed, we must put 
railroad management in the position of abdicating in 
favor of government operation which will naturally 
follow bankruptcy—well, that seems to be what we 
shall have to do. 


It isn’t a pleasing prospect. If someone has a solu- 
tion at the moment, he had better come up with it 
promptly. By doing so he can make himself the savior 
of his country—literally; for lacking such a solution, we 
are submitting to dictatorship. 


WESTERN RAILWAY CLUB 


T. D. Beven, vice-president of the Elgin, Joliet & Eastern 
Railway Co., was elected president of the Western Railway 
Club for the coming year, at the club’s annual meeting, May 
20, in the Sherman Hotel, Chicago. W. S. Morehead, manager 
of stores, Illinois Central System, was elected first vice-presi- 
dent, and J. E. Goodwin, chief mechanical officer, Chicago & 
North Western System, second vice-president. E. E. Thulin of 
Carl E. Thulin Co. was re-elected executive secretary, and A. 
E. Schiffers, Jr., Union Tank Car Co., was re-elected treasurer. 


Engineers and Trainmen Go on Strike 
May 23 at 4 P. M., Truce Ends 


Two Brotherhoods walk off job at 4 p. m. May 23, after 
added days of negotiations and mediation in which 
offers of added pay increases, beyond those recom- 
mended by Emergency Board are proposed by Presi- 
dent Truman. Office of Defense Transportation ordered 
to take over railroads by Executive Order May 17, on 
eve of first and postponed strike threat. Buford ap- 
pointed federal manager 


The truce in the strike of the brotherhood of locomotive 
engineers and the brotherhood of railroad trainmen, which 
began at 4 p. m. May 18 as the result of appeal to the brother- 
hoods by President Truman, came to an end 4 p. m. May 23 
and the members of those two brotherhoods “walked out” while 
conferences were in progress at the White House with a view 
to the railroads and their employes reaching an agreement that 
would restore normal service. 


Early scattered reports received in Washington after the 
strike became effective indicated that some railroads were giv- 
ing partial service while others had shut down. These reports 
indicated that members of the non-striking brotherhoods and 
unions were at work in some instances. 


Conferences began at the White House just before noon 
May 23, under the direction of John R. Steelman, the President’s 
mediator in the strike situation. Mr. Steelman held conferences 
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with the heads of the engineer and trainmen brotherhoods and 
with carrier representatives. As the day progressed, additional 
representatives of both sides were called in, with the result 
that, finally, representatives of all the railroad brotherhoods 
and unions and the carrier conference committees were present. 
White House Press Secretary Ross said every effort was being 
made to effect a settlement. 


Up until a late hour May 23, President Truman had not 
entered the conferences directly. The carrier representatives 
and the engineer and trainmen leaders conferred directly. 


It was indicated that those present at the conferences had 
the authority to agree to a settlement. 


Secretary Ross said, when the hour of 4 p. m. approached, 


that nothing had been done to extend the truce which expired 
at that time. 


When the Office of Defense Transportation received no 
word from the White House as to an extension of the truce, it 
put into operation its plans to meet the situation growing out 
of the strike of the two brotherhoods and the Commission issued 
service orders as reported below. 


The labor and management conferees were served luncheon 
from the White House. 


President Truman spent some time in the garden of the 
White House at a party for veterans the afternoon of May 23, 
but his staff pointed out he was available for consultation at 
any moment. 


Nothing had been announced at the White House at 6 p. m. 
E. S. T. May 23 with respect to any developments in the 
«conferences which at that time were still in progress. 


Oo. D. T. AND COMMISSION ORDERS 


Having received no word from the White House about ex- 
tension of rail strike truce, the Office of Defense Transportation 
put into effect at 4 p. m. five general orders regulating and co- 
ordinating non-rail transportation facilities. 


The Commission issued Service Order No. 520, appointing 
Chairman Kendall of the Car Service Division of the A.A.R. 
permit agent, embargoing all freight traffic except in nine cate- 
gories which are: 


Food for human and animal consumption; fuel and petro- 
leum products; medicines etc.; chemicals for public health re- 
quirements; newsprint; containers for food etc.; repair and re- 
placement parts for essential transportation facilities; articles 
covered by express money classification where moving in ex- 
press services and other commodities when transportation will 
permit. 


The Commission also issued Service Order No. 521, Motor 
and Water Carriers—Temporary Authority and Rates—Passen- 
gers, under which authority may be obtained to transport all 
persons designated by O. D. T. as of an emergency nature. 


The Commission issued Service Order No. 522, Motor and 
Water Carriers—Temporary Authority and Rates—Property, 
under which authority may be obtained for transportation of 
all property designated by the O. D. T. as of an emergency 
nature. 


The foregoing Orders became effective at 4:01 p. m., May 
23 and will expire June 5. 


Additional Executive Order 


President Truman has issued an Executive Order supple- 
menting authority granted in the original order directing the 
O. D. T. to take possession of the railroads. The order further 
defines the duties and functions of the O. D. T. as operator of 
the railroads, and relates principally to authority to effect use 
of transportation equipment to the best advantage. 


Oo. D. T. Emergency Setup 


The Office of Defense Transportation announced appoint- 
ment of Robert Ramspeck, executive vice-president of the Air 
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Transport Association, as head of a new Airway Transport 
Department: J. O’Donovan, vice-president of Pennsylvania Cen- 
tral Airlines, as assistant for air to Director Johnson; Guy A. 
Richardson, former head of the O. D. T. Highway Transporta- 
tion Department, in charge of highway transportation, and 
Laurence C. Turner, in charge of Waterway Transportation, 
for the emergency. 


Dr. Lloyd G. Wilson has been appointed coordinator of the 
foregoing departments. 


GOVERNMENT TAKES OVER THE RAILROADS 


At 4:00 p. m., May 17, President-Truman, by executive 
order, seized possession and control of 337 railroads through 
the director of the Office of Defense Transportation. 

At almost exactly the same time 24 hours later, when the 
strike of the engineers and trainmen was to become effective 
on the railroads of the United States, President Truman an- 
nounced to the press that the strike had been called off until 4 
p. m., May 23. The White House issued the following statement: 


The engineers and trainmen have agreed to move the strike date 
from 4 p. m. May 18 to 4 p. m, Thursday, May 23. This action is in 
response to a request from the President, who gave his assurance that 
he was confident further progress could be made toward a settlement 
if the negotiations with the railroads were resumed. 

The trainmen’s key word is CONVENTION. 

The engineers’ key word is JOHNSTON. 


It was understood that the “key words” in the President’s 
statement were code words by which members of the two broth- 
erhoods were directed to return to work. 

Calling off the strike, it was explained at the White House, 
would have no effect on government operation of the railroads. 
Such operation, it was stated, would continue until the dispute 
resulting in the taking over of the roads had been settled. 

Agreement of the engineers and trainmen to postpone their 
strike came such a short time before 4:00 p. m., May 18 that, 
in many terminals, train operations were delayed for some time 
due to engineers and trainmen not working. It required some 
time in a number of places to notify the men officially that 
the strike was off. The fact that many railroad men quit work 
at 4:00 p. m., May 18, disposed of conjecture as to whether the 
men would “strike against the government” as operator of the 
railroads. 

The heads of the engineer and trainmen brotherhoods re- 
turned to Washington May 19 and conferences of government 
officials with labor and management representatives were re- 
sumed. It was reported that President Truman had indicated 
there was reason to believe that a settlement could be effected. 


President’s New Settlement Proposal 


After two hours spent late May 22 by the President in con- 
ferences with leaders of all the operating and non-operating rail- 
road brotherhoods and with railroad conference committee mem- 
bers and President Pelley, of the Association of American Rail- 
roads, White House Press Secretary Charles G. Ross announced 
that the President had submitted a proposition for settlement of 
the rail labor disputes to the conferees, that the proposition had 
been accepted by the carriers and by 18 of the 20 rail employe 
unions represented, and that the heads of the other two brother- 
hoods—the trainmen ahd the locomotive engineers—would give 
the President their answer as to acceptance or rejection of the 
President’s proposal before noon of May 23. 

President Johnston, of the locomotive engineers, and Presi- 
dent Whitney, of the trainmen, were the first to leave the con- 
ference. As they departed from the President’s office at the 
White House Mr. Johnston said that the President had made ‘“‘a 
sort of a proposition to us” and that “we are going to take it 
under advisement with our men.” Asked whether there would 
be a further postponement of the strike of their unions, Mr. 
Whitney first refused to answer, then declared that “we don’t 
know what we’re going to do.” He and Mr. Johnston would 
answer no further questions of reporters who surrounded them 
as they left the White House. 


Press Secretary Ross said that the terms of the proposi- 
tion that the President had submitted would not be made known 
until after he had received his-answer from Messrs. Whitney 
and Johnston. 


At their hotel Messrs. Whitney and Johnston told newspaper 
men that the President proposed to grant an 18%4-cent wage in- 
crease provided that labor withdraw all rules change proposals 
for a period of one year. This proposal, they said, was less 
favorable than the recommendation of the fact-finding board. 

After making this statement the two brotherhood leaders 
checked out of their Washington hotel and went to the Union 
Station to board a train for Cleveland, their headquarters. 
However, before the train left the station they received word 
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from President Truman that he wished them to remain in 
Washington and deliver their answer to him in person. They 
then returned to their hotel. 

Mr. Pelley and other representatives of the carriers, as 
well as the rail labor leaders with whom the President had con- 
ferred, declined to discuss with reporters what had transpired 
in their respective meetings with the President, stating only that 
they had been asked not to discuss the proceedings with re- 
porters and that a White House “statement” would be issued 
soon afterward. 

The “statement” was an oral one, by Press Secretary Ross. 
Mr. Ross ‘said that the President had met first with Messrs. 
Whitney and Johnston, in a session begun about 4:50 p. m.; 
that he had then conferred with Mr. Pelley and the two rail- 
roads’ conference committee members; that his next session was 
with two of the three “non-str‘'king” operating employe union 
leaders—President Cashen, of the Switchmen’s Union of North 
America, and C. J. Goff, of the firemen and enginemen—and 
three representatives of the 15 non-operating brotherhoods, and 
that, lastly, the President had conferred a second time with 
Messrs. Whitney and Johnston. The non-operating employe rep- 
resentatives with whom the President met were George M. 
Harrison, president of the Brotherhood of Railway and Steam- 
ship Clerks; B. M. Jewell, president of the Railway Employes’ 
Department, American Federation of Labor, and E. M. Milli- 
mes president of the Brotherhood of Maintenance of Way Em- 
ployes. 

Mr. Ross told reporters he did not know whether the Presi- 
dent had asked for an extension of the five-day “truce” to which 
Messrs. Whitney and Johnston had agreed, on behalf of their 
unions. Neither did he know, he said, whether acceptance of 
the President’s proposition by the three “non-striking” operating 
unions and by the “non-ops’” meant an end to the wage dis- 
putes in which those brotherhoods were involved. He indicated 
that the President’s terms had been accepted “fairly readily” 
by the carriers and by the unions that had accepted. 

Seated with the President in the course of the conferences, 
the last of which ended about 6:50 p. m., were John R. Steel- 
man, the President’s mediator in the rail labor disputes, War 
Mobilization Director Snyder, and Labor Secretary Schwellen- 
bach, Mr. Ross said. 


Steelman Meets with Both Sides 


Early in the afternoon of May 22 there came from the 
Carriers’ Conference Committee a statement that, until that 
time, no new proposal had been made to that committee either 
by the White House or by the brotherhoods since the beginning 
of the “truce,” May 18. 

John R. Steelman, the President’s mediator in the rail 
labor dispute, conferred May 22 with the labor group and later 
with the management group. Similar conferences were held on 
May 21, and in the afternoon of that day Mr. Steelman said 
that the outlook for settlement of the dispute was not good, 
and that there appeared to be “about a 40-60 chance of getting 
something worked out.” He stated that he had conversed with 
individual members of the management and labor negotiating 
committees earlier in the day. 

Possibly the parties to the dispute might “feel different” 
about it as the hour for the walk-out of the trainmen and en- 
gineers came closer, but it was hard to tell whether such a 
change of attitude was even a possibility, he remarked. 

From labor sources came a report on May 22 that the rail- 
road brotherhoods had submitted their final proposition to the 
government. 

A railroad representative indicated that settlement of the 
dispute would not be difficult matter if only wage increases 
were in issue, and that demands of the brotherhoods for changes 
in 45 working rules constituted the most troublesome feature in 
the dispute. 

If the brotherhoods obtained the 18 per cent wage increase, 
with a minimum increase of $1.44 a day, which they demanded, 
the cost to the carriers would be about $775,000,000 a year, 
against a cost of $619,000,000 estimated by the carriers to result 
from granting of the increase of 16 cents an hour or $1.28 a day, 
recommended by the emergency fact-finding board, according to 
a railroad source. However, this informant stated, the rules 
changes sought by the brotherhoods would, if accepted by the 
carriers, result in addition of an estimated total of $800,000,000 
a year to the railroads’ labor costs. 

Edward J. Flynn, of New York City, former chairman of 
the Democratic National Committee, who was counsel for some 
of the railroad brotherhoods in a labor dispute case two or 
three years ago, visited President Truman at the White House 

on May 21 and later was a visitor at the hotel suite of President 
Whitney, of the trainmen, and President Johnson, of the locomo- 
tive engineers. He declined to disclose to reporters whether his 
call at the White House had anything to do with the threatened 
railroad strike. 

Three officials of the American Federation of Labor— 

(Continued on page 1608) 
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I. C. C. Again Denies Stor Dor 
a Forwarder Permit 


Division 4 affirms prior findings in proceeding embrac- 
ing applications of Merchant Shippers; Stor Dor, and 
Westland. Acts on petition for reconsideration and 
changed facts resulting from transfer of Stor Dor stock 
from T. R. Sorensen to his son 


By a report and order effective July 15, on further consid- 
eration in FF-51, Merchant Shippers Association, Inc., Freight 
Forwarder Application, embracing also FF-48, Stor Dor For- 
warding Co. Freight Forwarder Application, and FF-49, West- 
land Forwarding Co. Freight Forwarder Application, the Com- 
mission, division 4, has affirmed, with one exception, the find- 
ings in the prior report, 260 I. C. C. 637. 


In the prior report the division denied the application of © 


Stor Dor, of Chicago, Ill., to forward commodities generally, 
from and to points in specified territories, and granted the ap- 
plications of Merchant Shippers and Westland, both of Chicago, 
for similar authority (see Traffic World, December 15, 1945, p. 
1468). In that report the division observed that Stor Dor was 
controlled by T. R. Sorensen, who, with his wife, owned 10 
shares more than half the capital stock of Merchant, and that 
if both Merchant and Stor Dor were granted permits to op- 
erate from and to the same territories, as sought, duplicate au- 
thorities would be controlled by the same person. Such control, 
it said, would permit opportunities for discriminatory prac- 
tices with respect to the services and charges of one company 
against the other, which could not be controlled by the Com- 
mission. 

Since the prior report, said the division, Mr. Sorensen 
had sold, assigned and transferred his Stor Dor stock to his 
son, T. R. Sorensen, Jr., and Mr. Sorensen, Sr., no longer owned 
stock in any of the three companies except Merchant. His 
son, however, continued the division, now controlled Stor Dor 
as well as Westland. 


Stor Dor, said the division, now asked reconsideration of 
the conclusion that duplicate authorities should not be issued 
to commonly controlled applicants. It said that in respect of 
the division’s observation that common control of duplicate 
authorities “would permit opportunities for discriminatory prac- 
tices and charges of one company versus the other,’ Stor Dor 
asserted that “There is absolutely no basis in the evidence of 
record to support such a conclusion, which is . . . contrary, in 
fact, to the past record and history of’? Stor Dor and Merchant. 
The division said Stor Dor contended that in these circumstances 
denial of its application constituted a “taking of private prop- 
erty without due process of law, and is confiscatory.” Said the 
division: 

The finding that the holding of duplicate authorities by commonly 
controlled forwarders would not be consistent with the public interest 
does not depend upon whether they have engaged in questionable prac- 
tices in the past. In our opinion, it is not in the public interest to 
sanction an arrangement which offers opportunities for such practices. 
Where two forwarders holding duplicate authorities are under a com- 
mon control, the door is not closed against the practices referred to. 
Stor Dor was under common control with Merchant at the time of the 
prior report. It is now under common control with Westland. Even in 
the changed circumstances, therefore, issuance of a permit to Stor Dor 
would afford opportunities for discrimination. 

Part IV of the act contains no ‘‘grandfather’’ clause under which 
an existing forwarder is entitled to a permit as a matter of right. Such 
authority is issuable only upon a finding that the proposed service 
would be consistent with the public interest and the national transpor- 
tation policy. The contention that denial of the application would con- 
stitute confiscation and a taking of private property without due process 
of law therefore is without merit. 


The division said the applicant contended that in the ab- 
sence of common control, it might well find that continuance of 
freight forwarder service by Stor Dor would be consistent with 
the public interest and a permit might be issued and that, on 
such permit becoming effective, there would be no obstacle, so 
far as the interstate commerce act was concerned, to acquisi- 
tion by Stor Dor, or by its proprietary interests, of control over 
any other forwarder holding a permit, including, of course, 
Westland. Continuing, the division said: 


This being so, we may not, it is contended, deny Stor Dor a permit 





because of the presently existing common control. This is equivalent 
to saying that we may not find any proposed service not consistent with 
the public interest unless the arrangements under which the service is 
to be conducted include some aspect or relation specifically prohibited 
by a provision of the act relating directly and explicitly thereto. We 
cannot agree that the act is to be accorded this narrow interpretation. 
True, Congress has specified with precise language some forwarder 
relations which are unlawful. The powers of the Commission must 
necessarily be expressed in generalities. Smith vs. Intersate Com. 
Comm., 245 U. S. 33, 45, and part IV of the act contains broad language 
to indicate the scope of the law. Because of the complexities of drafting 
such remedial legislation, it would have been impracticable for Congress 
to make special provision covering all possible contingencies, and neceés- 
sarily the act is cast in general terms, leaving to this Commission and 
the courts the matter of applying those general provisions to particular 
cases. Compare United States vs. Pennsylvania R. Co., 323 U. S. 612, 616. 


Stor Dor as a Division of Westland 


Citing Texas Package Car Co. F. F. Application, 260 I. C. C. 
325, and Universal Transcontinental Corp. F. F. Application, 260 
I. C. C. 521, the division said denial of Stor Dor’s application 
would not preclude it from continuing service as a division of 
= within the scope of the operating authority of West- 
and. 

Acme Fast Freight, Inc., protestant, said the division, con- 
tended that the division erred in the prior report in issuing 
more than one permit and urged that Mr. Sorensen, Sr., who 
controlled Merchant, also controlled Stor Dor and Westland 
through his family relation to Mr. Sorensen, Jr., and his long- 
standing relation to R. F. Tovey and I. R. Berman, officers 
and directors of both Stor Dor and Westland, as their employer. 
In several reports under part II of the act, cited by Acme, said 
the division, weight was accorded the fact of family relation in 
finding that there existed effective control and management in 
a common interest. 

“The facts of the instant proceeding are distinguishable 
from those in the reports referred to,” said the division. “In 
those proceedings, the financial interests of the related persons 
were parallel if not virtually identical. Here, however, Soren- 
sen, Jr., has purchased the stock he now holds which formerly 
was owned by his father. His financial interest therefore can- 
not be said to be identical with or even to parallel that of his 
father, who controls another company forwarding the same 
commodities between substantially the same territories. Nor 
are we able to agree that the relation of Sorensen, Sr., to Tovey 
and Berman is such as to warrant the inference as maintained 
by protestant, ‘that, they too, will respect his wishes in the 
management of Westland’.” 

The division said that on further consideration of the record 
in the proceedings and the changed facts detailed in the peti- 
tion for reconsideration filed by Stor Dor, it affirmed the find- 
ings and conclusions in the prior report except the finding that 
“T. R. Sorensen is president of Stor Dor and owns all of its 
stock, except directors’ qualifying shares.” Instead, it said, T. 
R. Sorensen, Jr., now was president of Stor Dor and owned all 
of its stock, except directors’ qualifying shares, and he also 
controlled Westland. 


Trailer Maker’s Purchase of 
Motor Carriers Denied 


Transactions that would result in control of motor car- 
riers by a maker of equipment they used, and in which 
no money would be invested by purchasers, who pro- 
posed to sell stock to finance the transactions, denied 
as being contrary to public interest 


Application for authority to consummate a chain of trans- 
actions that would result in acquisition of control of motor 
carrier properties by a manufacturer of motor-carrier equip- 
ment, the funds ultimately to be derived from the sale of stock 
to the public, has been denied by a report and order of the 
Commission in MC F-2777, Winter-Weiss Co.—Control; Los 
Angeles-Albuquerque Express, Inc.—Purchase—George C. Le- 
beck, embracing MC F-2778, Same—cControl; Illinois-Colorado 
Express, Inc., Control—Los Angeles-Albuquerque Express, 
Inc.; and MC F-2879, Same—lIssuance of Securities (see Traffic 
World, May 18, p. 1484). 

The Winter-Weiss Co., a trailer manufacturer of Denver, 
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Colo., proposed to issue 180,000 shares of $1 par common stock, 
$100,000 shares of $10 par preferred stock, and up to $500,000 
in notes. It was a corporation succeeding a partnership of 
the same name. The division said the following would be the 
sequence if the transactions were to be consummated: 


A. The corporation would acquire all assets and assume all liabili- 
ties of the partnership and for the book value of the assets acquired 
in excess of the liabilities assumed it would issue 135,000 shares of its 
common stock and 24,000 shares of its preferred stock. 

B. The corporation would acquire all the outstanding capital stock 
of Cargo for 45,000 shares of its common stock and 1,000 shares of 
preferred stock. 

C. The corporation, through the underwriters, would sell the remain- 
ing 75,000 shares of its authorized preferred stock to the public, paying 
the underwriters a commission of $1.65 per share and receiving net 
proceeds of $626,250. 

D. The corporation would use $400,000 of the $626,250 to purchase 
the remaining 200 shares of the authorized but unissued common stock 
of Cargo. 

E. Cargo would use the $400,000 received from the corporation to 
purchase all the authorized capital stock of Express. 

F, Express would use $275,000 of the $400,000 received from Cargo 
to purchase Lebeck’s motor-carrier properties and would retain the 
remainder for working capital. 


Commenting on the financing of the transactions, the 
division said: 


Under the aforementioned agreement with the underwriters, they 


would sell for the corporation 75,000 shares of its preferred stock at ~ 


par, and receive a commission of $123,750, or 16.5 per cent of the total 
sale price of such stock. The proposed commission appears to be 
excessive. They would also sell for the stockholders of the corporation, 
after its issuance by the latter, an aggregate of 25,000 shares of the 
preferred stock, at a commission of 16.5 per cent of the total sale 
price, which commission would be payable by said stockholders. After 
issuance of the common stock ‘by the corporation, the underwriters 
would purchase from its stockholders between 40,000 and 45,000 shares 
of such stock at $4.75 per share, which stock they propose to sell to 
the public at $5.50 per share, or at a profit to them of between $30,000 
and $33,750 less expenses. The underwriters assume no risk with 
respect to sale of the preferred stock and all expenses in connection 
with the issuance and delivery of the stock sold for the corporation 
except attorney’s fees of the underwriters, would be paid by the 
corporation. 


The division said the purchase prices proposed to be paid 
by the corporation for the motor carrier properties of Lebeck 
and in acquiring control of Cargo had not been justified on 
the record, and might not properly be approved, particularly 
in view of the fact that the proposed financing of the trans- 
actions was through issuance and sales of securities to the 
public. It quoted Transport Co.—Control—Arrow Carrier 
Corp., as follows: 


In a project carried forward by promoters and bankers, the restrain- 
ing influence of a person spending his own money is not present. 
Commissions of promoters are usually based upon a percentage of the 
purchase price...and profits of bankers upon the amount of securities 
sold. The higher the prices paid to sellers of the properties being 
purchased, the greater the profit of all concerned—except the pur- 
chasers of the securities of the new company. It is our opinion that, 
in the aggregate, the prices agreed to be paid by applicant are 
excessive. 


The division continued by observing that the partnership 
had apparently made substantial profits in World War II. Had 
it desired to invest its profits in acquiring control of the motor 
carrier properties, it went on, the proposal would be less 
objectionable. However, it said, the instant transactions did 
not involve investment of the partnership’s funds in the enter- 
prise. Instead, it said, it was proposed that the prices to be 
paid for the properties, or least for the greater part, be ob- 
tained by sale of the corporation’s stock to the public, with 
the members of the former partnership, for all practical pur- 
poses, thereafter in control of the corporation. 

“It is our further opinion that control of motor carriers 
by a company engaged in manufacturing equipment used by 
such carriers, as a general principle, is not in the public in- 
terest and should not be approved where, as here, the manu- 
facturing company intends to sell equipment to the motor 
carriers under its control,” said the division. 


Union Sulphur Co. Fund to Be 
a Contract Carrier 


Reversing its finding in a prior report of November 8, 1943, 
not printed, that applicant was a common carrier, the Commis- 
sion, division 4, by a report, permit and order on hearing and 
reconsideration, has found the applicant in W-594, Union Sul- 
phur Co., Inc., Contract Carrier Application to be a contract 
carrier. 
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The division said the certificate and order previously is- 
sued would be vacated, and the permit and order accompanying 
the instant report would take effect on and after July 31. It 
authorized the Union Sulphur Co. to continue operations as a 
contract carrier by self-propelled vessels (1) in the transporta- 
tion of sulphur from Port Sulphur, La., and Galveston and 
Freeport, Tex., to ports and points on the Pacific Coast; (2) in 
the transportation of commodities generally, in lots of 500 tons 
or more for not more than three shippers on any one voyage, 
southbound and westbound only from and to ports and points 
along the Atlantic and Gulf of Mexico coasts, but not including 
ports and points north of New York, N. Y., or west of Galves- 
ton and Houston, Tex.; and (3) in furnishing for compensation 
(under charter, lease, or other agreement) self-propelled vessels 
to persons other than carriers subject to the interstate com- 
merce act, to be used by them in the transportation of their 
own lumber from ports and points along the Pacific Coast to 
ports and points along the Atlantic Coast, but not including 
ports and points south of Norfolk, Va. 

Commissioner Mahaffie, concurring in part, said he felt 
constrained to agree to granting a limited permit because of 
the Commission’s decision in American Range Lines, Inc., Con- 
tract Carrier Application, 260 I. C. C. 362. 

However, he did not agree to the limitation to lumber of 
the authority to charter vessels. That phase of the finding, 
placing a limitation to commodities and territories, he said, was 
contrary to the Commission’s decision in C. F. Harms Co. Con- 
tract Carrier Application, 260 I. C. C. 171. After describing the 
finding as to the arrangements under which the applicant fur- 
nished its vessels to a corporation for the transportation of its 
lumber from the Pacific Coast to Atlantic Coast ports, with 
master and full crews, Commissioner Mahaffie said that, while 
the finding was not specific on the point, he took it as intending 
to authorize applicant to continue to charter its vessels with 
master and full crews. In his opinion, he said, the authority 
granted to charter the “vessel” with master and full crew was 
beyond the Commission’s jurisdiction. ; 

He quoted from the act the definition of a contract carrier 
by water in furnishing vessels under charter, lease, or other 
agreement, and the definition of the word “vessel” in the act. 
He added that “chartering of vessels with or without crews 
was a general practice before the statute was enacted. In my 
opinion we are without jurisdiction to authorize the chartering 
of more than a ‘vessel’ by a carrier to a shipper for his use 
in private transportation.” He said he found no ground for 
enlarging the term “vessel” so as to include also the comple- 
ment of the ship. 

“The chartering of a vessel with crew ready for complete 
operation would place a shipper in a position to enjoy prefer- 
ential treatment and transportation at rates and charges that 
could discriminate against others in the manner expressly pro- 
hibited by the statute,” said Commissioner Mahaffie. ‘Unless 
it be required by the statute no such situation should be tol- 
erated. ‘It is the duty of the Commission to nullify practices 
that result in rebates or preferences, whatever form they take 
and in whatsoever guise they may appear.’ O’Keefe, Receiver, 
etc. vs. United States et al., 240 U. S. 294, 297.” 

The quotation was from El Dorado Oil Works et al. vs. 
United States et al., No. 428, October term, 1945, decided by 
Supreme Court of the United States, April 22. 































































Maxon Construction Co. Granted 
Contract Water Rights 


Effective August 2, the Commission, division 4, has issued 
a report, permit and order in W-759, Maxon Construction Co., 
Inc., Contract Carrier Application, authorizing the applicant 
to continue to operate at Dayton, O., as a contract carrier by 
water in furnishing for compensation (under charter, lease or 
other agreement) towing vessels (without crews) and non-self- 
propelled deck barges to persons engaged in marine construc- § 
tion or dredging and those engaged in supplying materials 
used in marine construction, for use by such persons in the 
transportation of their own property. sali 

Noting that protestants asserted that, in furnishing tow- 
boats and barges with full crews, the applicant, itself a gen- 
eral construction company, was supplying what, “for all 
practical purposes,’ was a complete transportation service 
equivalent to that afforded by the conventional type of car- 
rier, the division said the protestants feared that, with its 
financial resources and such chartering rights, the applicant } 
would be able to subject them to “devastatingly destructive 
competition.” The division said it would consider whatever 
terms, conditions or limitations would be appropriate. 

The division said, whatever the reasons for the applicant’s 
having limited its service to those engaged in marine construc- 
tion, such a limitation would be consistent with the operations 
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conducted on and since the “grandfather” date. Quoting Noble 
vs. United States, 319 U. S. 88, involving the specification of 
the scope of authority in a permit granted a motor carrier, the 
division said where, as here, no limitation as to territory or 
commodities was imposed, there was even greater reason to 
specify the class or classes of patrons to which applicant’s 
vessels might be furnished. Because, since the statutory date, 
applicant had not continued to furnish a full crew, it was 
entitled only to furnish vessels without crews, said the divi- 


sion, adding that its engineer might continue to accompany 
the tugboat. 


Conditions Attached to C. & O. 
Coal Branch Construction 


By a report and order on argument in Finance No. 14850, 
Chesapeake & Ohio Railway Co. Construction, the Commission 
has affirmed a previous decision of division 4 permitting con- 
struction of a line of railroad in Letcher county, Ky., and Wise 
county, Va., but modified the authority by attaching a condition. 

The condition was that no interlocking directorates now or 
in the future should exist as between the Allegheny Corporation, 
the C. & O., or its affiliated companies, on the one hand, and 
the Clinchfield Coal Corporation, on the other, unless approved 
by the Commission. 


Construction of the branch was opposed by the Carolina, 
Clinchfield & Ohio, the Atlantic Coast Line, and the Louisville 
& Nashville (see Traffic World, Sept. 15, 1945, p. 667). They 
opposed the construction on the ground that the majority of 
the stock of the coal corporation to be served was owned by 
the Pittston Co., 43.5 per cent of whose stock was owned by the 
Allegheny Corporation, which controlled the C. & O., the re- 
lationship, they said, resulting in violation of the commodities 
clause of the interstate commerce act. 

The condition was imposed in the public interest, the Com- 
mission noting that the controlling decision of the Supreme 
Court of the United Sttaes did not make such a situation a 
violation of the commodities clause. The Commission said 
it did not agree with that opinion, and that the sound economic 
policies so strongly and ably phrased in the dissenting expres- 
sions in that case warranted attaching the condition. Also, it 
said, Congress ought to make clear its intention that such situ- 
ations were not to be permitted. 

The Commission said it was unable to find definitely that 
acts of the coal corporation should be presumed to be those of 
the C. & O. or Allegheny. But, it said, if the original relation- 
ship continued without change some possibility might exist that 
in the future power to control the coal corporation would be 
exercised in a manner to bring about a violation of the com- 
modities clause. 

While construction of the branch line was necessary, the 
Commission expressed concern over the fact that relations be- 
tween the coal corporation and the C. & O. were, “through a 
somewhat devious chain of intercorporate holdings, so close that 
the spirit and what we understand to be the intent of the com- 
modities clause of the interstate commerce act would be flouted 
by the construction and operation of the line proposed by the 
applicant C. & O.” 

However, it continued, under the decision of the Supreme 
Court in United States vs. Elgin Ry. Co., 298 U. S. 492, which 
it quoted to the effect that the mere power to control, or the 
possibility of initiating unlawful conditions, was not enough, the 
letter of the commodities clause did not seem to be violated by 
the proposed arrangement. The Commission then continued: 


We have not been convinced that the interpretation by the Supreme 
Court, while undoubtedly binding upon us, truly represented the intent 
of Congress or reflected sound economic policy. The question is 
intact, as far as the Congress is concerned, because under its compre- 
hensive powers under the commerce clause of the Constitution it may 
at any time—and we think should—make clear its intention, as we 
conceive it to be, that situations as presented in the Elgin, Joliet 
& Eastern case and in this proceeding, should not be permitted. 

The applicant Chesapeake & Ohio, in acting under this certificate, 
must do so in full recognition of this reserve power of Congress, and 
of our belief that the intercorporate relation between the applicant 
and the Clinchfield Coal Corporation, through the Pittston Company 
and the Allegheny Corporation, should be completely broken up and 
the ownership of the coal completely divorced from the ownership or 
control of the common carrier railroad which is to transport the coal. 
As indicated, under the present interpretation by the Supreme Court, 
the commodities clause does not forbid the present relation. We have 
found the public convenience and-necessity require the construction 
proposed. The question presented to us, therefore, is whether we 
should deny this application because we think it may lead to a violation 
of the spirit and purpose of the commodities clause. On careful consid- 
eration of the entire record we do not find that denial would be 
Justified on that account. But in recognition of the sound economic 
policies so strongly and ably phrased in the dissenting expressions in 
the Elgin, Joliet & Eastern case, we are warranted in attaching to our 
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approval conditions which we find to be in the public interest, and 
which are similar to conditions we have attached to the certificates in 
other proceedings where the generally similar situation was presented. 


Commissioners Rogers and Alldredge dissented. 


N. P. Operation of U. S. 
Line in Wash. Approved 


The Commission, division 4, by a report and certificate 
effective 40 days from its date in Finance No. 14797, Northern 
Pacific Railway Co. Operation, has authorized operation by the 
Northern Pacific of a U. S. Government railroad line extend- 
ing from Shelton, Wash., through Bremerton Junction and 
N. A. D. Junction, to the so-called Bangor magazine area, to- 
gether with a branch from Bremerton Junction to Bremerton, 
a total of approximately 48 miles, all in Mason and Kitsap 
counties, Wash. Commissioner Porter dissented in part. 

It was clear, said the division, that public convenience and 
necessity required operation of the government line to provide 
a route for the handling of explosives and ammunition safer 
than afforded by a rail-barge route, and that it was in the gov- 
ernment’s interest that such operation be conducted by a com- 
mon carrier subject to the Commission’s jurisdiction. 

At the time of the hearing and the examiner’s proposed re- 
port, said the division, it appeared that a large volume of traf- 
fic would be hauled westbound to points on the line for use in 
connection with the war with Japan, and that in view of the 
proposed diversion of all explosives from the boat lines to the 
all-rail route he recommended a condition designed to allow 
the intervening carriers to retain the long haul on traffic that 
originated on their respective lines, destined to points on the 
line via all-rail routes. 

The estimated volume of traffic, however, said the division, 
did not materialize prior to the cessation of hostilities, and there- 
after the inbound movements of explosives decreased sub- 
stantially. After cessation of hostilities, the movement of ex- 
plosives was reversed, said the division, adding that the out- 
bound volume, although as large after cessation of hostilities as 
the inbound was prior to that event, reflected a temporary situ- 
ation. It was evident, said the division, that the westbound traf- 
fic in the future would be of minor importance, and would not 
be of sufficient volume to warrant a finding that public con- 
venience and necessity required the opening of westbound 
through all-rail routes as suggested by the examiner. 

“It is also our judgment that no such requirement is war- 
ranted as to eastbound all-rail routes,” said the division. “Fur- 
thermore, inasmuch as the Navy Department controls all of 
the traffic involved, imposition of the condition requested 
by the intervening carriers would not of itself, assure them of 
any more traffic than they have had since the applicant com- 
menced operation of the government line, as agent, and in 
view of its assertion that it will seek to protect itself against 
additional costs under the 15-car-a-day minimum provision of 
the contract, it is not likely that any substantial benefits would 
accrue to the intervening carriers from such a condition.” 

The interveners Union Pacific and Milwaukee railroads, said 
the division, requested that a certificate, if issued, include a con- 
dition that the applicant make joint rates and through all-rail 
routes with them to and from points on the line. 





WATSON MOTOR PURCHASE APPLICATION DISMISSED 


An application of Watson Bros. Transportation Co., Inc., 
Omaha, Neb., for authority to purchase the operating rights of 
Ash Truck Lines, Inc. (George S. Allen, trustee), Topeka, Kan., 
for $9,050, and of Fay V., Ray E., and Thomas W. Watson, all 
of Omaha, officers of Watson Bros., for authority to acquire 
control of the rights through the purchase, has been dismissed 
by the Commission, division 4, by a report and order in MC 
F-2761, Fay V. Watson, et al.—Control; Watson Bros. Trans- 
portation Co., Inc.—Purchase—Ash Truck Lines, Inc. (George 
S. Allen, trustee). 

The division said that as the U. S. Circuit Court of Appeals, 
tenth circuit, had held that the purchase-and-sale agreement 
filed in, and covering the subject matter of, the instant trans- 
action must be vacated and set aside, and had reinstated, con- 
firmed, and approved the sale of the considered rights to Union 
Freightways, Omaha, it was of the opinion the instant applica- 
tion no longer presented a valid transaction between Watson 
Bros. and the Ash trustee, requiring the division’s consideration 
on its merits. It followed, said the division, that the application 
should be dismissed. 





MOTOR PURCHASE CONDITION AFFIRMED 


By a report on further hearing in MC F-2533, E. W. Harlan 
et al—Control; Bruce Motor Freight, Inc.—Purchase—G. E. 
and E. I. Bruce, the Commission, division 4, has affirmed its 
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findingse in the prior report of February 17, that acquisition 
by Charles Iles, Harold McKinney and E. W. Harlan of control 
of Bruce Motor Freight, Inc., through ownership of capital 
stock, purchase by the latter of the operating rights of G. E. 
and E. I. Bruce, dba Bruce Transfer & Storage Co., and 
acquisition by Iles, McKinney and Harlan of control of the 
rights, could be approved and authorized only on two condi- 
tions. 

The proceeding was reopened on the request of the parties 
for modification of one condition eliminating authority to 
transport to or from points served in common by it and Meadows 
Transfer, Inc.,-of items dealt in by wholesale, retail, and chain 
grocery stores and food houses. 

The report said the carriers had been brought under com- 
mon control without Commission approval and that the fact 
that discrimination might not be practiced by the carriers in 
conducting dual operations, was immaterial so long as the 
opportunity to do so was present. 





HOUSTON, TEX., MOTOR PURCHASE APPROVED 

Purchase by Red Arrow Freight Lines, Inc., Houston, Tex., 
of the operating rights of Willie O. Brown, doing business as 
D. L. & W. Motor Lines, Houstion, for $1,000, and acquisition of 
control of the rights by Dallas Rupe and D. Gordon Rupe, Jr., 
Dallas Rupe & Son, and Brayton Flying Service, through the 
purchase, has been approved by the Commission, division 4, by 
a report and order in MC F-2871, Dallas Rupe and D. Gordon 
Rupe, Jr.—Control; Dallas Rupe & Son—Control; Brayton Fly- 
ing Service—Control; Red Arrow Freight Lines, Inc.—Purchase 
—wWillie O. Brown. 


TRAILWAYS MOTOR RIGHTS PURCHASE 


By a report and order in MC F-2996, T. T. Harris—Control; 
Quaker City Bus Co.—Purchase—Trailways of New England, 
Inc., the Commission, division 4, has approved the purchase by 
Quaker City, of Camden, N. J., of certain operating rights of 
Trailways, of Springfield, Mass., for $55,000. It also approved 
acquisition of control of the rights by T. T. Harris, of Camden, 
controlling stockowner of Quaker City. 








PEACOCK MOTOR RIGHTS PURCHASE APPROVED 

The Commission, division 4, by a report and order in MC 
F-2940, Ethel Neibauer—Control; Neibauer Bus Co.—Purchase 
—Frank P. Peacock, has approved the purchase for $500 by 
Neibauer Bus Co., Bristol, Pa., of the operating rights of Frank 
P. Peacock, Florence, N. J., and acquisition of control of the 
rights by Ethel Neibauer, also of Bristol, through the purchase. 


TUCKER TRUCK RIGHTS PURCHASE APPROVED 
Purchase by W. H. Elliott, doing business as Devers Truck 
Line, Metropolis, Ill., of certain operating rights of L. A. Tucker 
Truck Lines, Inc., Cape Girardeau, Mo., for $3,500, has been 
approved by the Commission, division 4, by a report and order 
7 eee W. H. Elliott—Purchase—L. A. Tucker Truck 
ines, Inc. 


MOTOR PURCHASE BY GATEWAY CITY APPROVED 


The Commission, division 4, by a report and order in 
MC F-2809, W. Leo Murphy, et al.—Control; Gateway City 
Transfer Co., Inc.—Purchase—Highway Merchandise Carriers, 
Inc., has approved the purchase by Gateway City Transfer Co., 
Inc., La Crosse, Wis., of certain operating rights of Highway 
Merchandise Carriers, Inc., St. Louis, Mo., for $6,000. It also 
approved the acquisition of control of the operating rights 
through the purchase, by W. Leo, Eugene W., and John A. 
Murphy, of La Crosse, controlling stockholders of Gateway. 


MOTOR CARGO, INC., PURCHASE OF PURTELL RIGHTS 

The Commission, division 4, has approved the purchase by 
Motor Cargo, Inc., Akron, O., of operating rights between Cam- 
den and Carney’s Point, N. J., of Purtell Brothers, Inc., Phila- 
delphia, Pa., for $650, and acquisition of control of the rights 
by Owen O. Orr and Gertrude Orr, both of Akron, controlling 
stockowners of Motor Cargo, Inc., through the purchase, by a 
report and order in MC F-2993, Owen O. Orr and Gertrude 


oe Motor Cargo, Inc.—Purchase—Purtell Brothers, 
ne. 


SMOKY MOUNTAIN BUS RIGHTS PURCHASE 

Purchase by Central Bus Lines, Inc., Cookeville, Tenn., of 
certain operating rights and property of Smoky Mountain 
Stages, Inc., Asheville, N. C., for $45,000, has been approved 
by the Commission, division 4, by a report and order in 
MC F-3080, James D. Van Hooser—Control; Central Bus Lines, 
Inc.—Purchase (Portion)—Smoky Mountain Stages, Inc. The 
division also approved the acquisition of Control of the rights 
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and property by James D. Van Hooser, Lexington, Ky., owner 
of Central’s capital stock. 


MINNESOTA MOTOR PURCHASE APPROVED 

By a report and order in MC F-2991, W. H. Rohweder— 
Control; Rohweder Truck Lines, Inc.—Purchase—Walter Davis 
and G. Willard Davis, the Commission, division 4, has approved 
the purchase by Rohweder Truck Lines, Inc., Pipestone, Minn., 
of certain operating rights and property of Walter Davis and 
G. Willard Davis, partners, doing business as Davis Transfer 
Co., Fairmont, Minn., for $20,000, and acquisition of control 
of the rights and property by W. H. Rohweder, of Pipestone, 
through the purchase. 


MAXWELL MOTOR MERGER APPROVED 

Merger into the Maxwell Co., Cincinnati, O., of the oper- 
ating rights and property of O. Maxwell, doing business as O. 
Maxwell Co., Cincinnati, and acquisition of control of the op- 
erating rights and property by O. Maxwell through the mer- 
ger, has been approved by the Commission, division 4, by a re- 
port and order in MC F-3063, O. Maxwell—Control; Maxwell 
Co.—Merger—O. Maxwell. The transaction as proposed, said 
the division, would offer opportunities for economy through 
elimination of duplicate functions of the two operations. 





COLUMBIA MOTOR TRANSIT CONTROL APPROVED 

Acquisition of control of Columbia Motor Transit Co., St. 
Louis, Mo., by Columbia Terminals Co., St. Louis, on the Com- 
mission’s issuance to the former of a certificate in MC 105146, 
Columbia Motor Transport Co. Com. Car. Application, decided 
February 18, has been approved by the Commission, division 4, 
by a report and order in MC F-2620, Columbia Terminals Co. 
—Control—Columbia Motor Transport Co. 

The division said that although Columbia Transport was 
not presently a motor carrier, it would obtain such status on 
the issuance to it of the aforementioned certificate, and that ac- 
quisition and control of Columbia Transport by Columbia Ter- 
minals, on the former becoming a motor carrier, required the 
division’s prior approval under section 5 of the interstate com- 
merce act. 


TRANSFER OF PACIFIC FORWARDING RIGHTS 


By an order in FF-18, George C. Lebeck and Walter R. 
Wyile—Acquisition by Pacific Forwarding Association, the Com- 
mission, has authorized transfer of the operating rights of 
Genrge C. Lebeck and Walter R. Wylie, a partnership, dba 
Pacitic Freight Association, to the Pacific Forwarding Associa- 
tion, a corporation. The transfer must be made by July 9, 
according to the terms of the order. 


PRUDENCE ISLAND LINE WATER AUTHORITY 

Fy an order in W-944, Sub. 1, TA, Edwin H. Sanford Tem- 
porai,y Authority, the Commission, division 4, has granted Ed- 
win h. Sanford, proposing to do business as Prudence Island 
Line, Tiverton, R. I., authority until June 30, to operate as a 
common carrier by self-propelled vessels in the transportation 
of passengers and commodities generally between Fall Rivers, 
Mass., and points on Prudence Island, R. I., and passengers on 
excursion trips between Fall River, and Warwick Neck and 
Riverside, R. I. 


KOSMOS WATER AUTHORITY GRANTED 


By a report, permit and order effective July 30, in W-437, 
Kosmos Towing Co., Inc. Applications, the Commission, divi- 
sion 4, has granted the applicant, of Louisville, Ky., authority 
to continue operation as a carrier by water (1) at Louisville, 
in furnishing for compensation (under charter, lease, or other 
agreement), non-self-propelled tank barges to persons other 
than carriers subject to the interstate commerce act, for use 
by such persons in the transportation of their own property, 
and (2) by towing vessels and by non-self-propelled vessels with 
the use of separate towing vessels in the transportation of 
cement, in sacks, and commodities in bulk, between points on 
the Ohio River and its tributaries below and including Parkers- 
burg, W. Va. The division also granted the applicant an exemp- 
tion order with respect to its transportation of contractors’ 
equipment employed or to be employed in construction, repair, 
or salvage on the waterway between points on the Ohio River 
and its tributaries below and including Parkersburg. 


HAZARD-JENKINS TRUST AGREEMENTS 
By a second report and reconsideration and an order in 
MC F-2435, James D. Van Hooser, at al.—Control—Consoli- 
dated Bus Lines, Inc., and Central Bus Lines, Inc., the Com- 
mission, division 4, has further modified a condition imposed in 
the prior report, 39 M. C. C. 647, in which Harold J. and Dagne 
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A. Utter and James D. Van Hooser were permitted to retail 
control of Hazard-Jenkins Line, Inc., of Lexington, Ky., while 
controlling Consolidated and Central. 

The instant report requires filing of certain trust agree- 
ments by which the Hazard-Jenkins stock is transferred to 
some of the parties as voting trustees. 





MOTOR REVOCATION CASE DISCONTINUED 

On further hearing of the Commission, division 5, by a re- 
port and order in MC C-398, Anderson Motor Service Co. vs. 
Packers Transport, Inc., has found that the defendant, of Belle- 
ville, Ill, has complied with a prior order of November 30, 
1944, requirmg it to institute, within 45 days thereof, rea- 
sonably continuous and adequate service as authorized and _re- 
quired under a permit issued to it in MC 15935. The proceeding 
was discontinued, 


NO SUSPENSION VOTED IN C. & S. M. F. T. PROTEST 


The Commission has voted not to suspend certain tariff 
items protested by the Central and Southern Motor Freight 
Tariff Association, Inc., Louisville, Ky., involving elimination 
of 6, 4 and 3 per cent increases in rates on shipments moving 
locally (single line) via Carolina Motor Express Lines, Inc., 
effective May 20, and May 24. The tariff items involved 
appeared in MF-I. C. C. 58, supplement 160 and MF-I. C. c t2, 
supplement 2 (see Traffic World, May 18). 


1. C. C. VOTES TO INVESTIGATE SOUTHERN M. C. RATES 


The Commission has voted not to suspend but to investi- 
gate certain increased rates and charges from, to, and within 
the south, effective May 20, as contained in tariffs MF-I. C. C. 
154 et al., of R. S. Cooper, Agent, and MF-I. C. C. 378 et al., of 
Southern Motor Carriers Rate Conference, Agent. The Com- 
mission assigned the number MC C-538 to the investigation pro- 
ceeding. 


REPARATION ORDERS 
Reparation orders have been issued in No. 29056, Amos- 
Thompson Corporation et al. vs. Alabama Great Southern Rail- 
road Company et al.; No. 29218, T. T. Wilson Company vs. 
Nashville, Chattanooga & St. Louis Railway Company et al. 


EXPRESS RECORDS DESTRUCTION RULES 


Effective July 1, the Commission, division 1, has issued a 
52-page report covering Regulations to Govern the Destruction 
of Records of Express Companies as prescribed by the Commis- 
sion in accordance with section 20 of the interstate commerce 
act. Described as the issue of 1946, it would supersede all pre- 
vious issues, said the division. 


EXPLOSIVES RULES REARRANGEMENT PROPOSED 


Secretary Bartel, of the Commission, has issued a notice 
in No. 3666, In the Matter of Regulations for Transportation 
of Explosives and Other Dangerous Articles, with regard to 
certain amendments in so far as they apply to carriers by 
rail freight and proposing a general rearrangement of sections 
589, 594, 597, and 600, concerning the handling while in transit 
of explosives and other dangerous articles. Mr. Bartel said 
it was desired that comments concerning the merits or defi- 
ciencies of the proposal be submitted to the Commission in 
writing within 30 days from the date of the notice; otherwise 
the Commission might proceed to investigate and determine 
the matters involved, or might suspend action pending formal 
hearing. 


1. C. C. ACCIDENT REPORTS 


Derailment of a passenger train on the Western Pacific 
Railroad at Pilot, Nev., April 5, resulting in the death of 2 pas- 
sengers, and the injury of 71 passengers and 3 employes, was 
caused by failure properly to control the speed of a train en- 
tering a siding, according to a report of the Commission on 
the accident, No. 2983, written by Commissioner Patterson. 

The report said maximum safe speed through the turnout 
involved was about 30 miles per hour, and the theoretical over- 
turning speed about 60 miles per hour. It said evidence indi- 
cated the engine was moving at less than the theoretical over- 
turning speed, but considerably in excess of the maximum safe 
speed when it entered the turnout. 


COMMISSION DOCKET NUMBERS CORRECTED 
An application of Edwin H. Sanford, doing business as 
Prudence Island Line. of Tiverton, R. I., for water carrier rights 
between Fall River, Mass., and Prudence Island, was incorrectly 
docketed as FF-944, and so reported. The apnlication should 
have been docketed as W-944 (see Traffic World, May 11, 
p. 1430). 
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The docket number of the title case in the article appearing 
on page 1423 of the May 11 issue of Traffic World, under the 
heading, “Rail Switching Charges in Minn. Discriminatory, Ex- 
a Finds,” should have been No. 29245, instead of No. 





Railroad Abandonments 


Southern Pacific 


By a report, order and certificate in Finance No. 15082, 
Southern Pacific Co. et al. Abandonment, embracing Finance 
No. 15084, Pacific Electric Railway Co. Abandonment, and 
Finance No. 15092, Same, Purchase, the Commission, division 
4, has authorized (1) abandonment by the Southern Pacific 
Railroad Co. and the Southern Pacific Co., lessee, of that por- 
tion of its so-called Covina branch, extending from Pomona to 
Ganesha Junction, 1.461 miles; (2) abandonment by Pacific 
Electric Railway Co., of a portion of its so-called Los Angeles- 
San Bernardino line, extending from Lone Hill to a point at 
or near Baldwin Park, 7.064 miles; and purchase by Pacific 
Electric from the Southern Pacific Railroad Co., and operation 
of, remainder of the latter’s Covina branch extending from 
Ganesha Junction to Bassett, 15.853 miles, all in Los Angeles 
County, Calif. 

The report said that, while neither line sought to be aban- 
doned was shown to have operated at a loss, it was clear that 
the territory could be adequately served by one line. Useless 
expenditures were being made for maintenance and operation 
of duplicate facilities that could be avoided through the pro- 
posed changes in operating methods without inconvenience to 
the public, it said. 

The abandonments were made subject to the so-called 
Burlington conditions for the protection of employes who might 
be adversely affected. 


B. P. & C. 


The Bay Point & Clayton Railroad Co.. in Finance No. 
15315, has asked the Commission for authority to abandon its 
entire line of railroad in Contra Costa County. Calif.. extend- 
ing approximately 9 miles from a connection with the Santa Fe 
at Port Chicago to Cowell. together with all sidings, spur 
tracks, and appurtenances. The B. P. & C. said the government, 
in connection with establishment of the U. S. naval magazine 
at and south of Port Chicago, had obtained a court order for 
possession of 6% miles of the B. P. & C. line within the naval 
magazine. It said that consequently it was no longer able to 
operate any of the 6% miles and that the remaining approxi- 
mately 2% miles at the southerly end of the line was now 


‘merely a useless stub incapable of further operation” h 
B:-P.-&.C. ' sells 


ARTHUR J. BROWN FORWARDER RIGHTS TRANSFER 


: Arthur J. Brown, doing business as ABC Freight Forward- 
ing and Chicago Clipper Service, New York. N. Y., in FF-38 
and Sub. I thereunder, has asked the Commission for authority 
to transfer rights as a freight forwarder to ABC Freight For- 
warding Corporation. New York. N. Y. The transfer, said the 
applicant, would include the riehts of the transferor under a 
permit and order granted by the Commission, Division 4, May 
5, 1944, in FF-38. and also the rights of Arthur J. Brown. do- 
ing business as ABC Freight Forwarding and Chicago Clipper 
Service in an application for extension and change of overations 
now pending in FF-38. Sub. 1. with full rights of substitution 


po P og proposed transferee as applicant in the pending apnli- 
cation. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain 
many schedules not reproduced here. Details of such orders are pub- 

- Hshed in The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


I. and S. M-2654, from May 16 until December 16. certain 
schedules published in supplement No. 2 to MF-I. C. C. No. 1 
of Sidney J. Williams. dba Ready Truck Lines, Chicago. Tl. 
The suspended schedules pronose to establish a new classifica- 
tion exceptions rating resulting in reduced truckload rates on 
certain building. paving and roofing materials between nu- 
merous points in TJl.. Ind., Ky.. and O. 

_ T. and S. No. 5410. from May 20, until December 20. cer- 
tain schedules as nublished in supplement No. 2 to Railway 
Express Agency’s tariff I. C. C. No. 4501 and ME-I. C. C. No. 
3951. The suspended schedules propose to increase the labor 
charge from 12 cents to 35 cents a shipment for opening and 
recoopering or rewrapping packages for customs examination. 

I. and S. No. 5409, from May 18 until December 18, certain 
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schedules as published in Sup. No. 8 to Tariff ICC-FF No. 1 
of A. Kohrman, I. J. Sheer and J. A. Feldmeier, doing business 
as Pittsburgh Stores Fast Freight. The suspended schedules 
propose to increase the forwarder commodity rates on freight, 
all kinds, from New York, N. Y., to Pittsburgh, Pa. 


I. C. C. Extends Intermediate 
Rate Permissions 


A blanket amendment to special permissions extending 
from May 31, to November 30, the tariff rule relief asked for 
in an application for special permission dated March 27, of 
W. J. Kelly, chairman of the A. A. R. committee on freight 
tariffs, relating to alternate application of aggregate of inter- 
mediate rates with through rates, has been granted by the 
Commission, by Commissioner Aitchison (see Traffic World, 
April 6, p. 1030). The order involves 142 special permissions. 

The Commission ordered that under Mr. Kelly’s applica- 
tion for special permission, the 142 enumerated permissions, 
or aS previously amended, in so far as they authorized relief 
from the terms of rules 4 (h), 4 (i), and 7 (b) of tariff circular 
No. 20; rule 4 (h) of tariff circular No. 22 and rule 3 (i) of 
tariff circular No. 1 (U. S. M. C. series) in connection with 
rules published in various tariffs referred to in the permissions 
providing for alternative application of aggregate of inter- 
mediate rates with through rates; also relief from the terms 
of rule 7 (c) of tariff circular No. 20 (in addition to relief from 
rules 4 (h), 4 (i), and 7 (b) covering alternation of commodity 
rates with rates obtainable under the aggregate rule in class 
tariffs; also relief from the terms of rule 16 (b) of tariff cir- 
cular No. 20 (permission No. 169335); also relief from the 
terms of rule 27 of tariff circular No. 20 (permissions Nos. 
172947, 182564, 1445 and 1747); also relief from the terms of 
rule 4 (i) of tariff circular No. 20 (permission No. 19686— 
minimum rates), would be further amended to substitute for 
the present expiration date of the rule relief a provision that 
the relief should apply to and including November 30, unless 
sooner revoked or extended. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Wire Handles, Etc. 


No. 29220, General Water Heater Corporation vs. Uni- 
versal Carloading & Distributing Co., Inc. By the Commission, 
division 2. Complaint dismissed. Found that considered ship- 
ments, moving in freight-forwarder service between April 5, 
1943; and July 21, 1943, inclusive, from Waukegan, IIl., to Bur- 
bank, Calif., consisted of mixed less-carloads of steel wire han- 
dles and wire goods or wire work rated third and second class 
in the governing classification, and that named combinations 
of second-class rates were applicable. 


Mixed Furniture 


No. 29275, Barker Bros. Corporation vs. Pere Marauette 
Railway Co. et al. The Commission, by Commissioner Splawn. 
Complaint dismissed. Found applicable and not shown unrea- 
sonable, rates charged on mixed furniture, in carloads, from 
Marion, N. C., and Grand Rapids, Mich., to Los Angeles, Calif., 
between June 12, and October 9, 1942. The report said the 
minimum weight for a car 40 feet, six inches in length used 
for a representative shipment was 12,500 pounds and that the 
minimum weight deficiency of 1,056 was computed at a rate of 
$2.64 a 100 pounds. It said there was no dispute with respect 
to the rate or charges on the actual weight of certain mixed 
furniture or card tables, but that on a deficiency in weight to 
make up the required minimum of 12,500 pounds, the claimed 
rate was $1.73. 


Sheet Metal Flashings 


No. 29301, Overly Manufacturing Co. vs. Alton Railroad 
Co. (Henry A. Gardner, Trustee) et al. The Commission. by 
Commissioner Splawn. Complaint dismissed. Found applicable, 
rates charged on a carload of sheet metal flashings shipped 
from Greensburg, Pa., to Los Angeles, Calif., August 4, 1942. 
The report said charges were collected based on a commodity 
rate of $2.06 a 100 pounds, applicable on flashings not restricted 
with respect to package requirements in the rate item in which 
it was published. It said the complainant claimed a commodity 
rate of $1.35 was applicable if the flashings shipped nested 
loose were found to conform to the package description of 
flashings nested in bundles, or alternatively, a rate of $1.69 
based on a penalty rating for an unauthorized package. The 
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question, it said, was solely one of tariff interpretation. The 
report said that as the shipment was not in bundles, the rate 
of $1.35, named in item 3600 of Agent Kipp’s tariff I. C. C. No. 
1472 on flashings, nested in bundles, was not applicable and 
that item 3565 specifically provided for the rate of $2.06 on 
flashings unrestricted as to package requirements. 


Asphalt and Road Oils 


No. 29149, Union Asphalts and Roadoils, Inc., vs. Atchison, 
Topeka & Santa Fe Railway Co. et al., embracing also No. 
29169, Carter-Waters Corporation and Tobin Asphalt Products, 
Inc., vs. Alton Railroad Co. et al., Same, Sub. 1, Empire Dis- 
trict Electric Co. vs. St. Louis-San Francisco and Texas Rail- 
way Co. et al., and No. 29274, Manchester Biscuit Co., Division 
of United Biscuit Co. of America vs. Atchison, Topeka & Santa 
Fe Railway Co. et al. By the Commission, division 2. Com- 
plaints dismissed. Found not unreasonable, rates on petroleum 
asphalt and road oils, in tank-car loads, from Wichita, Kan., 
El Dorado, Ark., and Tulsa, Okla., to Springfield, Mo., Corning, 
Ia., Wheaton, Minn., and Aberdeen, S. D., and rates on petro- 
leum asphalt, petroleum distillate fuel oil, and petroleum 
residual distillate fuel oil, in tank-car loads, between points in 
Arkansas, Kansas, Louisiana, Oklahoma, and Texas, and points 
in Iowa, Kansas, Minnesota, Missouri, Nebraska, North Dakota, 
South Dakota, and Wisconsin, and rate on crude petroleum, in 
tank-car loads, from Big Sandy and Hawkins, Tex., to Riverton, 
Kan. The division said the record did not afford a basis for 
prescription of rates for the future. In instances where the 
defendants had not already done so, said the division, they 
would be expected to complete their revision of the rates on 
low-grade crude oils, in tank-car loads, by establishing to the 
territory in issue, which was intermediate and adjacent to the 
destination territory embraced in Midland Cooperative Whole- 
sale vs. Abilene & S. Ry. Co., 258 I. C. C. 75, rates that would 
effect an adjustment with respect to low-grade oils covered by 
the instant complaints in conformity with the principles under- 
lying the division’s decision in that proceeding. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*MC 105761, James Pugarelli, Scranton, Pa. Certificate de- 
nied, Commissioner:Lee concurring in the result. Fresh fruits 
and vegetables and meats over specified routes between specified 
points in Pa., N. J., and N. Y. 

*MC 13832, Sub. 31, H. E. Savage, Jr., Norfolk, Va. Cer- 
tificate granted, Commissioner Patterson dissenting. General 
commodities, with exceptions, between Suffolk, Va., and Balti- 
more, Md., (1) over a described route serving specified inter- 
mediate and off-route points, and, (2) for operating convenience 
only in connection with the aforementioned described route, (a) 
from Suffolk over an unnumbered highway to junction thereof 
with U. S. highway 17, thence over U. S. highway 17 to junction 
of U. S. highway 60, thence over that highway to Richmond, 
serving Richmond as an intermediate point, and (b) from the 


junction of U. S. highways 60 and 17 over U. S. highway 17 to f 


Fredericksburg, Va., serving no intermediate points:except as 
otherwise authorized. 


*MC 903, Sub. 17, Falwell Fast Freight, Inc., Lynchburg, 
Va., embracing also Same, Sub. 19. Certificates denied. In Sub. | 


17, general commodities. with exceptions, between Lynchburg 


and Roanoke, Va., over U. S. highway 460. In Sub. 19, general } 


commodities, with exceptions, between Gauley Bridge, W. Va., 
and Charlottesville, Va., over a regular route. 


*MC 842, Sub. 3, H. J. Willison, Ottumwa, la. Permit and 
dual operation denied. Merchandise and products dealt in by 
meat-packing companies. and, in connection therewith, equip- 
ment, material. and supplies used in the conduct of such busi- 
ness, between Ottumwa. Ia., and Topeka, Kan., and return over 
a described route, serving no intermediate points. The report 
said the applicant, if he elected to do so. might divest himself 
of certificates now held by him in MC 52715 and MC 52715, 
Sub. 1, either by transfer to some other person with the Com- 
mission’s approval or by requesting revocation thereof. In such 
event, said the report. consideration would be given to reonen- 
ing the instant proceeding and granting the permit sought. 

*MC 30697. Sub. 17. R. E. Dieckbrader, Cincinnati, O. 
Permit denied. (1) Pulpboard and pulpboard products. wood or 
steel skids, and scrap paper. between Lockland and Middle- 
town, O.. on the one hand, and. on the other, Detroit, Mich., St. 
Louis and Ferguson, Mo.. and (2) pulnboard products and wood 
or steel skids, between Lockland and Middletown, on the one 
hand, and, on the other, Chicago. IIl., traversing Ind. for op- 
erating convenience only, all over irregular routes. 

*MC 37433, Sub. 5, Chase Transfer Corporation, Portland, 
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Me. Certificate granted. (1) Contractors’ equipment, building 
and construction equipment and material, steel, tanks, factory 
equipment, machinery and machine parts, and boats requiring 
special equipment or specialized handling, and (2) supplies and 
materials necessary to the installation of the aforementioned 
commodities, over irregular routes, between points in Me. and 
N. H., and between points in Me. and N. H., on the one hand, 
and, on the other, points in Mass., Conn., R. I., and Vt. 

*MC 74083, Sutherland Shipping, Inc., New Britain, Conn., 
embracing also MC 44592, Sub. 1, Middle Atlantic Transporta- 
tion Co., Inc., New Britain, Conn. On further hearing in MC 
74083, findings in prior report, 43 M. C. C. 802, modified. Cer- 
tificate granted Middle Atlantic Transportation Co., Inc., les- 
sor of operating rights and property of Sutherland Shipping, 
Inc., to continue operations in transporting general commodities, 
with exceptions, in addition to authority granted in prior re- 
port, between specified points in Conn., Mass., N. Y., N. J., 
Pa., O., and Mich., over regular and irregular routes. On fur- 
ther hearing in MC 44592, Sub. 1, application to the extent re- 
opened, denied. General commodities, with exceptions, between 
the points and over the routes sought in MC 74083. The report 
said this application was filed as a precautionary measure for 
the purpose of submitting evidence of public convenience and 
necessity for such operating rights as might be denied under 
the “grandfather” application in MC 74083. 

*MC 102616, Sub. 280, Coastal Tank Lines, Inc., York, Pa. 
Certificate granted with conditions. Petroleum products, in 
bulk, in tank trucks, (1) from Wilmington, Del., to Baltimore, 
Md., and specified Md. and Pa. points, and (2) from Baltimore 
to specified Pa. points, over irregular routes. 

*MC 103293, Sub. 2, J. Russell and John Thomas Russell, 
Washington, Ga. Certificate denied. Petroleum products, in 
bulk, in tank trucks, from pipe-line terminals at Bainbridge, 
Albany, Americus, Macon, Griffin. Atlanta, and Rome, Ga., and 
points within 15 miles of each of the named origin points, to 
points in Ga. and S. C. within 300 miles of the aforementioned 
origins. The report said the applicants now held a permit in 
MC 61506 authorizing transportation over irregular routes of 
gasoline, kerosene, refined, and crude oils and equipment be- 
tween Charleston, S. C., or Savannah, Ga., on the one hand, 
and, on the other, points in S. C. and Ga. 

*MC 103741, Sub. 4, G. W. Frogge, Kansas City, Mo. Per- 
mit denied. Petroleum products, in bulk, in tank trucks, from 
Kansas City, Kan., and the Fairfax industrial district, Kan., to 
points in 39 Mo. counties, over irregular routes. 

*MC 105117. Sub. 1, Elwood E. Braunbeck and Ruby H. 
Braunbeck, Binghamton, N,. Y. Certificate granted with condi- 
tions. Household goods between points in Broome county, N. 
Y., on the one hand, and, on the other, points in Pa. and N. J., 
over irregular routes. 


“ 


COMMISSION ORDERS 

No. 29043, Florida Railroad Commission et al. vs. A. C. L. et al., 
and No. 28514, Neuhoff Packing Co. et al. vs. Aberdeen & Rockfish et al. 
Order of March 4 which by its terms made effective on or before June 14 
on statutory notice modified to become effective on or before June 14 
on not less than 15 days notice instead of 30 days notice. 

Finance 14850, C. & O. construction. Effective date of certificate 
issued September 4, 1945, and effective, as extended, on May 17, further 
extended until June 17. 

1. & S. 5363, Routing between Central territory and the West. Re- 
spondents having filed tariffs under special permission, effective on 
or before April 27, cancelling suspended schedules, proceeding dis- 
continued. 

W-535, National Motorship Corporation contract carrier application. 
Applicant’s petition for reconsideration of the order of October 25, 1941, 
dismissing its application for a permit authorizing operation as a 
contract carrier by water, was received and filed in this proceeding and 
replies to this petition may be filed on or before June 7. 

FF-122, Carloader Corporation freight forwarder application. Pro- 
ceedings reopened for further hearing on June 20, 9:30 o’clock a. m., 
Washington, D. C., before Examiner Weems. The permit and order 
issued on January 20, 1944, which was modified so as to continue in 
force until June 30 further modified so as to continue in force until 
September 1. Applicant’s petition for removal of the time limitation 
attached to the permit denied. 


FF-128, Clipper Carloading Co., Application. Applicant is per- 
mitted to file a petition for reopening and reconsideration in these 
proceedings on or before June 7. 


No, 29067, James V. Forrestal, Secretary of Navy, acting for Navy 
Department, and executive department of the Government of U. S. A., 
vs. Abilene & Sou. et al., and No. 29116, Henry L. Stimson, Secretary 
of War, vs. Abilene & Sou. et al. Defendants petition for modification 
of order of February 28 filed and replies to such petition may be filed 
on or before May 28 

1. & S. M-2615, Butter from Southeastern Minnesota to Chicago. 
Respondents under special permission having filed tariffs effective May 8 
cancelling suspended schedules, proceeding discontinued. 


MC 70330, J. Tom Miller, contract carrier application; MC 70330, 
Sub. 1, J. Tom Miller, extension-Louisiana-Mississippi, and MC 70330, 
Sub. 3, J. Tom Miller, Fort Worth, Tex., extension of operations. Pro- 
ceeding reopened for reconsideration on present records. 
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MC 104887, Sub. 1, American Van & Storage, Inc., extension-Florida. 
Proceeding may be reopened for further hearing. 

MC-F 2551, Burlington Transportation Co., purchase, Kenneth C. 
Headley. Application dismissed. 

MC-F 2636, R. V. Weicker, control; The Weicker Transfer & Storage 
Co., purchase, Louis J. Johnson and Raymond W. Johnson. Proceeding 
reopened for reconsideration and pending further order, order of 
July 13, 1945, vacated. 

MC-F 3091, Fred W. Welch et al., lease and purchase (portion), 
Great Southern Trucking Co. Application dismissed. 

W-470, W. G. Bartenfeld, contract carrier application. Order of 
January 8, further modified to become effective on and after July 3, 
instead of June 3. 

MC-30837, Sub. 27, Kenosha Auto Transport Corp. 
reopened. for further hearing. 

MC-79690, Sub. 3, South Bay Motor Freight Co., Inc., 
Astoria, Ore. Proceedings reopened for further hearing. 

MC-54611, Mayflower Terminals, Inc., application for registration 
and MC-C 483, Mayflower Terminals, Inc., motor carrier operations 
within Ohio (Akron, Ohio). Date on which respondent in MC-C 483 
shall comply with requirements to cease and desist from performing 
any motor carrier operations, under authority of its Ohio certificate 
as specified in order of December 5, 1945, further extended from May 31 
to June 29. 

No. 29163, Cardox Corp. vs. Ahnapee & Western Ry. Co. et al. 
Order of November 14, 1945, modified to become effective on or before 
July 29 on statutory notice, instead of June 27. 

No. 29304, Glidden Co. vs. Great Northern et al. Order of March 
27, modified to become effective on or before August 5 on statutory 
notice, instead of July 3. 

MC 103964, Sub. 3, George Oehler contract carrier application. Pro- 
ceeding reopened for reconsideration on the present record. 

MC 106110, Henry J. Miller common carrier application. Proceeding 
reopened for reconsideration on the present record. 

MC-C 407, The Great Atlantic & Pacific Tea Co. vs. Ontario Freight 
Lines Corp. The time within which petitions for reconsideration, re- 
hearing or reargument may be filed, extended until June 17. Replies 
to petitions may be filed on or before June 27. 

MC-F 2133, Wm. J. O’Neill, control, Moore Northern Haulers, Inc. 
The time within which authority granted in order of November 13, 
1945, may be exercised, extended until November 8& 

MC-F 2600, C. W. Falwell, Jr., control; Falwell Fast Freight, Inc., 
purchase, W. B. Draper and Evans Line, Inc. Motion of Falwell 
Fast Freight, Inc., for indefinite postponement of the order of January 
14, overruled. Supplemental petition of Falwell Fast Freight, Inc., for 
reopening reconsideration, rehearing, oral argument and vacation of 
the order of January 14, denied. 

MC-F 2662, Jennie W. Van Hooser et al, purchase, Don D. Utter 
et al.; MC-F 2663, Wylie Dobbs et al., purchase, James D. Van Hooser 
et al.; MC-F 2664, Jennie W. Van Hooser et al., control Kentucky- 
Virginia Stages. Applicants petition for stay of effective date and 
for reconsideration and modification of order entered herein and of 
second report on reconsideration of division 4 in MC-F 2435, James B. 
Van Hooser et al., control, Consolidated Bus Lines, Inc., and Central 
Bus Lines, decided May 9, denied. 

MC-F 2847, R. N. B. Converse, lease, O. J. Mitchell. Petition of 
Los Angeles-Seattle Motor Express, Inc., Pierce Auto Freight Lines, 
Ine., Consolidated Freightways, Ine., and Oregon-Nevada-California 
Fast Freight, Inc., protestants, for reconsideration or for rehearing, 
denied. 

W-932, Schneider Transportation Co., common carrier application. 
Petitions of protestants, Automotive Trades Steamship Co., T. J. 
McCarthy Steamship Co., and Nicholson Transit Co., for reconsidera- 
tion of the proposed report, further hearing and postponement of oral 
argument, denied and Columbia Transportation Co., permitted to 
intervene. 

W-751, Commercial Barge Lines, Inc., common carrier application; 
extension applications; and extension automobiles. Effective date of 
fourth amended certificate and order of March 15, postponed to July 15. 


Proceeding is 


extension- 





MOTOR FINANCE CASES 

MC F-3184, John Ralph McBride—Purchase (portion)—Hancock 
Truck Lines, Inc. Application for authority under section 210a(b) of 
John Ralph McBride, of Miller City, Ill., for temporary operation of 
a portion of the motor-carrier rights of Hancock Truck Lines, Inc., of 
Evansville, Ind., denied. 

MC F-3169, Abb’s Transfer & Service Co., Inc.—Purchase—V. A. 
Morreale. Application for authority under section 210a(b) of Abb’s 
Transfer & Service Co., Inc., of Mobile, Ala., for temporary operation 
of motor-carrier rights of V. A. Morreale, doing business as Gulf 
Coast Motor Lines, of New Orleans, La., denied. ; 

MC F-2630, C. W. Murchison et al.—Control; American Liberty Pipe 
Line Co.—Control and Merger—Dixie Motor Coach Corporation and 
Sunshine Bus Lines, Inc. Authority granted under section 5 for acquisi- 
tion of control of Dixie Motor Coach Corporation and Sunshine Bus 
Lines, Inc., both of Dallas, Tex., by American Liberty Pipe Line Co., 
also of Dallas, through purchase by the latter of the capital stock of 
Dixie Motor Coach Corporation, purchase by Dixie Motor Coach Corpora- 
tion of the capital stock of Sunshine Bus Lines, Inc., and merger of 
the operating rights and property of Sunshine Bus Lines, Inc., into 
Dixie Motor Coach Corporation, for ownership, management, and oper- 
ation, and acquisition of control of such properties by American Liberty 
Oil Co., C. W. Murchison, Toddie L. Wynne, C. W. Murchison, Jr., and 
John Dabney Murchison, through such transactions, subject to condi- 
tions, including subjection of American Liberty Pipe Line Co. to 
provisions of sections 204, 214 and 220 of Part II of the act. 

MC F-3008, Harold E. Klopfenstein—Purchase—The Huber Motor 
Transportation Co. Purchase by Harold E. Klopfenstein, doing busi- 


ness as Dundee Truck Line, of Toledo, O., of certain operating rights 
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of the Huber Motor Transportation Co., of Tiffin, O., approved and 
authorized, subject to condition. 

MC F-3136, W. W. Akers, Jr.—Control; Akers Motor Lines, Inc.— 
Purchase—Gettys Transfer Co. Purchase by Akers Motor Lines, Inc., 
of Gastonia, N. C., of the operating rights of Gettys Transfer Co., of 
Anderson, S. C., and acquisition of control of said operating rights 
by W. W. Akers, Jr., through said purchase, approved and authorized, 
subject to condition. 

MC F-3192, Paul S. Whitescarver—Control—Great Coastal Express, 
Incorporated. Application for authority under section 210a(b) of Paul 
S. Whitescarver, doing business as Whitescarver Transportation, of 
Newark, N. J., for temporary operation through control and manage- 
ment of the motor-carrier properties of Great Coastal Express, Inc., of 
Riehmond, Va., granted with conditions. 

Action by Division 4 in finance proceeding No. MC F-3174, C. B. 
Fischbach—purchise (portion)—McCloskey & Shaffer, Inc. ApBlication 
for authority under section 210a(b) of C. B. Fischbach, doing business 
as Fischbach Trucking Company, of Akron, O., for temporary opera- 
tion of a portion of the motor-carrier rights of McClosky & Shaffer, 
Inc., of Chicago, Ill., granted with conditions. 





UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 15278, Nashville, Chattanooga & St. 
Louis Railway Bonds, embracing also F. D. No. 15278, Sub. 1, Louisville 
& Nashville Railroad Co. Assumption of Obligation and Liability. (1) 
Granting authority to the Nashville, Chattanooga & St. Louis Railway 
to issue not exceeding $15,000,000 of first-mortgage bonds, series B, to 


be sold at 99.319 per cent of par and accrued interest and the proceeds . 


used in connection with the redemption of a like principal amount 
of outstanding first-mortgage 4 per cent gold bonds, series A, due 
February 1, 1978. (2) Granting authority to the Louisville & Nashville 
Railroad Co. to assume obligation and liability, as guarantor, in respect 
of the payment of the principal of and the interest on the proposed 
series B bonds herein authorized to be issued. Approved. 

Report and order in F. D. No. 15271, Texas & New Orleans Rail- 
road Co. Bonds, granting authority to the Texas & New Orleans 
Railroad Co. to issue not exceeding $15,000,000 of first and refunding 
mortgage bonds, series B, due April 1, 1970, $45,000,000 of first and 
refunding mortgage bonds, series C, due April 1, 1990, and $20,000,000 
of first and refunding mortgage bonds, series D, due April 1, 1990; 
the series B bonds to be sold at 98% and the series C and series D 
bonds at 98% with accrued interest in each case; the proceeds to 
be applied with other funds to the redemption of $64,255,000 of first 
and refunding mortgage bonds, series A, and to other capital purposes; 
and granting authority to the Southern Pacific Co. to assume obligation 
and liability as guarantor, in respect of the bonds of the Texas & 
New Orleans Railroad Co. authorized to be issued. Approved. 


FINANCE APPLICATIONS 

Finance No. 15307, Bowdon Railroad & Transportation Co., Bowdon, 
Ga., asks authority to issue 100 shares of common stock, all of which, 
it said, had been subscribed and paid for, to provide funds for the 
purchase of properties, for corporate purposes, and for working capi- 
tal. The applicant said it had purchased, at a receiver’s sale, the 
properties of the Bowdon Railway Co. 

MC F-3195, Strickland Transportation Co., Inc., of Dallas, Tex., 
asks authority to purchase certain operating rights, equipment, and 
property of Jay Rountree, dba Ozark Motor Lines, also of Dallas, and 
temporarily to operate. 

MC F-3196, Watson Bros. Van Lines and Heavy Hauling Co., Omaha, 
Neb., asks authority to purchase certain operating rights and property 
of Watson Bros. Transportation Co., Inc., Omaha, Neb. 

MC F-3197, Arrow Transit, Inc., Klamath Falls, Ore., asks authority 
to purchase operating rights“of Consolidated Freightways, Inc., Port- 
land, Ore. 

Finance No. 15314, Western Maryland Railway Co., asks authority 
to assume obligation as guarantor of $2,000,000 equipment. trust certifi- 
cates to be known as Western Maryland railway equipment trust, series 
J, bearing dividend rate of 1% per cent, for purchase of 12 new 
standard-gauge 48-4 steam locomotives and tenders, the issue of cer- 
tificates representing approximately 77 per cent of the contract cost 
of the equipment. The applicant said the trust certificates had been 
sold to Halsey, Stuart & Co., Inc., New York, N. Y., lowest bidder, 
subject to Commission approval, at 99.051 per cent of their principal 
amount. It said the certificates would be issued by Union Trust Co. 
of Maryland, as trustee, and that the Baldwin Locomotive Works, Eddy- 
stone, Pa., would build the locomotives at a cost of $219,500 a locomo- 
tive, which was the lowest of three bids submitted. 

MC F-3198, Mashkin Freight Lines, Inc., East Hartford, Conn., asks 
authority to purchase and temporarily operate certain operating rights 
of J. J. Holland, Inc., Boston, Mass. 





PETITIONS FOR REHEARING, ETC. 

MC-F 1601, Glades Motor Lines, Inec., lease, Mary .M. Kettner and 
Tamiami Trail Tours, Inc. Applicants ask the Commission to reconsider 
its order of February 4, 1943 (38 M. C. C. 795), and amend this order 
so as to provide that upon approval of the acquisition of the operating 
rights of Mary M. Kettner dba Glades ‘‘K’’ Motor Lines by Tamiami 
Trail Tours, Inc., Tamiami and Glades Motor Lines. Inc., be authorized 
to terminate existing leases by Glades Motor Lines, Inc., of the operat- 
ing rights of Glades ‘‘K’’ Motor Lines, and of operating rights of 
Tamiami Trail Tours, Inc., and upon effective date of such termination, 
temporary certificate issued to Glades Motor Lines, Inc., be cancelled. 

No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern territory ask the Commission for ap- 
proval under Finding 27 of 123 I. C. C. 203, et seq., to continue until 
December 31, rate of 11c per 100 pounds on spent sulphuric acid, car- 
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loads, from Pryor, Okla., to Atlas, Mo., published in item 775 Agent 
Marsh’s ICC 3705, without at the same time publishing reductions in 
rates from or to other points in the southwest; to permit the establish- 
ment of rates of 32¢<¢ per 100 pounds, carloads, and 68c per 100 pounds, 
less carloads, on boot and shoe material and factory supplies, as 
described in item 1078-B, Sup. 60 to Agent Marsh’s ICC 3647, from 
St. Louis, Mo., to Russellville, Ark.; to continue until December 31 
special rates on used empty wooden (glass shipping) boxes, returned, 
from Tex., Ark.,. and La. points, also Memphis, Tenn., to Ft. Smith, 
Ark., St. Louis, Mo., Shreveport, La., and Okmulgee, Okla., published 
in item 1695 Agent Marsh’s ICC 3708, item 857 Agent Marsh’s ICC 3596, 
item 858 Agent Marsh’s ICC 3596, item 1070 Agent Marsh’s ICC 3690, 
item 865 Agent Marsh’s ICC 3595, item 1205 Agent Marsh’s ICC 3630, 
item 442 Agent Marsh’s ICC 3597 and item 1102 Agent Marsh’s ICC 3647; 
T&P, MKTofTex and L&A ask for authority under the same finding 
as cited above, to permit the establishment of a rate of 24c per 100 
pounds on sodium (soda), silicate of, other than dry, in tank cars, 
carloads, minimum weight subject to Rule 35 of Western Classification, 
from Dallas, Tex., to Spring Hill, La., for application via T&P, Shreve- 
port, La., L&A and MKTofTex., Greenville, Tex., L&A. This rate to 
be subject to Rule 27 of Tariff Circular 20 at intermediate points of 
origin and destination via the route named. 

No. 29067, James V. Forrestal, Secretary of Navy, acting for Navy 
Department, an executive department of the Government of the U. S. A., 
vs. Abilene & Sou. et al. Defendants ask the Commission to further 
modify its order of August 28, 1945, so as to permit publication of 
rates on Armor Plate or shapes, 3 inches or more in thickness, on 
basis of Class 3744, instead of rate made 115 per cent of Class 32% 
rates; also rates on the same articles on basis of Class 32 instead of 
rates made 115 per cent of Class 28 rates. 

No. 29266, Bryant Paper Co. et al. vs. N. Y. C. et al. Defendants 
ask the Commission to postpone the effective date of the order of the 
Commission for a period of 90 days so that the rates in compliance 
therewith will become effective on September 24 on statutory notice. 

Finance 14430, Boston & Maine Railroad abandonment. Brotherhood 
of Maintenance of Way Employes and Railway Labor Executives’ Asso- 
ciation asks that this proceeding be reopened and reconsideration of 
Certificate of April 28, 1944. 

W-496, The Mirene Company for exemption from Part III of the 
Interstate Commerce Act and for a permit as a contract carrier or 
a certificate as a common carrier. Shaver Transportation Co., Tide- 
Water Shaver Barge Lines and Babhidge & Holt, Inc., protestants, 
asks the Commission to review the record made in this proceeding, 
and to reconsider the report and order of April 4. 

W-932, Schneider Transportation Co., common carrier application. 
The Columbia Transportation Co. asks that it may be permitted to 
intervene, that oral argument on exceptions to the Examiner’s proposed 
report in this proceeding, which is scheduled for May 15, be postponed 
and that further hearing be granted in the proceeding. 

Finance 11681, N. Y. S. & W. Reorganization. Edith A. Merritt 
asks the Commission for rehearing before entire Commission, further 
hearing, reargument and for reconsideration in respect to Maximum 
Allowances from the estate of the debtor as order by the Commission 
February 5. 

1&S M-2481, Exception ratings—cancellation of—in Middlewest. 
Middlewest Motor Freight Bureau, respondents, petitions the Com- 
mission to discontinue its investigation in this proceeding and grant 
them authority on one day’s notice to put into effect rates which 
were originally suspended, but are now under postponement until 
June 22. 

Finance 14478, GM&O Abandonment. Brotherhood of Maintenance 
of Way Employes and Railway Labor Executives’ Association asks the 
Commission to reopen and reconsider this proceeding. 


No. 13535 et zl, Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern territory asks the Commission for 
approval under Finding 27 in 123 I. C. C. 203, et seq., to permit the 
establishment of rates on canned goods, carloads, as described in Agent 
Marsh’s ICC 3559, from Bixby, Okla., the same as are provided therein 
for application from Haskell, Okla., to all destinations named in this 
tariff in Ark., Ill., Ia., Kan., La., Minn., Mo., Neb., N. D., S. D., Tex., 
Wis., also Birmingham, Ala. 


Finance 13170, Florida East Coast Reorganization. Atlantic Coast 
Line asks the Commission to reopen the record in this proceeding for 
the limited purpose of receiving as exhibits, Certificate for Amendment 
of the Charter of the Atlantic Coast Line Railroad Company and an 
opinion dated May 15 of Richard B. Gwathmey, General Attorney for 
the A. C. L. 


No. 29056, Amos-Thompson Corp. et al. vs. Alabama Great Southern 
et al. Defendants ask the Commission to amend its order of April 19, 
1945, so as to authorize the application of rates based on the prescribed 
scale from only the known shipping points in each of the origin states 
of Arkansas, Louisiana, Oklahoma and Texas, rather than from all 
points in those states as presently required by the order. 


No. 29342, SP, Malleable Iron Range Co. vs. CMStP&P et al. Com- 
plainant asks the Cemmission for a reconsideration of the decision 
rendered in the proceedings. 


MC-F 2929, Bert Glupker, purchase, Brada Cartage Co. Bert Glupker 
and Direct Transit Lines, Inc., asks the Commission to substitute 
Direct Transit Lines, Inc., as transferee in the application for author- 
ity, under Section 5 of the Interstate Commerce Act, to purchase a 
part of the properties of Brada Cartage Co. 

No number, Bush Terminal Railroad Company, renewal of petition 
for institution of an investigation and inquiry into the lawfulness of 
the services practices and charges in connection with the receipt and 
delivery of less carload freight at buildings 1-10. Petitioner asks that 
the Commission shall reconsider its order of April 15 denying without 
prejudice petitioner’s renewal petition of February 15 and shall forth- 
with grant that petition. 
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May 25, 1946 


“Density” Classification in 
New England Seen Beneficial 


I. C. C. examiner says New England motor carriers and 
shippers’ trial of this type of classification has resulted 
to their mutual advantage and should continue in force 
pending I. C. C. investigation of general motor classifi- 
cations 


The test which the New England motor carriers and ship- 
pers have given to the “density” type of classification has re- 
sulted in the main to their mutual advantage, according to 
Examiner Paul Coyle, in his proposed report in Ex Parte MC 22, 
Motor Carrier Rates in New England, in which he recom- 
mended, on further hearing, that present classifications should 
be continued and that the present class rates should be found 
unreasonable to the extent they exceeded those at the bases of 
maximum reasonable class rates prescribed for the future (see 
Traffic World, May 18, p. 1485). 


In MC C-150, Motor Freight Classification, said the exam- 
iner, the Commission had instituted an investigation into the 
classifications of motor common carriers throughout the country. 
Until that investigation was completed, he said, the New Eng- 
land carriers should continue the use of their present type of 
classification. In the interim, he added, the motor carriers 
might propose any changes in ratings and rules that they de- 
sired to establish, including any changes that the classification 
committee approved and the New England bureau proposed at 
the hearings in the instant proceeding. Such changes, said the 
examiner, would be subject to protest and suspension, and, if 
suspended, the carriers would be given an opportunity to justify 
them at a hearing. 

The New England bureau, said the examiner, advocated the 
prescription of so-called density classification substantially simi- 
lar to that presently maintained in New England with certain 
modifications. He said the element of shipping density was 
emphasized in the construction of the New England classifica- 
tion. The present classes, he siad, were numbered from 1 to 5 
with an additional class of 4 times 5. The rating determined 
by density, continued the examiner, was used as a point of 
departure upwards for commodities that had unfavorable trans- 
portation characteristics such as those commodities that had a 
tendency to impregnate other commodities with which they 
were loaded, those which were so fragile that other articles 
could not be loaded on them, and those that were so susceptible 
to theft that extra precautions must be taken to avoid loss. 


“In the cases of commodities having one or more unfavor- 
able transportation characteristic, the rating assigned was one 
or two classes higher than the shipping densities warranted,” 
said the examiner. ‘In the case of some desirable commodities 
which would move by railroad, if the rates greatly exceeded the 
railroad rates, the railroad competition was taken into consid- 
eration and the articles were accorded ratings lower than they 
would have been assigned had shipping density been the sole 
test.” 


Competition the Consideration 


In framing the national classification, continued the ex- 
aminer, almost all elements of classification construction were 
ignored except competition between the motor common carriers 
and the railroads. In its original report in the recent railroad 
class-rate investigation, he sad, the Commission indicated that 
formerly the value of service was the principle given greatest 
consideration by the railroads in determining classification 
ratings, but, he added, because of the development of competi- 
tive transportation agencies with flexible service and a disregard 
by the competitive agencies of the element of the value of service 
in fixing their charges, the railroads now gave dominant con- 
sideration to weight density. Continuing, the examiner said: 


As compared with the national classification, the New England 
classification contains fewer variations in ratings dependent on the 
manner in which a particular commodity is packed for shipment. It is 
felt by the advocates of the ‘‘density’’ type of classification that vari- 
ations in ratings according to the shipping container used should be 
avoided where possible, and the goal of the framers of the New England 
classifications was to provide a single rating on each commodity except 
in instances where a particular type of packing so changed the trans- 


portation characteristics of an article as to warrant the imposition of 
rates a class or more higher than the density formula provided. 

It is difficult to compare the class rates on shipments within New - 
England at the present ratings and class rates with those which would 
obtain by the use of the national classification and the railroad class 
rates. For example, the commodities rated first class in the national 
classification are accorded ratings ranging from 4 times 5 to fifth class 
in the New England classifications. 

As bases for motor common carrier class rates, the national classi- 
fication used in connection with railroad class rates has not been en- 
tirely satisfactory. The motor common carriers have found that on 
many light and bulky articles, they must maintain motor carrier ratings 
higher than those provided in the railroad classifications or some rule 
must be provided in the motor carriers’ exceptions tariffs to assure 
adequate revenues on these commodities. On some of the light and 
bulky articles, Division 3 of the Commission in Incandescent Electric 
Lamps or Bulbs, 44 M. C. C. 501, approved ratings based on their 
shipping densities. 


\ 

In considering the adaptability of the New England classifi- 
cations and the national classification to motor-carrier oper- 
ations, said the examiner, reference must be made to the com- 
plementary class rates. In New England, he continued, the 
motor common carriers under their type of classification and 
class rates had not had to resort to any great extent to the 
expedient of so-called class rate restrictions or stops of the 


type discussed in Minimum Class-Rate Restrictions, 44 M.C. C. ~ 
367. 


The examiner said a classification committee composed of 
many motor common carriers and shippers had been working, 
since 1937, on a proposed revision of the present New England 
classification. He said they proposed a slight change in nomen- 
clature, the changing of the name of class 4 times 5 to class A, 
and the revision of numerous ratings and rules. 


The New England bureau, said the examiner, proposed for 
prescription by the Commission the revisions in ratings approved 
by the classification committee and a number of rules relating 
to the transportation of freight at class rates such as those con- 
cerning pick-up and delivery, the minimum weight to be applied 
when the shipper requested the exclusive use of a vehicle, the 
charges to be made for sorting pool car or pool truck shipments 
and for allocating or prepaying the freight charges on such 
shipments, and the charges to be applied on mixed truckloads 
of different commodities. In some cases, said the examiner, 
the proposed rules were merely restatements of the rules pres- 
ently in effect with minor changes in their text. Some evidence, 
he said, was presented respecting all of the proposed ratings 
and classification rules, but it was insufficient on which to base 
findings concerning their lawfulness. 


Barrett Line Granted Contract 
Water Carrier Authority 


Examiners J. E. Snider and Chas. W. Berry, in a proposed 
report in W-353, Barrett Line, Inc., Contract Carrier Applica- 
tion, on further hearing, have recommended that the Commis- 
sion find the applicant entitled to continue as a contract carrier 
by water in the chartering of towboats and barges, singly and 
as a unit; that it is not entitled to continue as a contract car- 
rier in the performance of transportation as a freighter or 
tower under the “grandfather” clause. 


However, noting that the applicant had operated on the in- 
volved rivers for four generations, and that, as compared 
with it the protestants were newcomers in transportation, the 
examiners recommended that the proposed services of the ap- 
plicant were and would be those of a contract carrier, in non- 
self-propelled vessels with the use of towing vessels, of com- 
modities generally, subject to a minimum of 300 tons and cer- 
tain commodity exceptions, and by towing vessels in the per- 
formance of general towage, irrespective of the lading con- 
tained in the vessels towed, between all ports and points on the 
Mississippi and Ohio Rivers and their navigable tributaries. 


The examiners observed that the Commission, division 4, 
in the prior report of June 18, 1943, not printed, had found the 
applicant not in bona fide operation on the statutory date and 
continuously since as a common or contract carrier by water 
and that a new operation as a contract carrier would not be 
consistent, and that future convenience or necessity did not 
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require a new operation by it as a common carrier, and denied 
its applications. 

However, they said, the Supreme Court of the United 
States had held the applicant to be entitled to chartering au- 
thority in Barrett Line, Inc., vs. United States, 326 U. S. 179. 

In recommending denial of the requested “grandfather” 
rights for handling general freight, the examiners said the out- 
standing characteristics of applicant’s operations historically 
were “variety, selectivity, and sporadicity.” While it did not 
confine its transportation to any kind of freight, generally 
speaking, they said, it handled commodities in barge-load 
quantities and had never handled what it termined miscella- 
neous freight or merchandise and did not anticipate it ever 
would. 

In recommending the finding of public convenience and 
necessity, the examiners said, in part: 


There might be more substance to protestants’ several objections 
were applicant a newcomer in the transportation field on the rivers, 
or if it were proposing to extend its operations to new territory, but 
there is no justification for construing the act in such a manner as to 
destroy water transportation which the public over a long period of 
years has used and presumably, if permitted, will continue to use, or 
for reserving the transportation of nonexempt commodities as the ex- 
clusive property of common or contract carriers which succeeded in 
obtaining their certificates or permits before applicant. Protestants here 
are newcomers in transportation on the rivers compared with applicant. 
Granting applicant a permit is only consistent with the public interest 
and the national transportation policy, but to deny it one would be 
contrary to the purposes of the act. 


Examiner Proposes $7,303,350 
Cut in Rutland Capitalization 


Reduction of the Rutland Railroad Co.’s capitalization from 
$18,296,300 to $10,992,950 and elimination of present fixed in- 
terest charges of $386,095 a year, has been recommended by 
Examiner Homer H. Kirby, in a proposed report in Finance No. 
14635, Rutland Railroad Co. Reorganization. 

No contingent interest charges would be created, under the 
examiner’s proposal, and rent for leased road would remain at 
$15,000 a year, which, said the examiner, the debtor received 
back in the form of dividends on the capital stock of the Addi- 
son Railroad Co. The examiner proposed January 1, 1946, as 
the effective date of the plan. 

The recommended capitalization would be: Preferred stock, 
5 per cent, $100 par value, $4,981,750; and common stock, $100 
par value, $6,011,200. 

Dividend requirements on the preferred stock would be 
$249,087.50 annually, said the examiner, adding that dividends 
would be cumulative, if not paid, whether or not earned, up to 
but not exceeding at any one time a maximum of 15 per cent. 
The examiner said the equities of the holders of the debtor’s 
preferred and common stock were found to have no value, and 
that no provision was made for their participation in the plan. 
He added: 


Holders of the debtor’s Ogdensburg & Lake Champlain Railway Co. 
first-mortgage 4 per cent bonds, due July 1, 1948, would receive 60 
per cent of the principal amount of their claims in new preferred stock 
on the basis of 6 shares per $1,000 bond. For the remainder of their 
claims, including accrued and unpaid interest to the effective date of 
the plan amounting to about $300 per $1,000 bond, they would receive 
6 shares of new common stock. Sale, as a whole, of the 2,000 shares 
($200,000 par value) of the capital stock of the Rutland Transit Co., 
pledged under the lien of the mortgage securing these bonds, and 
prorata distribution of the proceeds thereof, together with all accumu- 
lated dividends, would be made possible through the creation of a 
voting-trust agreement and the issuance of voting-trust certificates to 
holders of the bonds. 

Holders of the Rutland Railroad Co. first consolidated mortgage 
4% per cent bonds, matured July 1, 1941, would receive 50 per cent 
of the principal amount of their claims in new preferred stock on the 
basis of 5 shares per $1,000 bond. For the remainder of their claims, 
including accrued and unpaid interest to the effective date of the 
plan amounting to about $360 per $1,000 bond, they would receive 7 
shares of new common stock. 

Holders of the debtor’s Rutland-Canadian Railroad Co. first-mort- 
gage 4 per cent bonds, due July 1, 1949, would receive 45 per cent 
of the principal amount of their claims in new preferred stock on the 
basis of 4.5 shares per $1,000 bond. For the remainder of their claims, 
including accrued and unpaid interest to the effective date of the plan 
amounting to about $320 per $1,000 bond, they would receive 7 shares 
of new common stock. 

The new preferred and common stock would be placed under vot- 


ing trusts for a period of 10 years, and voting-trust certificates would 
be issued. 


CITRUS FRUITS TO MUSKOGEE, OKLA. 


No. 29315, Merchants & Manufacturers Traffic Bureau vs. 
Santa Fe. By Examiners F. M. Weaver and C. A. Rice. Rate 
of $1.07 on citrus fruits, in carloads, from southern California 
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to Muskogee, Okla., unduly prejudicial, but not otherwise un- 
lawful. Recommend ordering undue prejudice removed and 
that case be held open to permit filing of petition for further 
hearing with respect to amount of damages. The rate on oranges 
in bags was $1.07 to Muskogee and 5 cents lower to Tulsa, 
said the report, the two cities having been in the same destina- 
tion rate group prior to February 15, 1940, Tulsa having been 
accorded a lower rate because carrier representatives’ survey 
disclosed citrus fruits being trucked from California to Tulsa, 
but not to Muskogee. The examiners said traffic might be 
routed to Tulsa through Muskogee or to the latter point through 
Tulsa, and that, when the 5-cent differential went into effect, 
temporary fourth-section relief had been granted by fourth- 
section order No. 13643. No hearing had been held on that 
application, they said, but that departure mentioned by com- 
plainant were authorized by the order and were not in viola- 
tion of section 4, as charged. The examiners said the Com- 
mission should find the assailed rate adjustment operated to 
the advantage of wholesale distributors of citrus fruits at Tulsa, 
and to the disadvantage of complaining distributors at Mus- 
kogee; that they had apparently suffered damages in the mar- 
keting of shipments or parts of them at points in their trade 
territory where, in order to make sales, they must meet the 
competition of distributors enjoying preferential rates. 





COLUMBIA, S. C.. MOTOR PURCHASE PROPOSAL 


Examiner Thomas J. Patrick, in a proposed report in MC 
F-3078, J. W. Huckabee—Control—National Express, has rec- 
ommended that the Commission approve the purchase by J. W. 
Huckabee, doing business as Huckabee Transport Co., Colum- 
bia, S. C., of the operating rights and property of National 
Express, also of Columbia. 

Under authority granted, said the examiner, Mr. Huckabee 
leased the operating rights and property proposed to be pur- 
chased for a period expiring July 9, at a rental of $10,000 a 
month, which was to be applied on the purchase price. He said 
it was estimated that at the end of the temporary lease period, 
the tangible property of National Express, exclusive of intangi- 
bles, would have a net depreciated value of $183,000. In the 
application as originally filed, said the examiner, Mr. Huckabee 
sought authority to acquire control of National Express through 
purchase of its capital stock. He said the application was 
amended to cover the aforementioned purchase of rights and 
property, the stock purchase being merely an incident thereto. 





PETERSON LIGHTERAGE ‘EXTENSION AUTHORITY 


The Commission’s Bureau of Water Carriers and Freight 
Forwarders, by a proposed report in W-60, Sub. 1, Peterson 
Lighterage & Towing Corporation Extension—Glen Cove, has 
recommended that the applicant be granted authority to op- 
erate as a contract carrier by non-self-propelled vessels with 
the use of separate towing vessels, in the transportation of ore 
from ports and points within the New York Harbor area, to 
Glen Cove, L. I., N. Y. 

The bureau noted that the applicant desired broader au- 
thority in case a need arose, covering “similar commodities.” 
It said in the absence of a showing that some traffic in addi- 
tion to ore was definitely in prospect and the grant would be 
consistent with the public interest, the Commission would not 
he warranted in granting such broader authority. Except to the 
extent es the bureau said, the application should 
be denied. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
city following.) 


Massachusetts (Boston)—-MC 56541, Sub. 26, New England 
Transportation Co. (Corrected). Certificate proposed. Passen- 
gers and their baggage, in the season extending from April 12 
to November 30, both inclusive, over alternate routes for oper- 
ating convenience only: (1) From junction Mass. highway 1-A 
and Mass. highway 11 at Wampum Corner, Mass., over Mass. 
highway 11 to the Mass.-R. I. state line thence over R. I. high- 
way 11 to junction R. I. highway 114, thence over R. I. high: 
way 114 to junction unnumbered highway (Angell Road), thence 
over Angell Road to junction R. I. highway 122, at Ashton, 
R. I., thence over R. I. highway 122 to junction unnumbered 
highway (Washington highway), thence over Washington high- 
way to junction R. I. 146, and return over the same route; (2) 
from North Scituate, R. I., over unnumbered h'ghway (West 
Greenville Road) to junction R. I. highway 116, thence over 
R. I. highway 116 to junction R. I. highway 5, thence over 









































































vest 
whe 
mis 
at 1 
ter1 





C- 


n- 
al 


ee 
ir- 


a 
id 
d, 
zi- 
he 
ee 


Tas 
nd 
to. 


sht 
on 
1as 
op- 
ith 
ore 

to 


au- 
2s.” 
ldi- 

be 
not 
the 
uld 


and 
sen- 
Br. 
per- 
1-A 
[ass. 
igh- 
igh= 
ence 
iton, 
ered 
\igh- 
(2) 
Nest 
over 


over 








May 25, 1946 


R. I. highway 5 to junction unnumbered highway (Washington 
highway), thence over Washington highway to junction R. I. 
highway 146, and return over the same route; (3) from junc- 
tion R. I. highway 146 and R. I. highway 5, north of Slaters- 
ville, R. I., over R. I. highway 146 via Union Village, R. I., to 
junction unnumbered highway (Park Avenue) south of Woon- 
socket, R. I., and return over the same route; and (4) from 
junction R. I. alternate highway 1 and R. I. highway 114, 
thence over R. I. highway 114 to a junction in Pawtucket with 
applicant’s present route between Providence, R. I. and Boston, 
Mass., and return over the same route, with no service at any 
intermediate point on any of such routes. 

Missouri (Kahoka)—MC 106457, Kafl R. Trump. Denial 
of permit proposed. Mineral mixture for livestock or poultry 
feeding, paint, animal and poultry tonics and medicines, insecti- 
cides, premiums and advertising matter, from Quincy, Ill., to 
points in 33 Mo. counties, over irregular routes; damaged, un- 
claimed or rejected shipments of aforementioned commodities, 
and dried blood, tankage, bone meal and meat scraps, from 
points in the aforementioned counties, to Quincy, over irregular 
routes. 

District of Columbia (Washington)—-MC 84728, Sub. 15, 
Safeway Trails, Inc. Certificate proposed. Passengers and 
their baggage, and express, mail and newspapers in the same 
vehicle with passengers, between Oxford, Pa., and Wilmington, 
Del., and return over a described route, serving all intermediate 

oints. 

‘ New York (New York)—MC 66562, Sub. 723, Railway Ex- 
press Agency, Inc. Certificate proposed. General commodities 
moving in express service between Trenton, N. J., and Bristol, 
Pa., and return, over a described route, with no service at inter- 
mediate points, subject to conditions, including one that the 
service would be limited to that which was auxiliary to, or 
supplemental of, express service. 

lowa (Cresco)—-MC 62333, Sub. 2, Elmer Klingsheim. Cer- 
tificate proposed. Livestock; tankage and feed; feed; feed, 
flour and seed; farm machinery, farm implements and parts 
thereof; binder twine; and dressed poultry, between specified 
points in Ia., Minn., Wis., and Ill., over irregular routes. 

Massachusetts (Lowell)—-MC 48017, Sub. 6, Richard M. 
Boland. Certificate proposed. Wool, rayon, mohair, camel 
hair, and cotton (including processed wool, rayon, mohair, camel 
hair and cotton, but not manufactured products thereof), and 
felt, between Boston, Mass., and points in Mass., within 35 miles 
thereof, on the one hand, and, on the other, Newburgh and 
New Windsor, N. Y., over irregular routes. 

Ohio (Cincinnati)—-MC 15204, Sub. 7, Raymond Lee Dance. 
Certificate proposed. General commodities, with exceptions, 
serving all points within five miles of the corporate limts of 
Atlanta and Columbus, Ga., Asheville and Charlotte, N. C., 
Knoxville and Chattanooga, Tenn., Greenville, Columbia and 
Spartanburg, S. C., as off-route points in connection with appli- 
cant’s otherwise regular-route operations and between Cincin- 
nati and Winston-Salem, N. C., over U. S. highway 52 as an 
alternate route for operating convenience only, serving no inter- 
mediate points. 

Pennsylvania (Lancaster)—MC 1658, Sub. 15, Shirks Motor 
Express Corporation. Certificate proposed, with conditions. 
General commodities, with exceptions, between North East, Md., 
and the Md.-Pa. state line, over Md. highway 7 from North 
East to Perrysville, Md., thence over U. S. highway 222 to the 
Md.-Pa. state line, and return over the same route, serving the 
termini, Conowingo, Md., and intermediate points bewteen Cono- 
wingo and: North East, and the off-route points of Charlestown 
and Havre de Grace, Md. 


OHIO RIVER PASSENGER SERVICE AUTHORITY 


Authority to transport passengers. on nonstop excursion 
cruises, in interstate or foreign commerce, out of points along 
the Ohio River above Cincinnati and return to such points, 
without pick-up or discharge of passengers en route, is recom- 
mended in a proposed report in W-368, Sub. 1, New St. Louis 
& Calhoun Packet Corporation, Extension—Pittsburgh. The 
authority would be made effective July 21, according to the 
report, prepared by the Commission’s Bureau of Water Car- 
riers and Freight Forwarders. It recommended issuing an 
amended certificate and order. 





Wrecks of “Crack Trains” al 
Bring Safety Investigation 


The Commission, on its own montion, has instituted an in- 
vestigation to determine safety measures required on rail lines 
where trains are operated at 50 miles an hour or more. Com- 
missioner Patterson will hold a prehearing conference June 18 
at the Morrison Hotel, Chicago, Ill. All class I, switching and 
terminal railroads are made respondents. 
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It was said at the Commission that the investigation, No. 
29543, Appliances, Methods, and Systems Intended to Promote 
Safety of Railroad Operation, grew out of the recent passenger 
train wreck on the Burlington west of Chicago, and wrecks of 
a similar nature on other railroads. 


The order institutes the investigation “to determine whether 
it is necessary, in the public interest, to require any respondent 
to install block signal system, interlocking, automatic train 
stop, train control and/or cab-signal devices, and/or other 
similar appliances, methods and systems intended to promote 
the safety of railroad operation, upon the whole or any part 
of its railroad on which any train is operated at a speed of 50 
or more per hour.” 


The investigation further will include whether or not the 
definitions in the rules, standards and instructions prescribed 
by the Commission’s order of April 13, 1939, should be amended 
to include a revised definition of the term “medium speed,” 
and a definition of the term “low (restricted) speed.” 

At the Commission it was said the phrase “and/or other 
similar appliances, methods, and systems” would permit the dis- 
cussion of radio communication systems as safety measures. 





MC C-527, First Supplemental Order, New England—1946 Increased 
Rates. 


By the Commission, division 2, on its own motion. Hearing 
ordered into and concerning the reasonableness and lawfulness 
otherwise of the increased rates and charges, and rules, regulations 
and practices affecting such rates and charges, applicable to the 
transportation of shipments of various commodities from and to 
points in New England, also between certain areas in N. J. and 
N. Y. and points in New England, as proposed in tariffs MF-I. C. C. 
No. 5 of the McFarland & Stample Trucking Co., Hamdon, Conn., 
and MF-I. C. C. No. 5 of Benjamin Hershfield, dba Hershfield 
Motor Transportation Co., South Norwalk, Conn. Time and place 
of hearing to be fixed. 


No. 29540, Knight Iron & Metal Co., Inc., Birmingham, Ala., vs. Rock 
Island et al. 
Rates on four carloads of cast iron pipe and fittings, shipped 
between March 21 and March 27, from El Dorado, Ark., to Birming- 
ham, Ala., in violation of section 1. Asks reparation of $414.37 and 


interest. (C. Eugene Fowler, 841-847 Martin Bldg., Birmingham 3, 
Ala.) : 


No. 29490, Sub. 2, New York State Fruit & Vegetable-Shippers & Re- 
ceivers’ Association, Scotia, N. Y., vs. Atlantic Coast Line et al. 


Alleges rail carriers’ tare and net weight of a car containing 
bananas, shipped New York, N. Y., to Schenectady, N. Y., on or 
about February 2, 1944, excessive, resulting in charges in violation 
of section 1. Asks hearing at Schenectady, N. Y., at earliest possible 
date, cease and desist order, and reparation. (Earle H. Bogardus, 
19 Vine St., Scotia 2, N. Y.) 


No.-29541, E. J. Stanton & Son, Los Angeles, Cafif., vs. Milwaukee et al. 
Alleges rates on two carloads of lumber shipped July 20 and 30, 

1942, from Port Angeles, Wash., to Burbank and Los Angeles, 
Calif., in violation of sections 1 and 6. Asks cease and desist order, 


and reparation. (E. W. Cox, 541 South Spring St., Los Angeles, 
Calif.) 


No. 29543, Appliances, Methods and Systems Intended to Promote Safety 
of Railroad Operation. 


Investigation instituted by the Commission, on its own motion, 
to determine whether it is necessary, in the public interest, to 
require any respondent to install block signal system, interlocking, 
automatic train stop, train control and/or cab-signal devices, and/or 
other similar appliances, methods, and systems intended to promote 
the safety of railroad operation, on the whole or any part of its 
railroad on which any train is operated at a speed of 50 or more 
miles per hour. All Class I-and all switching and terminal railroads 
made respondents. A prehearing conference, at which Commis- 


sioner Patterson will preside, has been set for June 18 at Chi- 
cago, Ill. 


MC C-528, First Supplemental. Increased Rates—Middle Atlantic States. 

Schedules of Metropolitan Motor Carriers Conference, Inc., agent; 

Alger Brothers, Inc.; and Hermann Forwarding Co., added to those 
included in original order of investigation. 


MC C-528, Second Supplemental. 
States. 


Schedules of Association of Interstate Motor Carriers, agent; 
Reading Transportation Co., and John Richards, dba Richards Motor 


Freight Lines, added to those included in original order of 
investigation. 


Increased Rates—Middle Atlantic 
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Order Restricts California 
Shipment of Barley 


Emergency war food order No. 147, effective May 21, pro- 
hibiting shipment of barley from California to points outside of 
an “exempt area” that includes Arizona, Idaho, Nevada, Ore- 
gon, Utah, and Washington and Hawaii, in excess of 100 per 
cent of the quantities shipped in the corresponding calandar 
month of 1945, has been issued by the U. S. Department of 
Agriculture. 

The order is designed to conserve supplies of barley in 
California as a means of protecting the live stock and poultry 
industries of the far western states and Hawaii against a se- 
rious feed shortage in these already deficit areas for live stock 
feed. 

The order also requires barley shippers, on or before June 
1, to report to the department the quantities of barley shipped 
monthly to points outside of the exempt area beginning with 
May, 1945. Monthly reports of such shipments in 1946 are re- 
quired on or before the tenth day of the month following the 
month in which shipment is made. 


Commission Appoints Agent to 
Reroute Rail Freight Traffic 


By service order No. 514, effective from May 18 to 11:59 
p.‘m., June 30, the Commission, division 3, has appointed Homer 
C. King, deputy director, Office of Defense Transportation, as 
agent of the Commission with authority to divert or reroute 
all carload and less-than-carload freight traffic, and empty 
freight cars, from any railroad or railroads that, in his opinion, 
cannot currently accept and move such traffic or empty cars, 
over the lines of other railroads less congested and better able 
to handle the traffic. 

The rerouting is to be regardless of routing on the bill of 
lading designated by either shipper or carrier, and is to be 
made at point of origin or as soon as possible after shipment 
has left that point. 

Mr. King is authorized to set up, subject to the approval 
of the Commission, an advisory committee on which there must 
be at least one representative of the O. D. T., and one repre- 
sentative of the Association of American Railroads, all of 
whose facilities he is directed to use. 


The order applies to interstate and intrastate traffic and, 
as the rerouting will be deemed to be due to carrier’s disability, 
rates will be those applicable on rerouted traffic at the time of 
shipment and as originally routed. Railroads are to proceed 
even if no arrangements for divisions exist. They are to agree 
on the divisions and on their failure to do so, the divisions are 
to be fixed by the Commission. 

The order said representations had been made by the O. 
D. T., and that certain railroads had been unable to transport 
promptly carload and less-carload traffic offered by them so as 
properly to serve the public. 


CAR UNLOADING ORDERS 

By service orders Nos. 512 and 513, the Commission, di- 
vision 3, has ordered, respectively, the International-Great 
Northern Railroad Co. (Guy A. Thompson, trustee) to unload 
three cars containing various commodities, and the Texas Mexi- 
can Railway Co. to unload three cars containing various com- 
modities, all at Laredo, Tex. 

The Commission, division 3, by service orders Nos. 515 and 
516, has ordered the North Western and the Milwaukee rail- 
roads, to unload 16 and 12 cars, respectively, containing various 
commodities, at Beloit, Wis., consigned to Fairbanks-Morse Co. 


VENTILATED BOX OR STOCK CAR RESTRICTIONS 

The Commission, division 3, by service order No. 517, Use 
of Ventilated Box or Stock Car Restricted, effective May 21, 
at 12:01 a. m.. to August 31, at 11:59 p. m., has ordered rail- 
roads operating in North Carolina or South Carolina, not to 
furnish stock cars or ventilated box cars for loading with po- 
tatoes consigned to, or for, alcohol processing plants and not 
to accept for transportation or to move any such car so loaded 
and consigned. The division said these classes of cars were be- 
ing used unnecessarily for transportation of potatoes originat- 
ing in the two named states, destined to alcohol processing 
plants, thereby contributing to the shortage of such equipment 
that was essential for other transportation. 


WHEAT SERVICE ORDER CONFERENCE DEFERRED 
The Office of Defense Transportation announced that a con- 
ference to have been held May 21 with officials of the Depart- 
ment of Agriculture, which had asked for the issuance of a 
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service order prohibiting the shipment of wheat out of five 
states, except for export or by special permit, had been post- 

poned indefinitely because of the pressure of other duties on 

the O. D. T. director (see Traffic World, May 18, p. 1500). 














UNBILLED COAL SERVICE ORDER EXTENDED 


By amendment No. 4 to service order No. 480, Increased 
Mine Holdings of Unbilled Bituminous Coal, the Commission, 
division 3, has extended the expiration date of the order from 
4 a ™. , May 21 to 7 a. m., May 27. 

The order suspended ‘tariff provisions governing free time 
on unbilled loaded cars of bituminous coal equivalent to not 
less than a full day’s production. 


















































RESTRICTIONS ON HOLDING POTATOES FOR ORDERS 


The Commission, division 3, has issued service order No. 
518, Restrictions on Holding Potatoes for Orders, prohibiting 
the Norfolk Southern Railway Co. from holding for orders, 
reconsignment or diversion freight cars or refrigerator cars, 
loaded with potatoes at Berkley (Norfolk), Va., from 12:01 
a. m., May 24 to 11:59 p. m., July 15. The order said cars of 
— held for orders at that point unduly congested railroad 
yards. 

The order applies only to shipments billed on and after the 
effective date of the order, except when a shipment has been 
unloaded under a transit arrangement, the order will apply to 
the shipment if billed at the transit point on or after the effec- 
tive date of the order. 

Tariff provisions in conflict with the order are suspended, 
and the railroads ordered to file a supplement to each tariff 
affected, on not less than one day’s notice, announcing suspen- 
sion of any provisions therein. 





















































D. & C. NAVIGATION INCREASE OPPOSED 


The Price Administrator, on his own behalf and on behalf 
of the Economic Stabilization Director, has asked the Commis- 
sion to deny the petition of the Detroit & Cleveland Navigation 
Co. for authority to increase its freight rates up to 25 per cent, 
filed with the Commission in Ex Parte 162, Increased Railway } 
Rates, Fares and Charges, 1946, in which the railroads asked 
an emergency increase of 25 per cent in freight rates, with 
exceptions (see Traffic World, May 11, p. 1429). 

The Administrator observed that D. & C. had already taken 
increases corresponding with motor carrier increases and that 
“it would appear that the petitioner seeks to take advantage of 
both the motor carrier and the rail increases.” He asked de- 
nial of the petition without full hearing and development in de- 
tails of allegations that operating costs of D. & C. had been f 
increased. It did not follow, he said, that granting of emer- 
gency increases to the railroads meant that water rates should 
also be permitted to be increased without complete justifica- 
tion. 




















































































N. W. CONSOLIDATORS FORWARDER APPLICATION 


Northwest Consolidators, of Seattle, Wash., has asked the 
Commission permission to amend its application in FF-166, to 
read as follows: 











From the cities of Seattle and Portland to the following points: 






Mobile, Ala.; Bridgepcrt end New London, Conn.; Washington, D. C.; 
Tampa, Fla.; Chicago, Ill.; Indianapolis, Ind.; Des Moines, Ia.; Louis- [ 
ville, Ky.; New Orleans, La.; Portland, Me.; Baltimore, Md.; Boston, 





Mass.; Detroit, Mich.; Minneapolis and St. Paul, Minn.; Kansas City, 
o.; Omaha, Neb.; Port Newark, N. J.; Albany, Brooklyn, and Man- 
hattan, N. Y.; Wilmington. N. C.; Oklahoma City, Okla.; Cleveland, O.; f 
Philadelphia, Pa.; Providence, R. I.; Knoxville, Tenn.; Houston, Tex.; 
Norfolk, Va.; and Milwaukee, Wis. 








The original application asked authority to forward com- 
modities from points in Washington and Oregon to points in 
all states east of Montana, Wyoming, Utah, and Arizona, the 
destination territory to include the District of Columbia. 










Cc. & B. WATER APPLICATION 


The Cleveland & Buffalo Steamship Co., Chicago, IIl., has 
asked the Commission, in W-945, for temporary authority to 
operate as a common carrier by self-propelled vessels between 
Chicago and Benton Harbor and St. Joseph, Mich., in the trans- 
portation of passengers, including non-stop excursion cruises 
on Lake Michigan from and returning to these ports, for the 
navigation season of 1946, commencing June 15, and ending De- 
cember 31. The C. & B. said it was the owner of the steamships 
City of Grand Rapids and Theodore Roosevelt. It requested the 
temporary authority pending application for and Commission 
action on, permanent authority. 
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May 25, 1946 


Carriers Defend Rates Published 
in Hoch-Smith Case 


Replying to assertions of New Orleans Traffic and 
Transportation Bureau, that they had not complied with 
the Commission's order as to grain and grain products 
from Texas, railroads contend they did so, and con- 
test bureau’s view of the manner in which rates should 
have been published. St. Louis Merchants’ Exchange 
asks for “show cause” order 


Western and southwestern carriers, respondents and de- 
fendants in I. and S. No. 4208, Grain To, From and Between 
Southern Territory, and No. 17000, Part 7-A, Grain and Grain 
Products To and Within Southern Territory, have filed with 
the Commission a reply to a motion of the New Orleans Traffic 
and Transportation Bureau for an order on these carriers to 
show cause why an order entered February 13, 1945, should not 
be complied with (see Traffic World, May 4, p. 1356). 

The motion, said the respondents and defendants, should be 
stricken from the Commission’s files or denied. They said the 
New Orleans bureau claimed that the order of February 13, 
1945, had not been complied with because the prescribed reduced 
rates were not made to apply 100 per cent or in part to many 
articles of which the following were typical: Canary seed, chili 
pepper seed, sunflower seed, mustard seed, beet pulp, molasses, 
peanut skins and hulls, rice bran and hulls, cracked or dried 
soybeans, and potato, peanut and cottonseed cake flour. 

The prescribed reduced rates, said the carriers, were not 
made to apply on articles such as the aforementioned, nor, they 
continued, were these rates made applicable on dog food in cans 
or cartons, nor on condensed or dried buttermilk or whey, nor 
on skim milk. 

The prescribed reduced rates were made to apply on the 
articles named in lists 1 and 2 of Agent Kipp’s tariff ICC A-3486, 
said the carriers, adding that list 1 named all the whole grains 
customarily included in a grain list, including whole grain mix- 
tures, and corn (shucked, unshucked and shelled). List 2, they 
said, named the grain products derived from the manufacture 
and processing of grain and properly included among the articles 
set out in a list identified as a grain products list. The carriers 
added: 


By appropriate tariff provisions the prescribed reduced rates were 
made applicable on each of the articles named in said lists 1 and 2. 
This is what the order required and is in full compliance therewith. 
The rates which were the subject of investigation were rates on 
grain and grain products and the several issues for determination by 
the Commission related to the rates on grain and grain products. 


With respect to the claim that the 55-cent rate from the 
Texas Panhandle might not be applied through New Orleans, 
either with or without transit, and that the Rock Island was the 
only line publishing a rate to New Orleans, Natchez and Vicks- 
burg, without providing an applicable route, the carriers said 
each statement was in error. They also denied that the Com- 
mission had required the publication of the reduced through 
rates in the form of one-factor rates. 


They also asserted that the rates as the carriers construed 
the order referred to carload rates, and said that equalization 
had significance in connection with through shipments and 
through rates only, adding that the crossings as destinations 
were not intended to be equalized. Nor, said the carriers, 
would inclusion of less-carload rates from the crossings in a 
sectional-planned tariff make sense since a carload shipment 
part of the way and less-carload shipment for the balance of 
the way might not be combined to constitute one through 
shipment. 


St. Louis Exchange Asks “Show Cause” 


The Merchants’ Exchange of St. Louis has filed with the 
Commission in I. & S. 4208 and No. 17000, Part 7-A, a motion 
for an order requiring the carriers to show cause why the 
Commission’s order of February 3, 1945 should not be complied 
with. The Merchants’ Exchange takes the position that the 
carriers have established the rates required by the Commission’s 
order but have denied the transit required by the order. 


Publication of the involved schedules, Trans-Continental - 


Freight Bureau, L. E. Kipp, agent, Supplement 26 to I.C.C. 
1514, Item 1311, and others, said the Merchants’ Exchange, 
rohibited any carrier en route from exercising its prerogative 
of establishing transit on its own lines should it so desire. 


“We find the Commission saying that they prescribed what 
they did after careful consideration of the facts presented in 
each instance, but the carriers disregard the prescription by 
not considering the order as a whole but just a certain part of 
it,” said the Merchants’ Exchange. “In order to arrive at con- 
clusion that tariffs cited above do not permit transit unless so 
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stated in the item carrying the rate, the tariff as a whole must 
be considered. However the carriers do not consider the Com- 
mission’s order as a whole in denying transit on these rates.” 

The aforementioned schedules, said Merchants, did not give 
intermediate carriers an opportunity to correct their tariffs so 
as to attract this traffic in the manner as outlined by the Com- 
mission in its order where it said: 


It is to be assumed that the rail carriers will make any reasonable 
change in their transit rules that may be found necessary to attract this 
traffic, and to insure a reasonable adjustment as between competing 
millers on their rails in the same group. 


The Commission, said Merchants, citing 161 I.C.C. 571, had 
held that a transit privilege might be granted by a carrier with- 
out the consent of and without consulting the connecting carrier. 
Merchants said it was to be noted that the only carrier reply to 
the numerous petitions for transit on these overhead rates was 
the joint reply of the Great Northern Railway Co., Northern 
Pacific Railway Co., Union Pacific Railroad Co., and the Chi- 
cago, Milwaukee, St. Paul & Pacific Railroad Co. 

Members of the Exchange, said Merchants, felt that they 
were being denied by the carriers that which the Commission 
said they should have. It asked that the carriers be requested 
to show cause why the report and order of February 13, 1945, 
should not be complied with to the extent of granting transit 
at St. Louis, Mo. and East St. Louis, Ill., on these overhead 
transcontinental rates. 


Railroads Protest Reductions in 
New Mexico Potash Rates 


Assert that division 3 of the Commission was incon- 
sistent with test laid down in its report. Suggest that, 
if decision represents application to potash adjustment 
of territorial equalization policy underlying the class- 
rate case, no basis exists in the record for such action. 
Ask reargument and reconsideration or rehearing 


Railroad defendants required by the Commission, division 3, 
effective July 1, to reduce potash rates from Carlsbad and Lov- 
ing, N. M., to destinations in southwestern, southern, trunk- 
line and New England territories, have petitioned the Commis- 
sion for reargument and reconsideration, or rehearing, in No. 
29202, Potash Co. of America, et al., vs. Aberdeen & Rockfish 
Railroad Co. et al. (see Traffic World, April 6, p. 1019). 


Among other things, they say that “if the present decision 
in reality represents an application to the potash rate adjust- 
ment of the territorial equalization policy underlying the de- 
cision in docket 28300, defendants should be granted a further 
hearing in order that the drastic consequences of such a course 
may be made plain to the Commission.” 

Observing that in three previous cases the rates from 
other producing points, Trona, Calif., and Wendover, U., had 
been related to rates from the New Mexico points, the defend- 
ants say that, inevitably, producers at Trona and Wendover will 
now ask to have the former relationship established, resulting 
in loss of revenue to the railroads. 


Not only had the division improperly reduced existing rates, 
but it had prescribed a basis inconsistent with the test laid down 
in its report, said the carriers, referring to what it said was 
the complete disregard of the division’s own statement that the 
Commission had prescribed rates from Carlsbad to points in 
Central Territory averaging about 14 per cent of the first-class 
rates prescribed in Consolidated Southwestern Cases 123 I. 
C. C. 203, and supplemental decisions. Yet, said the railroads, 
the division had prescribed rates approximately 13 per cent of 
such first-class rates. 


In discussing rates to southern and southwestern areas, 
the railroads said this was a situation in which the principle 
of relationship was either controlling or not controlling. If it 
was controlling, they said, adding that everyone conceded it 
was, the fixing of reasonable rates from Wendover and Trona 
by prescribing reasonable differential relationships with the 
existing rates from Carlsbad necessarily implied recognition 
of the reasonableness of the Carlsbad rates. In the absence of 
changed conditions compelling departure from the relationships 
so recently prescribed, the railroads said the Commission might 
not properly disclaim the validity of the “very ground upon 
which it acted; and no one contends that there have been such 
changes.” 

As to a suggestion of complainants’ counsel in oral argu- 
ment that an adjustment ignoring territorial relationships was 
compelled by the decision in No. 28300, the railroads said the 
Commission had expressly recognized that equalization of class 
rates did not automatically or necessarily involve equaliza- 
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tion of commodity and column rates. After quoting the Commis- 
sion to that effect, they continued: 


Even if the decision in docket 28300 had set a pattern for the adjust- 
ment of commodity and column rates, it would manifestly be improper 
on this record to inaugurate the program of equalization. This was a 
proceeding under section one of the act which the parties developed 
along customary lines and the record is utterly deficient as a basis 
for so drastic an undertaking as would be involved in initiating or 
laying the groundwork for the equalization of commodity and column 
rates. . 


East Favored as Against West 
in Rates, Says Cartridge Firm 


Western industry would never develop as long as rates on 
materials used in manufacture were higher or nearly equal to 
those on the manufactured product, said the complainant in 
No. 29279, Federal Cartridge Corporation vs. Central Railroad 
Co. of New Jersey. It petitioned the Commission for recon- 
sideration of a decision of division 3, finding not unreasonable 
a fourth-class rate of $1.27 a 100 pounds on gun-wad felt from 
gy N. J., to Anoka, Minn. (See Traffic World, April 6, 
p 

There appeared to be an established railroad policy so to 
adjust rates, said Federal Cartridge Corporation, that industry 
in Official- Territory prospered to the detriment of industry in 
Western Territory and “the Commission hesitates to correct the 
situation upon complaint.” 

Referring to an address of Chairmag Barnard, of the Com- 
mission, before the administrative division of the District of 
Columbia Bar Association, April 2, Federal said it agreed with 
Mr. Barnard’s quoted assertion that prior to regulation “the 
shipper with the large volume of traffic was the pet of the 
railroads and the man who was trying to establish a little busi- 
ness got no consideration.” 

Regulation had operated successfully, in the public inter- 
est, said Federal, adding that there were still many instances 
where, in the public interest, rate adjustment must be made 
if industry in the western states was to be developed. This 
could not be done, it said, where rates on material used in 
manufacture were higher, as in the instant case, or nearly 
equal to the rates on the manufactured product. This condition 
was reflected in many of the rate adjustments, said Federal. 

It said the rate on gun-wad material, a board made of jute 
fibre and hair felt from which gun-wads were punched out, 
from Newark, N. J., to Anoka, Minn., was $1.27 while a rate of 
81 cents applied on the completely manufactured ammunition, 
including cartridges for small arms, blank or loaded, empty 
cartridge shells, percussion caps, shot, primers for small arms, 
bullet or bullet cores and gun-wads. The rate on these fully 
manufactured commodities was 32.5 per cent of first class which 
applied, it said, generally in Official Territory and between that 
territory and Western Trunk Line Territory. The rate on the 
gun-wad material, it said, was the fourth-class rate or 50 per 
cent of first class. 

“Such an adjustment,” said Federal, “discourages the de- 
velopment of industry in western states.” 

In the instant proceeding, said Federal, the Commission, 
division 3, erred in holding that the rating of 32.5 per cent of 
first class on small-arms ammunition did not represent a rea- 
sonable maximum basis for comparative purposes. 

“We are here considering the rate on gun-wad material 
now rated 50 per cent of the first class from Newark, N. J., 
to Minneapolis, plus the bridge-scale arbitrary to Anoka, Minn., 
or a rate of $1.27, while the rate on small arms ammunition, 
including cartridges, blank or loaded, percussion caps, cartridge 
shells, shot, primers for small arms, gun wads, bullets and 
bullet cores is (32.5 per cent of first class —...) subject to a 
carload minimum weight of 40,000 pounds,” said Federal. 


“While we still contend that the basis of rates sought, for 
the past and future . . . is reasonable, we now contend that the 
maximum reasonable rates should not exceed rates based on 
32.5 per cent of first class... .” 


Federal also asserted that division 3 erred in finding that 
the “reasonableness of a rate may not be measured by com- 
paring its revenue with the average revenue on all traffic,” and 
in not prescribing alternate rates. 


Water Carrier Port-to-Port 
Rate Increases Protested 


Tariffs covering Atlantic-Gulf coastwise service, filed with 
the Commission to become effective May 25, have been protested 
by the Department of Agriculture and by four rice mills at 
New Orleans, La., and the Atlantic-Gulf Coastwise Steamship 
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Freight Bureau, and Seatrain Lines, Inc., have filed there de- 
fense of the proposed schedules. 

The coastwise lines observed that they had decided to re- 
vise those of their rates that ‘through the interplay of de- 
structive competition or otherwise had reached levels out of 
all reasonable relation with those of our chief competitor—the 
railroads,” at the suggestion of the War Shipping Administra- 
tion. One of the protests, it said, was filed by ‘‘another branch 
of the same government,” while still another branch—the Com- 
mission—was asked to decide the question. It was significant, 
said the carriers, that no protest had been filed by the Office 
of Price Administration. 

The 30 per cent increase proposed, said the Depart- 
ment of Agriculture, would permit the steamship lines to 
“predicate a renewal of their services upon their initial abil- 
ity to obtain increases in their freight assessments.” It 
said it did not object to remunerative transportation charges 
being assessed by the water carriers. The latter quoted this 
statement, as well as one requesting early hearing, as sugges- 
tions not to suspend, but to investigate the proposed rates. 

In answer to the rice mills, who protested a proposal to 
eliminate absorptions by the water lines at New Orleans, the 
water carriers said New Orleans was the only port at which 
the “uptown” shippers were “put at shipside,” and that this 
was a survival of competition with a railroad-owned steamship 
line, the Morgan Line, which, it said, had voluntarily surren- 
dered its certificate, thus eliminating that competition and open- 
ing the way to “discontinuance of a wasteful dissipation of much 
needed line-haul revenue.” 

As to the protest of a 30 per cent increase on rice in port- 
to-port rates, protested by the rice mills, the steamship lines 
said it applied to all rice rates, yet it was only the New Or- 
leans mills that were protesting. The rate as increased, 50 cents 
per 100 pounds, applying at all North Atlantic ports, would 
compare most favorably with the present all-rail rates of 70 
cents to Philadelphia, 72 cents to New York, and 77 cents to 
Boston, they said. 

Considering the “tremendous sweep” of the proposed 
changes and the absence of any but those two protests, said 
the water lines, it must be apparent there was recognition by } 
the shipping public that if coastwise service was to be resumed 
at all there must be an overhauling of the rate structure. Each 
change had been the result of careful study, they said, with the 
single objective of providing increased revenues where such 
result was possible in the light of rail competition. 

The schedules protested were supplement 89 to Agent 
King’s I. C. C. No. 3; supplement 162 to Agent King’s I. C. C. 
No. 238; supplement 127 to Seatrain Lines, Inc., I. C. C. No. 
20; and supplement 74 to Seatrain Lines, Inc., I. C. C. No. 28. 

The New Orleans rice mills protesting the schedules were: 
Rickert Rice Mills, Inc., United Rice Milling Products Co., and 
National Rice Mills, Inc., and Star Rice Mill. 















































S. W. Lines Ask Continuance of 
Carload Rates to December 31 


On behalf of the southwestern lines, W. F. Knobeloch, 
chairman of the Southwestern Freight Bureau, St. Louis, Mo., 
has asked the Commission for approval under finding 27 in 
Consolidated Southwestern Cases, No. 13535 et al., 123 I. C. C. 
203 et seq., to continue until December 31, carload rates on 
various commodities to and from points in the southwest that 
were subject to expiration date of either June 30, or six months 
after termination of the war. These rates, said the petition, 
were established under authority of a Commission order dated 
November 9, 1942, entered with the 28th supplemental report 
in the proceeding, 253 I. C. C. 599, as amended by order dated 
January 14, that terminated the approval on July 1. 

The Commission was asked to consider the instant petition 
as early as possible with the assurance that the southwestern 
lines would continue promptly their consideration and treat- 
ment of the remaining rates, which had been published under 
authority previously granted. If the request were granted, 
said the petitioners, the authority would also apply to those 
rates that were covered by pending petitions and those that 
would subsequently be filed until such time as the Commission 
disposed of them. 



























WEYERHAEUSER WATER CERTIFICATE CHANGE 


The Weyerhaeuser Steamship Co., of Newark, N. J., in 
W-417, Sub. 1, has asked the Commission for authority to 
change its existing operation as a common carrier of commodi- 
ties generally so as to add North Bend, Empire, and Coos Bay, 
Ore., as ports on the Pacific Coast not now named in its cer- 
tificate, from which to transport commodities generally, in- 
cluding lumber, to ports it is authorized to serve on the At- 
lantic Coast. 
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Forwarder-Motor Arrangements 
Discussed in Memoranda 


Shippers organizations filing views with Commission 
on rules to be prescribed for rates paid motor carriers 
by freight forwarders generally condemn continuation 
of present joint rates. All parties favor requiring for- 
warders to publish tariffs showing arrangements with 
motor carriers in effect instead of present showing of 
motor carriers as participants in tariffs without showing 
charges actually paid by the forwarders 


The amendment to section 409 of the interstate commerce 
act, permitting agreements between freight forwarders and 
common carriers, subject to the Commission’s approval, stated 
no change in the provisions of section 408 providing authority 
for assembling and distribution rates, said the National Indus- 
trial Traffic League in the memorandum and brief filed at the 
request of the Commission in No. 29493, Freight Forwarders— 
Motor Common Carriers—Agreements. 

The -proceeding was inaugurated after Congress amended 
section 409 of the act, and the Commission askeal all interested 
parties to contribute the suggestions in the matter of such 
agreements between forwarders and motor carriers. ; 

Congress had simply amended the provisions of section 
409 respecting the utilization by freight forwarders of services 
of common carriers by motor vehicle, continued the League. 
That amendment disclosed simply the broad purpose of giving 
the Commission the authority and responsibility of finding the 
best solution of the question of joint rates and contractual re- 
lationships between motor carriers and forwarders, with no 
mandate that joint rates presently existing shall permanently 
continue, and no requirement or presumption that joint rates— 
rather than assembling and distribution rates—represented the 
appropriate method for providing charges or terms for services 
furnished by motor carriers when utilized by forwarders, it 
said. 

The league submitted the following “seven primary mat- 
ters of interpretation of amended section 409 as an integral 
part of the act.” 


1. That the status of freight forwarders, heretofore defined by the 
Congress, the courts, and the Commission, is not changed; that they 
are public servants, engaged in matters of transportation for the ship- 
ping public; that freight forwarding is a function, rather than an 
agency of transportation, being a method by which the shipping public 
is facilitated in the better and more economical use of the facilities and 
enjoyment of services of common carriers; and that in their relation 
to the carriers of. property the freight forwarders are in the position 
of shippers rather than co-carriers. 

2. That Congress now has instructed the Commission to conduct 
a full investigation and thereupon to determine and by order prescribe 
the terms and conditions under which forwarders use motor common 
carriers, to the end of “bringing about satisfactory solution of the 
problem’’ here involved. 

3. That the Commission’s discretionary authority under amended 
section 409 extends to requiring that the rates or charges or terms 
on which freight forwarders employ or utilize the services of motor 
carriers, shall be stated in tariff form, with consequent certainty and 
publicity, rather than being reflected in divisions (whether or not 
filed) of joint rates either published by the freight forwarder or the 
motor carrier, in which the two are jointly represented. (The League 
in principle opposes joint rates governed by divisions.) 

4. That no motor carrier, and no freight forwarder, may be 
required to enter into joint rates (even though the joint-rate method 
may be approved by the Commission), and any joint rates or any 
terms of utilization of service other than the terms open to all shippers 
under the individual tariffs of motor carriers are only such as volun- 
tarily may be agreed to by the motor carriers. 

5. That the benefits to the public, to shippers and receivers of 
freight from the function of freight forwarding and the service of 
freight forwarders is by no means confined to matters of savings of 
transportation costs but relates also to efficiency of transportation 
service. 

6. That it is desirable in the public interest that the full benefits 
of the function of freight forwarding and the privilege of freight con- 
solidations shall be spread and enjoyed as widely as possible, consistent 
with the costs incurred by the carriers in the performance of the 
Physical services of transportation. This is in part recognized in the 
provisions of section 408. 

7. That the whole problem is pressing and the amendment to 
section 409 contemplates that no time should be lost in its solution 
beyond that reasonably necessary in conducting the proper investiga- 
tion, which should be concluded by a comprehensive report with 
definite order, to be followed by such supplemental orders as condi- 
tions may require. 


On the subject of terms and conditions, observing that 
nothing final could be said until after the investigation, the 
League submitted the following additional points: 


8. That in any and all particular situations, the bona fide benefits 
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of forwarder service ought to be measured against or in connection 
with the costs incurred. Where there is a saving or improvement of 
service in the consolidation of shipments between the consolidating 
and the break-bulk point, such benefits should fairly be extended to 
traffic originating prior and terminating subsequent to such consolidat- 
ing and break-bulk points, but this should be without need for 
concessions in the compensation by carriers for the assembling and 
distribution services which do not represent any operating economies 
of the carrier. 

9. As a general principle, reflected in amended section 409, when 
freight forwarding is regarded as essentially a function of consolidating 
smaller shipments, the savings of underlying costs ought not to be 
augmented by carrier discounts below their proper rates not reflecting 
any savings in the costs of physical service. For this would be burden- 
ing other motor carrier traffic, at the ultimate cost of shippers by 
highway. 

10. That arrangements by which motor carrier services are util- 
ized by freight forwarders shall be uniform. 

11. That there shall be no discrimination therein as between or 
among freight forwarders or others. 

12. That individual shippers, co-operative groups of shippers, or 
others desiring to combine shipments for economical and expeditious 
handling should not be denied the benefit of the same motor carrier 
and rail rates and charges enjoyed by the freight forwarders perform- 
ing the function of consolidating shipments for more economical trans- 
portation, under like circumstances of transportation, meaning the 
circumstances and conditions of the service which the carrier performs. 


_. The league asked that the investigations provide for par- 
ticipation of any and all interested persons without requiring 
formalities of intervention or pleading, and registered its desire 
that it and its members might have such opportunity of ap- 
pearance and participation in the investigation. 


Chicago A. of C. Makes No Recommendations 


The Chicago Association of Commerce, through its traffic 
director, Arthur H. Schwietert, has filed its reply with the In- 
terstate Commerce Commission in No. 29493, Freight For- 
warders—Motor Common Carriers, Agreements, the Commis- 
sion’s investigation of forwarder-motor rates. Urging that the 
investigation ordered by the Commission on March 5 be as- 
signed for hearing at an early date, the association, while mak- 
ing no recommendations, submitted that under the amendatory 
act: 


1. Joint-rates as presently in effect shall be canceled. 
2. The Commission may require the rates or charges which freight 


forwarders shall pay to motor common carriers to be stated in tariff 
form. 


3. Whatever method the Commission may adopt should apply uni- 
formly to all carriers so as to provide a uniform and equal treatment 
for motor carriers in groups rather than permitting individual or dif- 
ferent arrangements between individual forwarders and individual 
motor common carriers. 

4. Terms and conditions, including the amount of compensation, 


in whatever form established, shall be filed with the Commission and 
open to public inspection. 


5. In the determination of the compensation ... the cost of the 


service to the underlying carrier should be considered as the principal 
measure of the amount to be paid. 


6. While freight forwarder services should be extended as widely 
as possible, the long established and recognized basis or method under 
which freight forwarders operate and the economies which result from 
the consolidation of traffic should be followed as a basic principle and 
services should not be extended by special adjustments which do not 
reflect operating economies of the underlying carriers. 


L. C. L., L. T. L. Traffic Substantial 


While freight forwarders and consolidators handle a large 
volume of traffic to and from the Chicago market, the volume 
of less than carload and less than truckload traffic transported 
otherwise is very substantial, said the association, observing 
that during the month of March, 1946, the railroads forwarded 
from Chicago 33,856 cars containing less than carload ship- 
ments. The Railway Express Agency handled 2,612,943 ship- 
ments, and the volume handled by motor carrier transportation 
was very substantial, the statement noted. 

_“Our interest is, therefore, in an adequate and efficient 
national transportation system in which each form of transpor- 
tation, i. e., railroads, motor carriers, water carriers, air car- 
riers, pipe lines and freight forwards, is utilized to the full 
extent of its ability to economically and efficiently perform the 
needed transportation service,” said the association. 


Analyzes Amendatory Act 


An analysis of the amendatory act as approved February 
20, 1946, calls for the following interpretations by the Commis- 
sion, stated the association: 


1. At the earliest practicable time to determine and by order 
prescribe the terms and conditions under which freight forwarders 
subject to part IV of the act may utilize the service of common carriers 
by motor vehicle subject to part II of the act. 

2. To make an investigation and determine the type, style, charac- 
ter, kind of rates or compensation under which motor common carriers 
may transport shipments for freight forwarders. 
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3. Special directions given to the Commission with respect to line 
haul transportation between concentration points and break-bulk points 
in truckload lots would appear to require separate and individual treat- 
ment of the rates or charges as provided for under part II of the act. 

4, That pending a determination of the terms and conditions, the 
present joint-rate arrangement and relationship between freight for- 
warders and motor common carriers may be continued. However, the 
Commission, after taking action under paragraph 1, shall by order 
specify a reasonable time after which present arrangements .. . shall 
no longer be continued in effect. Such cancellation of the provisions of 
subsection (b) may be terminated at different times in different terri- 
tories or sections of the country if the Commission finds it to be in 
furtherance of the national transportation policy. 5 

5. That the Commission may require the rates, charges, terms and 
conditions under which freight forwards utilize the services of motor 
earriers to be stated in tariff form and may impose all requirements 
necessary to prevent unjust discrimination. ... 

6. That the Commission’s authority extends to requiring the filing 
and disclosure of the terms and conditions including the amounts to be 
paid or observed under any agreements established as the permanent 
method under which freight forwarders may utilize the services of 
motor common carriers. 

7. That the Commission shall deal with freight forwarders and 
motor carriers by groups rather than by individual arrangements so as 
to provide nondiscriminatory and uniform practices between the motor 
carriers and the freight forwarders. ... 

8. That the special status of freight forwards as heretofore de- 
fined by the Congress and the Commission is not changed, and that 
the business of freight forwarding should be treated as a function 
rather than as an agency of transportation; that the provisions of 
section 408 under which assembling and distribution rates may be 
established for the use of freight forwarders subject to part IV of 
the act . . . has not been modified or changed in any respect. 


Present Joint-Rate Arrangements 


__ “While not specifically prohibiting a continuation of the 
joint-rate arrangements now in effect,” the association stated, 
there is strong implication in the language of the amended 
section and in discussions of the matter that such arrangements 
should not be adopted as a permanent method. “Nothing in the 
language of paragraph 2 would indicate that: the present ar- 
rangement is to be continued as a permanent method but on 
the contrary it implies that the present method should be dis- 
continued.” 
Truck Line Submits Views 


Lecrone-Benedict Ways, Inc., in No. 29493, has submitted 
to the Commission a memorandum of its views on freight- 
forwarder service, saying that any interpretation of section 
409 of the interstate commerce act in any rule or regulation 
promulgated in connection therewith should: 


1. Permit motor carriers and forwarders to continue to negotiate 
contracts specifying the compensation to be paid by the forwarder for 
the services rendered by the motor carrier, a method proved adequate 
by years of actual experience. 

2. Leave the forwarders and motor carriers free to arrive at the 
level and nature of such compensation as a result of individual nego- 
tiation between themselves, for the reason that the services involved are 
usually peculiar to the individual needs of the forwarders, the ability 
of the motor carrier to perform such, and the characteristics of the 
freight to be transported. 

3. Permit the continuance of the manner in which forwarder traffic 
has been handled by motor carriers in the past so that the shipper may 
continue to enjoy the full responsibility of the forwarders for the 
whole of the journey from point of origin to ultimate destination. The 
existing relationship between the forwarder and the motor carrier trans- 
porting the forwarders’ traffic which bears a close resemblance to the 
relationship between motor carriers with joint through-routes in so far 
as responsibility to the shipping public is concerned should be preserved. 


Lecrone-Benedict’s particular interest in section 409 arose, 
it said, from the fact that for a number of years it had en- 
gaged in the transportation of a considerable volume of for- 
warder traffic between concentration and distribution points 
in truckload lots. It said it had considered such traffic highly 
desirable and also beneficial to the carrier, freight forwarder, 
and shipping public. Such forwarder traffic, so transported by 
it, continued Lecrone-Benedict, produced a substantial percent- 
age - its total annual revenue and had “proved profitable 
indeed.” 

Included among the operating economies that it had been 
able to enjoy in connection with handling forwarder traffic, 
said Lecrone-Benedict, were: (1) Elimination of solicitation 
expense incidental to obtaining the business; (2) elimination 
of the cost and delay involved in handling the traffic across 
its docks at origin or destination; (3) elimination of the ex- 
pense and delay incidental to pick-up and delivery; (4) elimi- 
nation of the expense and delay incidental to the paper work 
essential to the collecting, assembling, transporting and distri- 
bution of an ordinary truckload of 1.t.l. freight; and (5) reduc- 
tion of the expense in the handling of any claims for damage 
incidental to transporting the average truckload of 1.t.l. 
freight. 

“All of these savings result from the fact that freight 
forwarders generally load, seal and. unload so that the trans- 
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portation service performed by the carrier only involves con- 
necting with a loaded trailer at the origin terminal and the 
disconnecting of such trailer at the destination terminal,” said 
Lecrone-Benedict. 

It added that transportation of freight forwarders’ traffic 
had been particularly attractive by reason of the fact that th» 
compensation to be paid it for handling such traffic was 
determined by agreements that the parties had been free to 
arrive at as a result of individual negotiation. 

“This fact,’”’ continued Lecrone-Benedict, “has permitted 
respondent at all times to be able to enjoy a compensatory 
rate for the transportation of such traffic through the means 
of adjusting from time to time the contract schedule of rates 
under which such traffic has moved when such adjustments 
were made necessary because of changes in operating costs. 
Manifestly, it has been of vital importance to respondent to 
be able, through revising the agreement with the forwarder, 
to adjust the amount of compensation received for transport- 
ing the forwarder traffic so as to obtain a compensatory rate.” 


Atlantic Freight Bureau 


In using the word “compensation” rather than referring to 
“division” or “rate” in amending section 409, Congress was not 
deciding that the compensation paid motor carriers by freight 
forwarders was a division and thereby approving joint rates, 
said the Atlanta Freight Bureau, in a memorandum and brief 
filed with the Commission in No. 29493. 

“If anything, the act points away from joint rates, as the 
ones in existence are continued only until the-Commission acts,” 
said the bureau. “Certainly no one can contend that this amend- 
ment approves joint rates. In any event, the Commission should 
not approach this investigation with the idea that joint rates are 
to be approved, and the present compensation continued. If Con- 
gress had intended that, it would have said so.” 

The Commission should first make forwarders prove that 
joint rates are necessary, the bureau continued, adding that 
“Congress specifically did not make them common carriers, 
and joint rates between common carriers and others have never 
been known before, and unless there are compelling reasons 
shown to the contrary, freight forwarder shippers should pay a 
rate, the same as other shippers.” 

As to terminal-to-terminal service,the bureau took the po- 
sition that payment by forwarders for this service should differ 
from that paid for assembling and distribution service. A 
movement of freight by truckloads from one city to another 
was certainly no different because in one case the shipper owned 


the freight whereas in the other he did not, it said, and con-° 


tinued: 


The obligation to bill the freight, collect the charges, and respon- 
sibility under Section (11) is the same. If these charges are on an 
‘“‘all commodity’”’ basis, the general shipping public is entitled to a rate 
based on ‘‘all commodities.’’ If forwarders are to be relieved of de- 
scribing the articles they ship, then all other shippers must likewise be 
relieved of describing minutely the articles they ship. If ‘‘compen- 
sation’’ which is paid by forwarders for line-haul service is on ‘‘all 
commodity’’ basis, all other shippers shall expect rates on the same 
basis. The fact that one shipper is a freight forwarder will not under 
the proviso in Section 409(A) (1) justify different treatment from other 
shippers. The service must be different before different treatment is 
justified. 

The old Section 409(A) was enlarged by the Commission in its 
decision in MC C-440, in the Matter of Terminal to Terminal Trans- 
portation Charges of Liberty Motor Freight, Inc., et al., 44 MCC 591, 
so as to make the same rule apply to line-haul service as to assembling 
and distribution service. The amended Section 409(A) (1) is so clear 
that a similar error is now impossible, as they are treated specifically 
in different ways. 

Therefore, as to terminal-to-terminal rates, all of the shipping public 
is entitled to pay the same rates or ‘‘compensation,” and shippers here 
include freight forwarders. 


Assembling and Distribution 


Section 408 had not been repealed by the amendment to 
section 409, said the bureau, adding that if no joint through rates 
were allowed then the assembling and distribution rates must 
comply with section 408. If joint rates were allowed, it said, 
and compensation to be paid motor common carriers by for- 
warders was “set,” the principles set out in the memorandum 
should be followed, as they were sound, the bureau contended. 
After quoting section 408, the bureau said that section would 
place on the motor common carriers proposing such rates or 
compensation, the burden of showing what if any saving was 
made in handling freight forwarder traffic in assembling and 
distribution service that was not present in handling ordinary 
shipments. 

If the difference in cost as between assembling and dis- 
tribution service for forwarders, and in handling of shipments 
by the motor carrier as such, was in terminal service, the be- 
reau said the difference in charges for the two services should 
be measured in the terminal charge and not in the line-haul 
charge. It said there could be no possible justification for a 
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difference in the charges for the two services which, it said, 
varied with distance. 

After quoting the ‘‘supposed savings” named in the House 
report on the amendment, the bureau said its detailed discus- 
sion of those savings was “for the purpose of showing that none 
can be the basis of contending that ‘compensation’ to motor 
common carriers by freight forwarders can be related by Per- 
centage to the class rates.” 

“We submit that if there is any difference in cost, those 
who advocate lower charges for freight forwarders should be 
required to show the amount in detail, and not by general state- 
ments, as have been used in the past,” the bureau continued. 
“Every shipper thinks that his freight is desirable traffic, and 
at times would like to have lower charges. The freight for- 
warders are no different, and should be treated no differently.” 


B. & O. and Wabash Ask I. C. C. 
to Reopen Staley Switch Case 


The Baltimore & Ohio and the Wabash railroads have 
asked the Commission to reopen for further hearings and to 
consolidate the proceedings in Ex Parte 104, A. E. Staley Man- 
ufacturing Co. Terminal Allowance—Practices of Carriers Af- 
fecting Operating Revenues and Expenses, Part II, Terminal 
Services, and in I. & S. No. 5387, Cancellation Terminal 
Charges at Decatur, III. 

The two railroads were working out changes in the 
method of switching to, from, and at the Staley plant, they 
said, and desired an opportunity to present further evidence 
clarifying the operations outlined by Examiner G. H. Mat- 
tingly in his proposed report (see Traffic World, March 23, 
p. 815) and to introduce evidence showing the changed condi- 
tions at the plant since the new method of operation became 
effective. 

A. E. Staley Manufacturing Co., in exceptions to the ex- 
aminer’s report in the Ex Parte No. 104 proceeding, said the 
fundamental error of the report was its failure to grant the 
continuing plea of the Staley company that it might enjoy 
the same terminal services that were performed for its com- 
petitors, and other shippers, under the common practice of the 
railroads that was now defined in the general tariff referred 
to in the proposed report. 


Hearing in Ex Parte 162 


(The appended account of part of the Commission’s hearing in 
Ex Parte 162 was omitted from the Traffic World due to difficulties 
resulting from the coal strike printing plant shut-down. Although it 
has lost some of its news value, it is included here ‘‘for the record.’’ 
—Editor.) 


Under Secretary of Agriculture N. E. Dodd, appearing as 
a witness in Ex Parte No. 162, said, as to the request for a 25 
per cent increase in freight rates that “we maintain there is no 
adequate basis for. even considering the matter,” as only in 
the most dire situation, where the nation would face an obvious 
and immediate crisis, could any public agency base such drastic 
action on such “inadequate information on traffic volume, wage 
costs, and costs of materials.” Fortunately, he said, the country 
was not confronted with such an emergency, and that he could 
only assume that the request for action prior to adequate hear- 
ings was an admission that the facts would not support the ac- 
tion. 

Reconsideration of the increases in Ex Parte 142, he said, 
was an echo of the cry of “wolf”? made by the railroads in the 
early days of one of the greatest prosperity periods the railroads 
had ever experienced. Experience had demonstrated the 3 and 6 
per cent increases granted in that proceeding were not justified 
when they were originally granted, he declared adding that it 
could not be assumed they were justified today. 

Commissioner Aitchison objected to the statement that 
the increases were not justified when granted and Mr. Dodd re- 
plied that, had they been justified, they would have continued 
in operation. Commissioner Aitchison observed that they had 
been nein by the Commission in the light of the following 
period. 

Mr. Dodd said he could not imagine a more dangerous 
threat to prospective prices than a “hastily prescribed rate in- 
crease of 25 percent effective as of May 15.” Nothing, hé con- 
tinued, could be better calculated to “materialize the wraith of 
inflation” than added distribution costs of this kind on every 
item of food and living necessities in general. He said inflation 
—, in its most insidious guise when it crept into the market 
asKet. 

As to what he called the “alleged serious decline” in traf- 
fic volume, he said that, with respect to farm products, “this 
allegation is not true,” and referred to increased agricultural 


1573 


production and to crop goals for 1946 and 1947. The famine 
relief program was another compelling reason, he said, why the 
increase effective immediately would be especially unfortunate, 
adding that “in this program, we are dealing with human lives.” 
Corn was being taken away from livestock feeders and wheat 
was being forced to market immediately, he said, which would 
result in injury to many but would give the rails a larger traffic 
volume. 


Added Cost to Farmers 


A 25 per cent increase would make it necessary for wheat 
farmers of North Dakota to pay an additional $5,723,000 a year 
on more than 1,000 trains of 90 cars each, he said, and that the 
Commission should require complete details on these and allied 
problems before prescribing such an increase. Box car short- 
ages, he said, did not bespeak a lack of traffic for the railroads 
so far as agricultural products were concerned, and added that 
this led him to observe that “one of the signficant shortcomings 
of the railroads’ petition is that it would impose a greater rela- 
tive freight rate burden on the agricultural community than on 
other industries because agricultural traffic has and will hold 
up regardless of what may happen in some other fields.” 

Increased transportation costs in California oranges would 
cause them to be dropped from babies’ diets among the lower 
income groups, he said, and that programs for increasing the 
use of commercial fertilizer by farmers would be imperiled if 
fertilizer prices were made unattractive to the purchaser. 

It was interesting, he said, that the “railroads themselves 
quail at the thought” of a 25 per cent increase in freight rates 
becoming effective, since in a number of cases they suggested 
limitations that would result in smaller increases. After naming 
these, and saying the list of partially exempted items included 
a number of heavy volume, low value industrial commodities 
and equipment used by the railroads he said no basis was given 
for the special treatment. He said that “we must assume that 
the list of favored items had been established by happenstance 
and/or favoritism.” 

He said the railroads would suffer no depreciation in traffic 
as far as agriculture was concerned unless they brought it on 
themselves by making their rates so high that agricultural 
traffic either would not move at all or would seek other modes 
of transportation. He added the railroads were too gloomy 
about their future traffic volume and in other particulars, and 
referred to the backlog of improvement, repairs, soil enrich- 
ment, new planting and basic building necessary on the farms. 
Later he said it was to be expected that the major labor dis- 
putes would be adjusted in time to reflect increased industrial 
traffic before 1946 was over, and that, by 1947, ‘“‘something akin 
to full scale use of industrial labor is a rational forecast.” 


Land Grant Repeal “Gift” 


As to the repeal of land grant rates, he said the railroads 
would add about $72,000,000 a year to their income as a result 
of this “gift from the government,” not to mention immense 
savings in bookkeeping. Also, he said, while ton-miles repre- 
sented by high rated traffic in the war period would diminish, 
there would be a substitution of ton-miles of other high rated 
commodities. 


Prepared statements were offered by counsel for the de- 
partment. They had been prepared by Charles B. Bowling, 
chief of the transportation rates and services division; by J. C. 
Winter, chief of the transportation facilities division; and Harry 
C. Burnett, agricultural transportation specialists of the rates 
and services division of the marketing facilities branch, produc- 
tion and marketing administration, Department of Agriculture. 
A statement by O. C. Stine, chief of the division of statistical 
and historical research, bureau of agricultural economics, was 
also offered in evidence. 


In cross-examination of Mr. Dodd, Mr. Fort quoted a mes- 
sage of Truman’s to the effect that farmers were in better 
condition this year than ever before; that farm mortgages were 
the lowest in 30 years, and that savings were the largest in 
history. The witness said that was his understanding, as well 
as the further statement that farm prices were expected to re- 
main at least at present levels in the immediate future and for 
12 months were exnected to yield a net farm income better 
than the 1935-39 average. 


The witness also agreed that the prices farmers received 
for agricultural products had increased’ at a faster pace than 
the prices farmers paid for commodities they used. Mr. Fort 
also quoted bureau of labor statistics in the record showing the 
index of farm prices at 108.4 in 1941 and 173.2 in March, 1946, 
and the witness said he thought them substantially correct. 

At the close of the cross-examination, referring to what he 
called Mr. Dodd’s “written argument,” Mr. Fort said it would 
be rather difficult for one man to have a broad background of 
qualifications for the facts cited in the statement. 

Mr. Knudsen then asked the witness the effect of govern- 
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ment subsidies on the prosperity of the farmer, and Mr. Dodd 
said that, in 1945, subsidies made up about 10 per cent of 
farmers’ income. He also said that farm labor was not con- 
sidered in farm parity calculations. Mr. Fort asked the witness 
if the farmer could have remained in a healthy position if he 
had not received increases in farm product prices when prices 
for the things he bought were going up, to which Mr. Dodd an- 
. swered ‘“‘No.” 

Cross-Examination of Dr. Parmelee 


Dr. Parmelee, recalled for cross-examination, was asked a 
series of questions by Mr. Miller to develop the contention that, 
if rail experience in 1946 followed the pattern of previous years, 
the annual 1946 figures, based on the first quarter of 1946, 
would have to be revised, the thesis being that in previous 
years the later quarters accounted for a greater proportion of 
the traffic. 

Mr. Miller also asked about what he called “coincidence” 
in Da. Parmelee’s testimony in Ex Parte 148, in 1944, and in 
the instant proceeding, observing that he had estimated 1945 
traffic as—likely to be 19 per cent below that of 1944, and 
that he was making a similar estimate for 1946 traffic as com- 
pared with that of 1945. Dr. Parmelee replied that he had not 
been aware of the fact, and replying to a statement by Mr. 
Miller that the former’s estimate of a decrease in passenger 
mileage for 1945 had been 16 per cent, while it had actually 
declined 4 per cent, said it had been expected that the war with 
Japan would continue through 1945. 

Mr. Knudsen questioned Dr. Parmelee about the estimates 
of the individual railroads operating in the west which showed 
expected decreases in agricultural traffic, mentioning the Bur- 
lington, the Northern Pacific and the Union Pacific. Commis- 
sioner Aitchison interjected a remark that “somewhere along 
the line” there had been some testimony about box car short- 
ages, and when Dr. Parmelee said the traffic officers of the 
railroads had made up their estimates and he believed they 
knew what was going on on their own properties, Commissioner 
Aitchison said: ‘‘That’s their business, isn’t it.?” 


Tilford Identifies Letter 


_ _ When Mr. Knudsen asked to introduce a letter addressed to 
A. F. Cleveland, vice-president, traffic department, A. A. R., by 
Mr. Tilford, which he said dealt with the years to be used in the 
calculations of the railroads in connection with the proposal for 
increased rates, Commissioner Aitchison ruled that it was not 
proper matter for cross-examination of Dr. Parmelee, but that 
Mr. Tilford might be recalled for questioning about the letter. 

Vice-president Tilford, of the L. & N. was recalled to the 
stand to identify the letter he had written vice-president Cleve- 
land, of the A. A. R., in February suggesting the period to be 
used in calculations and advancing some ideas about the methods 
to be followed. He said the letter had been written after a 
meeting of traffic officers in New York and merely indicated the 
information to be used on which to base the proposal. 

John S. Burchmore, appearing for the National Industrial 
Traffic League, asked an opportunity to read the letter, be- 
cause, he said, the railroads and the government, cooperating 
in the matter of introducing the letter, might do so to the detri- 
ment of the shippers. He objected to it as utterly immaterial 
and was overruled. 

L. R. Capron, vice-president in charge of traffic of the 
Burlington was called to the stand to testify as to the estimates 
made that his road would carry less wheat in 1946 by 20 per 
cent than in 1945. Under cross-examination by Mr. Knudsen, 
Mr. Capron said production in Nebraska, the roads largest 
origin area, reached an all-time high in 1945, nearly double the 
10-year average for the period ending in 1944. What happened 
in Nebraska, he said, materially affected the road’s total show- 
ing, adding that crop prospects in Nebraska were not as favor- 
able this year as last because of lack of sub-soil moisture. 


Referring to the petition of the freight forwarders for an 
increase in their rates, Mr. Burchmore said he had no objection 
to having the petition received, provided that, before final con- 
sideration of it as to permanent relief, an opportunity for cross- 
examination was afforded shippers. He questioned the authority 
of the Commission to issue an order in the proceeding with re- 
gard to joint rates between forwarders and motor carriers by 
reason of the recent amendment of section 409 of the inter- 
state commerce act. To this, Robert E. Quirk, attorney for 
the forwarders, said they would be available for cross-examina- 
tion in any final hearings. As to Mr. Burchmore’s second ob- 
jection, he said the rates the forwarders wanted to increase 
were their published rates. Their arrangements with the motor 
carriers was an entirely different matter, having no relation to 
the instant proceeding, he averred. 


Motor Carrier Petition 


Samuel Earnshaw, representing the motor carriers, pre- 
sented a petition of the American Trucking Associations. The 
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petition urged the Commission to hold that carriers facing finan- 
cial disaster should be granted adequate relief by general in- 
creases. Among other things, it also said the railroads should 
be granted increases in carload and less-carload rate levels, 
so conditioned as to result in rates not less than reasonably 
compensatory, and that rail cost of performing less-carload 
service generally exceeded in substantial amount the revenues 
received from such service. 

It asked the Commisson to “authorize and direct” the rail 
carriers to increase, insofar as pick-up and delivery less-carload 
rates were concerned, their rates by not less than 20 cents 
per 100 pounds and in addition thereto but conditioned on full 
acceptance by the railroads, of whatever percentage increase 
generally, not less than the Ex Parte 148 increases, the evidence 
showed to be necessary after the results of such flat increase 
in cents per 100 pounds was taken into consideration. Such 
pick-up and delivery less-carload rates should be prescribed 
as the minimum rates on which pick-up and delivery service 
might be furnished, it said. ‘ 

The petition also repeated the requests of an earlier peti- 
tion of western motor carrier bureaus that the railroads be 
required to cancel all commodity and exceptions rates less than 
classification level, prescribe not less than one dollar as the 
minimum charge per shipment, and increase all charges for 
accessorial services by at least the full 25 per cent. 

C. B. Bee, appearing for the Oklahoma Corporation Com- 
mission, and Mr. Burchmore objected to the filing of the pe- 
tition on the ground that it broadened the issues, Mr. Burch- 
more saying shippers had had no notice of such an intention. 
Commissioner Aitchison ruled that the motor carriers might pro- 
ceed, subject to objection. 

John C. McWilliams, a consultant, J. D. Hughett, general 
manager and publishing agent for the Southwestern Motor 
Freight Bureau, Inc., Dallas, Tex., and C. E. Bellew, manager, 
Middlewest Motor Freight Bureau, Kansas City, Mo., were the 
motor carrier witnesses. Mr. Bee and Mr. Burchmore raised 
various objections to Mr. McWilliams’ testimony. Mr. Miller, 
for the O. P. A., objected on the ground that that agency had 
not been notified in accordance with the price control act. 

Mr. McWilliams said that, based on 1.c.l. tonnage originated 
and terminated in 1945,-the 20-cent charge would result in an 
increase in revenues of $82,568,626. After discussion among 
counsel in an attempt to clarify conflicting statements as to 
what the motor carriers intended, it was explained that the in- 
crease was not intended in addition to that asked by the rail- 
roads, but that the motor carriers were asking that carload in- 
creases be lessened by that sum, and the $82,568,626 be dis- 
tributed over less-carload shipments. 


Deputy Housing Expediter Testifies 


Admiral Kirby Smith, general deputy housing expediter, 
was called by O. P. A., and said, in part, that the unsettling ef- 
fect on industrial and commodity relationships the increase in 
freight rates, even on an interim basis, would involve, would 
have a “particularly serious impact” on the veterans’ emer- 
gency program. 

After reviewng the plan to build 2,700,000 veterans’ houses, 
and the need to hold the total cost down so that it would be 
within reach of the veterans, he cited an instance of what he 
said would be one of the effects of the rate increase. Adding 10 
cents per hundred pounds on lumber to the cost of the 10,000 
board feet used on a small frame house, he said, would in- 
crease the cost of the lumber to the local dealer by about $25. 
When the dealer had added his 40 per cent mark-up, and the 
contractor his 15 per cent mark-up, the witness said the result 
was an increase of $42.25 in the cost of the small house from 
the increase in lumber alone. 


In cross-examination, Mr. Fort suggested it was the duty 
of the housing administration to control such unjustified in- 
creases, observing that neither the dealer nor the contractor 
would do anything in handling the lumber other than they were 
now doing. Admiral Smith agreed, and said the administration 
did its best to control such situations. 


Shipper Testimony 

Among the witnesses appearing for shippers in the separate, 
concurrent hearing, was C. J. Goodyear, traffic manager, Phila- 
delphia & Reading Coal & Iron Co., speaking also as chairman 
of the traffic committee of the Anthracite Institute and for the 
Eastern Retail Solid Fuel Dealers Conference. Mr. Goodyear 
is also president of the National Association of Shippers Ad- 
visory Boards. He said some increase was needed, but ob- 


jected to what he said would be a difference between increases 
proposed for bituminous and anthracite coal of 40 cents and 
15 cents a ton, respectively. If increases were necessary, he 
said the suspended Ex Parte 148 increases should be restored. 

Louis A. Schwartz, general manager, New Orleans Traffic 
& Transportation Bureau, said if the Ex Parte 148 increases 
could be justified his organization would not object to them, 
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put said they should be made in cents per hundred pounds 
rather than percentagewise. The Ex Parte 162 proposed in- 
creases should not be permitted without full hearing, he said. 
Present cotton contracts for 1945-46 would not expire until 
August 1, he said, and increases permitted before that date 
would have to be borne by shippers. He objected to increases 
in minimum charges for less-carload shipments, saying it would 
cause warehousemen to lose business. 

John B. Green, for the St. Louis-East Side Traffic Con- 
ference, submitted a statement to the effect that no increases 
such as proposed in Ex Parte 162 should be allowed, ‘‘or even” 
the Ex Parte 148 increases until postwar traffic conditions were 
made clear. 

J. R. Lewallen, traffic manager, Anderson-Prichard Oil Co., 
and Col-Tex Refining Co., representing 10 other producers, re- 
finers and marketers of petroleum products, challenged the au- 
thority of the Commission to grant the 25 per cent increases 
without full hearing, and said the suspended 1942 increases 
should not be disturbed. Under no circumstances should pe- 
troleum rates be increased, he declared. 

V. Alesander, representing the Memphis Cotton Exchange 
and other cotton groups said if rates on cotton were made too 
high it would be moved by private carriers from gin origins 
to mills and ports. He said the groups he spoke for were sym- 
pathetic and would agree to lifting suspension of the Ex Parte 
148 increases with the understanding there would be no in- 
creases in rates and transit charges in excess of those in effect 
March 14, 1942. 

Wesley E. Keller, vice-president, Truax-Traer Coal Co., 
of Minot, N. D., and other shippers of lignite by rail into North 
Dakota, South Dakota, western Minnesota and northeastern 
Montana, said increases on lignite should be limited to 50 per 
cent of those on bituminous coal, because, he said, a few cents 
a ton was often the deciding factor in what fuel was used. 

John L. Enright, Otter Tail Power Co., Fergus Falls, Minn., 
operating power plants at a number of points, using both lignite 
and bituminous coal, agreed with Mr. Keller’s statement. 

E. S. Gubernator, general traffic manager, Lehigh Portland 
Cement Co., said his company had no objection to restoring the 
Ex Parte 148 increases, but strenuously objected to the new 
proposal being permitted to go into effect without full hearing. 
F. C. Hillyer, speaking for Florida producers and shippers of 
phosphatic sand and clay, which he said was a waste material, 
asked that no increases be permitted on that commodity. 

F. W. Nyland, general coal traffic manager of the Dela- 
ware & Hudson and representing 10 anthracite originating lines, 
said anthracite was the most important source of revenue to 
those lines and that on an estimated 45,880,000 net tons in 1946 
the Ex Parte 162 increase would be $17,250,000, while the Ex 
Parte 148 increases would amount to $2,244,000, if restored. 

Robert K. Hunter, port traffic manager for the commis- 
sioners of his state responsible for the operation of the State 
Belt Railroad, offered a petition saying present net losses would 
call for an adjustment even if present proceeding had not been 
brought. Even if the increase was granted, he said, the road 
would lose $125,000 in the year ending June 30, 1947. 


Statements Filed 


In accordance with the Commission’s ruling as to procedure, 
a number of statements were filed in the proceeding, some veri- 
fied, as requested by the Commission, and others in the form of 
petitions or as replies to the railroads’ petition in Ex Parte 162. 

W. H. J. McEntee, vice-president, Acme Fast Freight, Inc., 
filed a statement submitting cost and income figures which he 
said showed clearly that an increase of 25 per cent in forwarder 
rates and charges would not result in rates exceeding a just and 
reasonable level, adding that an early publication of the in- 
creases was necessary. He said his petition was limited to one 
for special permission to increase rates in effect April 14 by 
the same percentage granted the rail carriers in either of the 
joined proceedings on carload traffic similar to that transported 
by the forwarders. 

The South Omaha Terminal Railway Co., the Belt Railroad 
of California, and the Kansas City Connecting Railroad Co., 
asked for the 25 per cent increase in Ex Parte 162, and that 
connecting carriers be authorized to increase the limits of ab- 
sorptions of their charges. 


No Increases Without Hearing 


A number of shippers filed statements asking that the 
Commission permit no increases without full hearing. Scoville 
Manufacturing Co., Waterbury, Conn., said the increases in the 
two proceedings were open to the objection that they resulted 
in a spread between competing iron and steel articles and iron 
and steel products, 15 cents in the former case, and 28 cents 
in the latter, under the Ex Parte 162 proposal. 

A statement filed on behalf of Chrysler Corporation; Gra- 
ham-Paige Motors Corporation; Hudson Motor Car Co.; Kaiser- 
Frazer Corporation; Nash-Kelvinator Corporation; Packard 
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Motor Car Co., and Studebaker Corporation, asked full hearing 
because, they said, rates from the plants of General Motors 
and the Ford Company were unjustly discriminatory as com- 
pared with rates from the assembling plants of the group named. 

Others opposing the granting of increases without full hear- 
ing were The Flintkote Co., and 14 other manufacturers of 
building materials; Youngstown Sheet & Tube Co.; Spencer 
Kellogg & Sons, Inc.; F. S. Royster Guano Co., Norfolk, Va.; 
and Lone Star Cement Corporation, New York, N. Y. 

Shippers who voiced no objection to restoration of the Ex 
Parte 148 increases were: Jewel Tea Co., Inc., Barrington, IIl.; 
California and Hawaiian Sugar Refining Corporation, Ltd., 
Spreckels Sugar Co., and Western Sugar Refinery; and a group 
of companies comprising Pennsylvania Glass Sand Corporation; 
National Silica Co.; Ottawa Silica Co.; Standard Silica Corpora- 
tion; Wedron Silica Co.; Manley Sand Co.; and Whitehead 
Brothers Co. 

Hillman Coal & Coke Co. objected to any increases be- 
cause, it said, it would be difficult if not impossible to continue 
to produce and ship beehive coke at rates 40 cents a net ton 
in excess of the rates now in effect, as proposed. Similarly, 
the New Jersey Canners’ Association said increases would ham- 
per the efforts of the O. P. A. and inflict on food processers 
an added burden they could not absorb. Bay Chemical Co., 
Inc., Weeks, La., said it had no objection to increases, but that 
they should be stated in cents per hundred pounds, rather than 
percentagewise, because the latter method would disturb rate 
relationships now existing. 


Positions Taken by Associations 


The National Agricultural Limestone Association, Inc., 
asked the Commission to “revoke all railway freight rate in- 
creases allowed in subject proceeding (Ex Parte 148) on crushed, 
ground and pulverized agricultural limestone, saying a continu- 
ation of presently effective minimum car loadings under war- 
time O. D. T. orders should adequately compensate the rail- 
roads for increased factors of cost anticipated, 1946 to 1949. 

Associations taking the position that no increases should be 
granted without full hearing were: American Glassware Asso- 
ciation; United States Brewers Foundation; National Fertilizer 
Association, Inc.; and West Texas Chamber of Commerce. 

Groups expressing no objection to restoration of the Ex 
Parte 148 increases on a temporary basis, were: Growers and 
Shippers League of Florida, Florida Vegetable Committee, 
Florida Canners’ Association and Florida Citrus Commission; 
Utah Citizens Rate Association, representing, it said, 65 of the 
largest manufacturers, jobbers, and wholesalers in the inter- 
mountain area; Waterloo-Cedar Falls Traffic Association; As- 
sociated Industries of Massachusetts; American Paper & Pulp 
Association; and the Chamber of Commerce and Board of 
Trade of Philadelphia. ; 

A number of organizations offered no objection to some in- 
creases being allowed the railroads, but suggested modifica- 
tions. The California Redwood Association entered no objec- 
tion to the Ex Parte 148 increases, but asked that they be set 
out in maximum cents per 100 pounds to apply to all the com- 
modities in the lumber and forest products lists. The Cin- 
cinnati Board of Trade, Inc., said if increases were found neces- 
sary on grain and grain products and related articles “such 
adjustment should be made simultaneously on the single one- 
factor, proportional and reshipping rates all at the same time 
to maintain rate relationship and market equalization,” and 
objected to increases being permitted on short notice. 

Memphis Grain & Hay Association asked that any orders 
entered clearly provide that the rates on grain, grain products 
and feed to which any authorized increase was to be applied 
were the rates in effect on May 15, thus applying to the rates 
to become effective on that date for reduced and revised rates 
pursuant to orders in the southern grain cases. The New Or- 
leans Traffic & Transportation Bureau wanted any increases 
stated in cents per hundred pounds and opposed any increases 
in rates on cotton in either proceeding before August 1. 


Coal Group Statements 


The Northern Illinois Coal Trade Association and Middle 
States Fuels, Inc.; the Coal Trade Association of Indiana; and 
the Kentucky Coal Agency, Inc., concluded their statements 
with the substantially similar observation that the Ex Parte 
148 increases on coal would substantially increase rail revenues 
and enable the carriers to. perform their services pending a full 
hearing on the increases proposed in Ex Parte 162. As to the 
latter proceeding, the coal groups wanted hearing in connection 
with the treatment proposed by the railroads. 


Water Carriers’ Position 
Inland Waterways Corporation, operating Federal Barge 
Lines, asked that it be granted authority to make increases as 


granted the railroads, or, it said, it would not be possible to 
make effective simultaneous with changes in all-rail rates such 
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changes as might be required in all-water rates to preserve 
existing rate relations. 

The New York State Waterways Association, McLain Ma- 
rine Corporation, Conners Marine Co., Inc., Harbor Towboat 
Co., Inc., Frank A. Lowery and John J. Mulqueen said that, 
although they felt strongly that the rails should be forced to 
remove unduly depressed rates on water-competitive traffic, 
it would not be practicable to force them to eliminate all such 
rates in an emergency proceeding as a condition precedent to 
relief. They did object, they said, to the form of the proposal 
as continuing exceptional treatment on competitive traffic while 
widening the spread between the general level of rail rates 
and their rates on the traffic best adapted to water transporta- 
tion. So long as the railroad proposal contained the exceptions 
set forth in the petition, said the water carriers, it should not 
be permitted to go into effect. Pending elimination of the ex- 
ceptions, they said, they would not object to restoration of the 
Ex Parte 148 increases. 

The Public Service Commission of Wyoming said it did 
not favor granting rate increases on an interim or emergency 
basis for the country as a whole or in part, and believed the 
railroads prematurely and unduly alarmed. The matter should 
be assigned for hearing, it said and that, as an alternative, if 
the Commission found need for emergency relief, it should be 
limited to that found necessary in Ex Parte 148, to be held 


separate and distinct, as an emergency, from the present rate 
structure. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commission con- 
cerning prosecutions, in federal courts, for violations of motor carrier 
provisions of the interstate commerce act or of Commission rules and 
regulations thereunder, appear below.) 


Eastern Michigan district, southern division, at Detroit. 
In proceedings instituted by the Commission, a mandatory in- 
junction was issued requiring and directing Frederick C. Strick- 
root, dba Cadillac Cartage Co., Dearborn, Mich., to furnish the 
Commission answers to all requests made by it for information 
concerning the amount of revenue derived by the defendant 
from his motor-carrier operations and to permit inspection and 
copying of his accounts and records by authorized examiners 
and accountants of the Commission. The complaint charged that 
the Commission had repeatedly requested the defendant to fur- 
nish answers to questions concerning the amount of revenue 
derived from his motor-carrier operations for each of the years 
of 1941, 1942, 1943, and 1944, which information the Commis- 
sion had deemed to be necessary and that on several specified 
occasions duly authorized accountants and examiners of the 
Commission had called on the defendant for him to furnish 
such information. Information of this type was considered 
necessary by the Commission in order that it might determine 
whether the carrier fell within the definition of a Class I motor 
carrier, that is, one having a gross annual operating revenue 
of $100,000 annually. 


District of Columbia district, at Washington. A permanent 
injunction was granted enjoining the defendant, Ralph M. Tate, 
from engaging in operations as a broker of transportation of 
household goods subject to part II of the interstate commerce 
act until there should be issued to him by the Commission a 
license authorizing such transactions. The injunction perma- 
nently enjoined the defendant from selling or offering for sale 
transportation subject to the interstate commerce act, or mak- 
ing any contract, agreement, or arrangement to provide, pro- 
cure, furnish or arrange for such transportation, or holding 
himself out to the public by advertising, solicitation or other- 
wise, as one who sold, provided, procured, contracted, or ar- 
ranged for such transportation, unless and until there was in 
force with respect to him a license issued by the Commission 
authorizing him to engage in such transactions. 

Southern California district, central division, at Los An- 
geles. Ralph F. Crame, dba Roy’s A-1 Auto Travel Club, of 
Los Angeles, was fined $50, May 6, following entry of his plea 
of nolo contendere to an information charging him with viola- 
tions of the interstate commerce act. The fine was required to 
be paid. The defendant was charged with providing and ar- 
ranging for transportation of passengers by automobile for 
compensation without a broker’s license having been issued to 
him authorizing him to engage in such transactions. The de- 
fendant conducted such transactions in the so-called “travel 
bureau” manner in that he arranged with a driver of an auto- 
mobile to transport for compensation certain passengers in in- 
terstate commerce. He charged and collected certain amounts 
of money for his services in arranging for such transportation. 

District of Massachusetts, at Boston. P. B. Mutrie Motor 
Transportation, Inc., of Boston, was fined $750, May 8, fol- 
lowing entry of its son of nolo contendere to an information 
charging it with failing to require its drivers to keep drivers’ 
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logs, and with failing to have in its files doctors’ certificates of 
physical examinations of its new drivers. The fine was paid. 

Western Texas district, San Antonio division, at San An- 
tonio. C. D. McColley was fined $500 generally, May 13, fol- 
lowing his plea of guilty to an information charging him with 
violations of part II of the interstate commerce act. Payment 
of the fine was suspended for a probationary period of two 
years. The defendant, a driver employed by J. H. Robinson 
Truck Lines, Inc., a common carrier, was charged with falsi- 
fying his drivers’ logs. 





REGULATION OF COMMON CARRIERS 


(Court of Civil Appeals of Texas. Waco.) The principle 
behind a “transit privilege” is that a particular commodity is 
shipped to a particular station which has been designated in 
the tariff as a transit station, at which place the commodity is 
milled or processed, and the resultant manufactured product is 
then forwarded by the carrier to its ultimate destination, and a 
through rate is applied to the entire movement from point of 
origin to final destination. 

Where carloads of barley malt originating outside Texas 
were consigned to brewing company in Texas which used it in 
manufacturing beer and sold a by-product called brewer’s grain 
to a grain company which shipped the grain to another point at 
a through rate from point of origin of the barley malt, but 
brewing company, the original consignee, had not qualified as a 
“transit operator” as required by the tariff to be entitled to 
transit privileges, the grain company, although a transit opera- 
tor, was not entitled to the through rate, and was liable for the 
undercharge. 

A substantial compliance with the provisions of the tariff 
is required before a shipper is entitled to the transit privilege 
accorded in certain cases where the entire movement from point 
of origin to final destination is a movement of the identical 
product which has been altered in the course of movement by 
milling or manufacturing. (Mueller-Huber Grain Co. vs. Texas 
& N. O. R. Co., 193 S. W. Rep. 2d. 573.) 


ALTON FEES APPROVED 


Federal Judge John P. Barnes, of Chicago, on May 17 ap- 
proved fees to be paid by the Alton Railroad Co. as a result of 
its reorganization proceedings. Judge Barnes fixed the maximum 
sums set by the Interstate Commerce Commission in its order 
of April 25 (see Traffic World, May 4, p. 1342), as the final 
allowances to be paid, except for several claims for services, 
including those of Louis Boehm and Pam, Hurd & Reichmann, 
counsel for the Gibbons protective committee, which were re- 
duced from $64,284.41, the Commission’s figure, to $45,000. A 
claim by Patrick B. McGinnis, technical adviser to the commit- 
tee, was reduced from $5,000 to $2,000. 

“It seems to the court,’ said Judge Barnes, that sometimes 
these committees, for the protection of this or that series of 
bonds, fixed themselves up with so-called ‘technical advisers’ and 
‘consultants’ for the purpose of making what they refer to as 
a ‘picture.’ .. . If we begin to make allowances to protective 
committees in these bankruptcy proceedings, we will merely 
be offering premiums to persons who, having no interest in 
bankrupt estates, are willing to intermeddle because of prospec- 
tive compensation.” 


TRUCK SUIT VS. GREAT WESTERN DISMISSED 


The suit filed by six midwest trucking firms against the 
Chicago Great Western Railway Co., seeking to enjoin the lat- 
ter from refusing to accept trailers tendered for transportation 
between Chicago and the Twin Cities (see Traffic World, May 
18, p. 1501), was dismissed without cost, May 20, by Federal 
Judge Philip L. Sullivan, of Chicago, on motion of plaintiffs 
and with consent of the railway. Since the truce in the coal 
strike, the restrictions to which the motor carriers objected 
have been removed. 
























































rail 
caps 
wer 
Stat 
112 
ing 

bers 
titio 
Nev 
rail: 


in t 
inte 
Cle" 
that 
deli 
sho! 
a tr 
a re 
tra! 


rece 
and 
bro 
iff, 

hou 
quit 
bag 
tun: 
tari 
bag 
cha 
roa 


the 
was 
file 





LD 


s of 
aid. 
An- 
fol- 
with 
nent 
two 
nson 
alsi- 





iciple 
ity is 
ed in 
ity is 
uct is 
and a 
int of 


Texas 
| it in 
grain 
int at 
t, but 
lasa 
led to 
opera- 
or the 


tariff 
ivilege 
1 point 
entical 
ent by 
Texas 


17 ap- 
sult of 
ximum 
; order 
e final 
arvices, 
hnmann, 
ere re- 
000. A 
ommit- 


netimes 
ries of 
rs’ and 
r to as 
otective 
merely 
‘rest in 
yrospec- 


ED 


inst the 
the lat- 
ortation 
ld, May 
Federal 
laintiffs 
the coal 
objected 








May 25, 1946 


Supreme Court Ruling Involves 
Baggage Tariff, Loss of Gems 


Decisions by lower courts to the effect that liability of a 
railroad for loss of baggage held by it in a “warehouseman” 
capacity did not extend beyond the terms of its baggage tariff 
were left undisturbed by the Supreme Court of the United 
States as it denied, on May 20, a petition for certiorari in No. 
1123, John M. Hartzberg and Louis Hartzberg, Co-partners Do- 
ing Business Under the Firm Name and Style of J. & L. Hartz- 
berg, Petitioners, vs. New York Central Railroad Co. The pe- 
titioners sought review of a decision of the Supreme Court of 
New York, affirming a lower court’s decision in favor of the 
railroad. 

According to the documentary material in this proceeding 
in the U. S. Supreme Court, a salesman for the Hartzbergs, 
intending to buy a passenger ticket from Detroit, Mich., to 
Cleveland, O., on a New York Central train, and to check on 
that train a jewelers’ sample trunk, caused the trunk to be 
delivered from his hotel to the. railroad’s baggage room. A 
short time after delivery of the trunk to the baggage room by 
a transfer company, the trunk was stolen. The railroad issued 
a receipt to the transfer company; the salesman held only the 
transfer company’s private claim check. 

The Hartzberg’s filed suit against the New York Central to 
recover $169,078, represented as the value of the stolen jewelry, 
and alleged negligence by the railroad. In the trial it was 
brought out that under provisions of the railroad’s baggage tar- 
iff, all baggage stored with it was held in its capacity as ware- 
houseman only; that presentation of a passenger ticket was re- 
quired before the trunk could be checked for transportation as 
baggage, and that, prior to such checking, there was no oppor- 
tunity for declaration of value of the baggage. The baggage 
tariff limited liability of the railroad to $100 for 150 pounds of 
baggage unless a higher value was declared by the ticket pur- 
chaser. The trial court, upholding the contentions of the rail- 
road, limited recovery by the Hartzbergs to $141.87. 

In their petition for review, the Hartzbergs contended that 
the lower courts had erred in holding that the railroad’s liability 


was limited by the interstate commerce act and the tariff rules 
filed thereunder. 


Highest Court Disapproves Jury 
Panel in Rail Damage Case 


The Supreme Court of the United States, by an opinion 
delivered by Justice Murphy in No. 349, Gilbert E. Thiel, 
Petitioner, vs. Southern Pacific Co., a suit for damages for 
personal injury based on an allegation by Thiel that the re- 
spondent railroad was negligent in leaving Thiel unguarded 
when its agents know that he was “out of his normal mind,” 
has reversed a jury verdict for the railroad in the federal 
district court at San Francisco, subsequently affirmed by the 
federal appeals court for the Ninth circuit, and has remanded 
the case to the district court for trial, on the ground of 
improper selection of the jury panel. 

Justice Murphy said that the petitioner, a passenger, had 
jumped out of the window of a moving train operated by 
the Southern Pacific. 


“After demanding a jury trial,” said Justice Murphy, 
“petitioner moved to strike out the entire jury panel, alleging 
inter alia that ‘mostly business executives and those having 
the employer’s viewpoint are purposely selected on said panel, 
thus .. . discriminating against other occupations and classes, 
particularly the employes and those in the poorer classes who 
constitute, by far, the great majority of citizens eligible for 
jury service.’ Following a hearing . .. the motion was de- 
nied... 

“The undisputed evidence in this case demonstrates a 
failure to abide by the proper rules and principles of jury 
selection. Both the clerk of the court and the jury commis- 
sioner testified that they deliberately and intentionally ex- 
cluded from the jury lists all persons who work for a daily 
wage. ... In the words of the clerk, ‘If I see in the directory 
the name of John Jones and it says he is a longshoreman, I 
do not put his name in, because I have found by experience 





that that man will not serve as a juror, and I will not get 
people who will qualify. . . . In order to avoid putting names 
of people in who I know won’t become jurors in the court, 
won’t qualify as jurors in this court, I do leave them out... ”’ 


“The evidence indicated, however, that laborers who were 
paid weekly or monthly wages were placed on the jury lists, 
as well as the wives of daily wage earners. . . . This exclusion 
of all those who earn a daily wage cannot be justified by 
federal or state law. . . . Jury competence is not limited to 
those who earn their livelihood on other than a daily basis. . . . 
It is clear that a federal judge would be justified in excusing 
a daily wage earner for whom jury service would entail an 
undue financial hardship. But that fact cannot support the 
complete exclusion of all daily wage earners regardless of 
whether there is actual hardship involved. Here there was no 
effort, no intention to determine in advance which individual 
members of the daily wage earning class would suffer an 
undue hardship by serving on a jury at the rate of $4 a day. 
All were systematically and automatically excluded. In this 
connection it should be noted that the mere fact that a person 
earns more than $4 a day would not serve as an excuse. Jury 
service is a duty as well as a privilege of citizenship. . . . Only 
when the financial embarrassment is such as to impose a real 


burden and hardship does a valid excuse of this nature ap- 
DOBP Fs. 635 


Justice Frankfurter wrote a dissenting opinion, in which 
Justice Reed concurred. 


Chicago River Railroad Files 
Answer in Injunction Suit 


The Chicago River & Indiana Railroad Co., the Chicago 
Junction Railway Co., and the New York Central Railroad Co., 
have filed their answer with the federal court in Chicago, in 
the injunction suit filed against them February 12 by the Balti- 
more & Ohio Railroad Co. and seven-other railroads (see Traf- 
fic World, February 6, p. 458). The plaintiffs asked for a re- 
straining order to end “unlawful” operating practices in the 
handling of traffic over the River and the Junction railroads, 
both controlled by the N. Y. C., in the Union Stock Yards, Chi- 
cago. Since February 1, as the result of the settlement of a 
dispute with the Brotherhood of Railroad Trainmen, the plain- 
tiffs charge they are no longer permitted to move their stock 
cars with their own crews over the River Road. 


Defendants, in their answer, contend that the complaint 
fails to state a claim against defendants upon which relief can 
be granted. 


History of Labor Dispute 


Explaining the labor dispute which resulted in a change in 
operating practices, the answer states that certain employes of 
the River Road are classed as yard trainmen and represented 
by the B. of R. T., which, prior to January, 1946, demanded 
that the work connected with switching and spotting of stock 
cars on the tracks of the River Road and on tracks leased to it 
by the Chicago Junction Railway Co., incidental to outbound 
movements of live stock, be performed exclusively by employes 
of the River Road. In January, the union took a strike vote and 
informed the River Road that the vote was almost unanimous 
in favor of strike action. On January 21, 1946, William Bishop, . 
a vice-president of the B. of R. T., advised the River Road that 
a strike would commence at 10:30 p. m., January 23, unless the 
grievances were settled. 


The River Road, the answer sets forth, notified the National 
Mediation Board, which, on January 23, said that the President 
has created an emergency board, but on the same day Mr. 
Bishop said that the strike would proceed notwithstanding the 
President’s action. At 9:50 p. m., January 23, an agreement 
was executed between the River Road and the B. of R. T. 
which, among other provisions, contained the following: 


It is further agreed that foreign line crews will be allowed to come 
in with their stock, unload and take their empties out with them... 
(and) that all stock cars to be loaded will be switched and spotted by 
Chicago Junction crews and foreign line crews may pick them up from 
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designated tracks to which they have been switched by C. J. crews, 
effective February 1. 


Charges Rise from $2 to $12.96 


The answer admits that defendants notified plaintiffs on 
January 25 that on or after February 1, empty live stock cars 
(other than for hogs or sheep) destined to places of loading on 
the line of the River Road in the Union Stock Yards would be 
moved by the power and crews of the River Road from points 
of interchange with plaintiffs to places of loading, and after 
loading would be moved by power and crews of the River 
Road to points of interchange with plaintiffs, and that after 
that date, the River Road would charge not less than $12.96 
per outbound car, instead of $2 per loaded car as formerly. De- 
fendants further admit that since February 1 employes of the 
River Road have refused to throw the switches necessary to 
permit the power and crews of the plaintiffs to place stock 
cars at loading places, but deny they have violated any part 
of the report and order of the Interstate Commerce Commis- 
sion of May 16, 1922, which ordered that “the present traffic 
and operating relationships between the Junction and the River 
Road, and all carriers operating in Chicago shall be continued 
insofar as such matters are within the control of the Central.” 

As a final defense, it is claimed that “complaint of plaintiffs 
fails to state a claim against defendants upon which relief can 
be granted in that the acts of the defendant, the River Road, 
complained of by plaintiffs were required in the performance 
of.the common carrier duties of said defendant imposed upon 
it by. the interstate commerce act, the railway labor act, and 
were necessary in the public interest.” 

The case is docketed as 46C275. Sidney C. Murray and 
Marvin A. Jersild, attorneys, of Chicago, represented defend- 
ants. 

Trainmen Seek to Intervene 


The Brotherhood of Railroad Trainmen on May 20 filed 
a ‘petition in the federal court at Chicago, seeking leave 
to intervene as a defendant in the injunction case brought 
against the Chicago River & Indiana Railroad and the New 
York Central by the Baltimore & Ohio and seven other rail- 
roads (see Traffic World, February 16, p. 458). 

The eight railroads had protested against “unlawful” op- 
erating practices over the Chicago River & Indiana, which be- 
came effective February 1, following a new contract entered 
into January 23, by the trainmen’s union and the railroad, 
whereby the railroad put an end to the practice of permitting 
employes of other railroads to move empty cars for loading 
live stock over the River Road to the Union Stock Yards, and 
to return loaded cars to the lines of other railroads. On March 
14 a preliminary injunction was granted the plaintiffs, forcing 
a return to former practices. 

The brotherhood in its petition contended that the defend- 
ants made only formal objection to the preliminary injunction, 
and that they had taken no action to force the plaintiffs to 
amend the complaint to join the brotherhood as a party de- 
fendant. despite open statement in court that the union was 
“an indispensable party” to the case. 

Brotherhood members, employes of the River Road, are 
“illegally, wrongfully and improvidently enjoined” from work- 
ing under terms of the union contract. without notice or op- 
portunity to be heard, the petition stated, adding: 


This suit grows out of a labor dispute. It was and is the primary 
purpose of this suit to nullify the above-described settlement... by 
enjoining them from performing the work to which they are entitled, 
in a suit to which they are not made parties, all without notice to 
employes, without affording them an opportunity to be heard, and 
without compliance with the laws relating to injunctions in labor 
disputes. 


The brotherhood asks that the preliminary injunction of 
March 14 be vacated. that the plaintiffs be assessed all costs 
and damages incurred or suffered by employes, and for sum- 
mary judgment in favor of defendant. 

Federal Judge Elwyn R. Shaw granted the plaintiffs until 
May 29 to reply to this petition and allowed the brotherhood the 
following five days in which to file its answer. Burke William- 
son is attorney for the brotherhood. 


KEESHIN HEARING AGAIN CONTINUED 


The hearing in connection with the reorganization of the 
Keeshin Freight Lines, Inc., last scheduled to be held May 13 
before Special Master Bruno Nowogrodski in Chicago, has once 
again been postponed, by agreement of all parties, to 11 a. m., 
May 27. 


MILWAUKEE ROAD APPEAL DISMISSED 
The United States circuit court of appeals at Chicago on 


May 17 dismissed the appeal of the protective committee for 
the holders of preferred stock of the Milwaukee Road, from 
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Federal Judge Michael Igoe’s order refusing to modify his con- 
firmation order by retaining jurisdiction of the case. The hear- 
ing was held April 12. The circuit court’s action clears away 
the last legal technicality in the road’s reorganization. 


Government Asks Dissolution 
of Class Rate Injunction 


The Department of Justice and the Commission have filed 
a motion with federal district court at Utica asking dissolution 
of the interlocutory injunction which had stayed operation 
of the Commission’s order in No. 28300, Class Rate Investiga- 
tion, 1939, in which case the court, on May 9, rules that the 
ee order was valid (see Traffic World, May 18, 
p. , 

Counsel for the nine northern states that brought suit 
in the district court to set aside the Commission’s order, re- 
quiring an increase of 10 per cent in class rates in Official 
Territory, and a reduction of 10 per cent in those rates in 
southern and western territory, and interterritorially, has 
furnished the Commission’s Bureau of Law with a copy of a 
petition filed with the Utica court for continuance of the inter- 
locutory injunction. In the alternative, the states asked a stay 
of the Commission’s order pending appeal to the Supreme 
Court of the United States. 

A conference between all the parties, and the court, ten- 
tatively arranged for May 16, was called off because, at that 
time, counsel for the northern states indicated that no decision 
had as yet been made on the course to be taken, it was said 
at the Commission, and the date for the conference was, again 
tentatively, moved forward to May 23, one day before expira- 
tion of the 15 days from May 9 allowed by the court for sub- 
mission of suggested findings and the entering of its decree. 


Western Roads Ask Continuance 


The western railroads on May 20 served notice on all 
parties to the class rate injunction suit in the federal district 
court in New York that, on May 23 at 12:30 p. m., counsel for 
those railroads would appear to present the motion of the 
western lines for an order continuing in effect the inter- 
locutory injunction issued to stay operation of the Commis- 
sion’s class rate order in No. 28300. The continuance is sought 
“pending the perfecting and final determination of the appeal 
from the judgment” of May 9, in which the court ruled that 
the Commission’s order was valid. 

The New England states on May 18 served notice that 
they, also, will move for an order continuing the interlocutory 
injunction. 

The motions will be presented before Harrie B. Chase, cir- 
cuit judge, John C. Knox, district judge, and Stephen W. 
Brennan, district judge, in room 1705, Federal Court Building, 
New York City. H. C. Barron, Douglas F. Smith, and D. Robert 
Thomas are of counsel for the western carriers. 


BLACK MARKET IN PULLMAN TICKETS 


Senator Bridges, of New Hampshire, obtained permission 
to have printed in the Congressional Record of May 16 an ad- 
vertisement published by the Chesapeake & Ohio, “Let’s Get the 
Black Market’s Hand Out of the Traveler’s Pocket!” 

“The underground sale of sleeping-car space is a national 
scandal,” said the advertisement. ‘The railroads cannot es- 
cape responsibility. The C. & O. lines offer a solution that will 
kill the racket—if other roads will join.” 

The C. & O. proposed that all block sales of sleeping-car 
space be stopped at once—that all space be reserved or sold 
in the name of the individual who intends to use it. 

The C. & O. said sleeping car tickets “can be bought up 
weeks in advance—in blocks—by hotels, travel agencies, or 
by anyone who has the money to pay for them.” It said there 
was nothing to prevent this space leaking into the black market 
except the honesty of the man who bought it. 

Under its proposal, said the C. & O., hotels, travel agencies 
and business houses could follow their present system, except 
that the space would have to be reserved or sold in the name of 
the individual passenger. 


RAIL EMPLOYE BENEFIT BILL 


The House rules committee has granted a rule permitting 
early consideration by the House of H. R. 1362, the bill to 
amend the railroad retirement, unemployment insurance and 
carrier taxing acts, in the form reported by the House inter- 
state commerce committee (see Traffic World, May 18, p. 1508). 

_The way thus having been made clear for expedited dis- 
nosition of the bill by the House, a petition, signed by 218 
House members, to discharge the House interstate commerce 
committee from consideration of H. R. 1362, became moot (see 
Traffic World, April 27, p. 1294). 
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Appropriation Bill Would End Life 
of W. S. A. on July 1, 1946 


Activities of wartime ship-operation agency would be 
taken over by Maritime Commission for “liquidation 
period” of six months ending December 31, under pro- 
visions of H. R. 6496, the Naval appropriation bill for 
the fiscal year 1947, as reported by House committee. 
Report says committee action will mean increase of 50 
per cent in operations of private shipping operators in 
movement of cargoes W. S. A. planned to transport in 
vessels operated by it. Return of chartered ships to 
their owners by September I, instead of by November 
1, recommended. Admiral Land censured for alleged 
failure to require performance of cost-allocation work 
at time ship construction contracts for Maritime Com- 
mission were in progress 


Included in the Naval appropriation bill for the fiscal year 
1947 (H. R. 6496), as reported by the House appropriations 
committee, is a provision terminating the existence of the War 
Shipping Administration as of July 1, 1946, and transferring 
to the Maritime Commission for the remaining six months of 
the calender year, 1946, all funds, property, personnel and 
existing legal authority for operation of the W. S. A. 

The same provision of the bill directs a winding up of the 
ship operating program of the W. S. A. by December 31, 1946, 
and requires that unexpended balances as of that date revert to 
the Treasury. 

Thus, for the period from July 1 through December 31, the 
committee said in its report, “This vast enterprise of ship op- 
eration will be conducted for six months by an agency of gov- 
ernment duly established by act of Congress and not by one 
owing its existence to an executive order issued to meet the 
exigencies of wartime operation.” It made that comment after 
having noted that the W. S. A. owed its existence to executive 
orders issued by the President in 1942. 

The report explained that jurisdiction and control of the 
funds of the commission and of the W. S. A. had been trans- 
ferred from other subcommittees of the House appropriations 
committee to the Naval subcommittee on appropriations, effec- 
tive as of the fiscal year 1947, at the instance of the committee 
chairman, Representative Cannon, of Missouri. 

By reducing operating expenses that had been asked for 
the W. S. A., the committee said, it was proposing curtailment 
of about 50 per cent in operations the W. S. A. had planned 
for the fiscal year 1947, calling for use of about 1,330 vessels in 
the movement, on more than 12,000 voyages, of about 132,000,- 
000 tons of cargo for the Army, the Navy, the United Nations 
Relief and Rehabilitation Administration, commercial opera- 
tions and service for foreign governments. 


Private Carriage to Increase 


“Private shipping operators will increase their operations 
in a like percentage,” the committee added. “The necessity for 
large volume government ship operation should cease by the 
end of the present calendar year.’ 

A limitation in the bill on the amount of money that the 
W. S. A. might spend for chartering of ships, the committee 
stated, had the effect of compelling the Maritime Commission 
to speed up the program of re ing chartered ships to their 
owners, so as to bring about such return not later than Septem- 
ber 1, 1946, rather than November 1, the date on which the 
W. S. A. had planned to conclude its: ship-chartering program. 
The committee said that at the present time all chartered tank- 
ers had been returned to their owners, but that there still re- 
mained about 400 dry-cargo charter operations yet to be liqui- 
dated. 

“The program of reconverting private vessels taken over 
by the War Shipping Administration for operation during the 
war and returning them to their owners,” said the committee, 
“should be made a priority 1 consideration. . . The policy of 
having the ship owners undertake reconversion of their own 
vessels by means of an agreement between the government au- 
thorities and the owner is to be encouraged... 


Ship Construction 


“In the construction field, the Maritime Commission con- 
templates the use of the construction-loan fund for the building 
of 33 additional ships, of which 21 will be cargo vessels, eight 
passenger vessels, and four combination passenger and cargo 
vessels. The contract for these ships will not be let unless the 
commission has secured prospective purchasers therefor. . . It 
is indicated than an expenditure of approximately $173,000, 000 
will be required beyond the fiscal year 1947 if this construc- 


1579 


tion program is to be consummated. Expenditures for the prog- 
ress payments on the construction of these ships can be met, 
or approximately met, up to the end of the fiscal year 1947 by 
funds currently available or subsequently to become available 
in the construction-loan fund.” 

After stating that it was reducing the commission’s re- 
quest for administrative expenses from $17,590,000 to $14,- 
900,000 the committee expressed disapproval of current plans 
of the commission for allocating to individual ship construction 
contracts “the $800,000,000 of unallocated wartime ship build- 
ing material costs.” It said that carrying out of this project 
would result in neither income to the government nor in further 
expenditure of government funds on such contracts. 

“This cost-allocation work,” it declared, “should have been 
performed at the time the contracts were in. progress in order 
that accurate cost-accounting figures might then have been at 
hand and opportunity thus afforded for adequate comparisons 
between construction costs of various ships at various yards. 
The committee regards the failure to do this at the time as evi- 
dence of a complete disregard for proper accounting. procedures 
and considers that the then-existing War Shipping Administra- 
tor, Vice Admiral Emory Land, is deserving of censure for the 
failure to require performance of this work. . . The wrong has 
already been done and no substantial purpose will now be served 
in spending additional government funds to correct it.” 

The committee recommended that a budget request for 
$9,000,000 for the carrying out of a maritime training program 
by the commission be increased by $6,000,000, a part of the 
increase, or about $1,300,000, to be used for payment of sub- 
sistence and compensation of cadets in the five state marine 
schools, and the balance of the increase to be used to keep open 
existing training schools and step up the output of trainees in 
either the original training, retraining, or upgrading categories 
to a total of around 19,000 men in the fiscal year. 

“It would appear,” the committee said, “‘that our peacetime 
need for merchant marine complement... is something in the 
neighborhood of 110,000 men. Under the budget allowance of 
$9,000,000 only about 10 per cent of that total will be afforded 
any training whatever.” 

The committee said its proposal for terminating the life 
of the W. S. A. on July 1 resulted solely from a desire to serve 
a principle and in no way reflected on or impugned the abil- 
ity of the present acting administrator of the W. S. A., Gran- 
ville Conway, or his staff. 


Limitations on Expenditure 


Limitations prescribed in the committee-reported bill on 
expenditures in the next fiscal year by the Maritime Commis- 
sion out of its construction fund were as follows: Personal serv- 
ices, $13,550,000; administrative expenses other than personal 
services, $1,350,000; reconversion of vessels, $89,450,000; restor- 
ation of shipyard facilities, $17,150,000; maintenance of ship- 
yard facilities, $1,325,000; operation of warehouses, $3,200,000; 
grants, subsidies and contributions (operating differential sub- 
sidies), $15,000,000; reserve fleet expense, $15,600,000; miscel- 
laneous expenses, $2,000,000; cost of penalty mail of commis- 
sion and W. S. A., $80,000; entertainment of officials of other 
countries when specifically authorized by the chairman, $1,500; 
employment, by contract or otherwise, of persons, firms or 
egiry x for performance of legal and other special serv- 
ices, $100,000 

The committee recommended the following limitations on 
expenditures in the next fiscal year by the W. S. A. out of its 
revolving fund: 


Personal services, $5,100,000; administrative expenses, other than 
personal services, $1,450,000; charter hire, $6,750,000; agency cost and 
compensation, $44,150,000; insurance, $9,350,000; vessel and voyage ex- 
penses, $401,000,000; repairs to vessels, $125,000,000; miscellaneous 
expenses, $1,850,000; reconversion of chartered vessels, $10,000,000; enter- 
tainment of officials of other countries when specifically authorized by 
the administrator, $500; temporary employment of persons or organiza- 
tions by contract or otherwise, $75,000. 


PITTENGER PLEADS FOR ST. LAWRENCE 

Representative Pittenger, of Minnesota, advocate of adop- 
tion of pending proposed legislation that would pave the way 
for building of the St. Lawrence seaway and power project, 
in remarks in the House, criticized those he said were delaying 
consideration of this legislation. 

“If the opponents of the waterway hope thus to defeat it 
in this session, believing it will lie buried for another ten years, 
they had better think again,” said he. “If they hope to keep 
me from doing my utmost to keep this legislation alive; if 
they expect me to drop it and not force consideration in the 
early days of the next session, should failure be upon us today, 
then they must go into my legislative district and defeat me 
for reelection. There is no other way for opponents of the 
waterway to keep it from being reintroduced in Congress again 
and again, until we are successful. I challenge the powerful 
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interests that do not believe the St. Lawrence is a good project 
to go to the people who have sent me to Congress often enough 
to give me an influential position on the rivers and harbors 
committee, headed by that distinguished representative, the 
gentleman from Texas, Mr. J. J. Mansfield. 

“It is time to call the bluff of these gentlemen. If they 
dare, let them step out.into the open now against me for the 
St. Lawrence is as deeply rooted in me as it is in any man 
in Congress. We will win despite these selfish interests.” 


Taxes of Subsidized Ship Lines 
Subject of Debate in Hearing 


If applied consistently over a period of years, the “very 
narrow and restrictive interpretation of the law” that the 
Treasury Department had issued with respect to the tax 
liability of subsidized steamship lines on wartime deposits 
in reserve funds established pursuant to the merchant marine 
act of 1936 would “frustrate the attempts of Congress to 
maintain a merchant marine of appropriate dimensions,” said 
John J. Burns, general counsel of the American Merchant 
Marine Institute, Inc., in testimony before a subcommittee of 
the House merchant marine committee investigating the war- 
time tax exemption of the funds so deposited. 

The Treasury Department, through its general counsel, had 
advised the subcommittee that there was due the federal gov- 
ernment a total of about $40,000,000 in taxes on the sums de- 
posited in reserve funds by the subsidized steamship lines in 
the war years (see Traffic World, May 4, p. 1374). 

Mr. Burns contended that allegations that the subsidized 
lines had “evaded” federal taxes by depositing their earnings 
in the reserve funds after the government had halted payment 
of subsidies, following the out-break of the war, were un- 
founded, and that the government agencies and the operators 
had acted in “good faith’ in continuing or permitting con- 
tinuance of the deposits throughout the war period. (The 
Treasury Department’s position as stated by its general counsel 
was that, since subsidized operations had been discontinued 
early in 1942 on requisition of the ships by the United States, 
there were no earnings or profits from subsidized operation 
in the war period that could qualify as tax exempt earnings 
under provisions of section 607(h) of the merchant marine act.) 


Earlier Consideration of Question 


“The question of suspension of tax exemptions under 
section 607(h) and of certain features of the subsidy contracts,” 
said Mr. Burns, “was before the committee on merchant marine 
and fisheries as far back as 1942 and 1943. From time to time 
discussions have been had with the Maritime Commission and 
the Treasury Department with respect to interpretation of the 
law, and early in 1945 the operators formally requested the 
commission to consider the matter and take such steps as it 
should deem proper to resolve the various views of the inter- 
ested parties. It is also true that more than a year ago the 
companies made application to the Bureau of Internal Revenue 
for a hearing on these tax issues raised by the Treasury.” 

He said that the U. S. Tax Court, in its decision in the 
Seas Shipping Co. case (1 Tax Court 30), decided in November, 
1942, had held that the tax exemption in section 607(h) should 
not be narrowly construed and that the Treasury was in error 
in attempting to tax deposits in the capital reserve fund which 
were not derived from subsidized operations. 


“When Congress failed, first in 1942 and then in 1943, to 
resolve this issue.as proposed by the Maritime Commission and 
the operators,” said Mr. Burns, “the entire subject of procedure 
under the act was left to administrative interpretation. Under 
these circumstances . . . the Maritime Commission did what any 
administrative agency should have done . . . they resolved what- 
ever doubt existed in favor of accomplishing the purposes of 
the merchant marine act. . . . Deposits made during the war 
years, including both income and capital proceeds, were either 
mandatory under the law and the contracts, or were made with 
the express approval of the commission. .. .” 


Representative Jackson, of Washington, subcommittee chair- 
man, took issue with Mr. Burns’ statement that the operators 
had acted in “good faith, after the witness, in answer to 
committee questions, had stated that, though he was counsel 
for the subsidized lines, he had not asked the general counsel 
of the Maritime Commission for an opinion on the tax matter, 
but had conversed with other members of the commission’s 
legal staff on this subject.” 


Effect on Ship Line’s Solvency 


Marvin J. Coles, general counsel for the House merchant 
marine committee, inquired whether there was any question 


as to the ability of the subsidized lines to pay $40,000,000 in 
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taxes without affecting their solvency. Mr. Burns said he had 
no judgment about that. Mr. Coles said he would put in the 
hearing record a statement by the Maritime Commission to 
the effect that if all earnings of those lines after 1941 were 
taxed the merchant’ marine would still be in a position to carry 
on its postwar work. 

Mr. Burns said the subsidized lines he represented were 
the following: American Export Lines, Inc.; American Mail 
Lines; American President Lines, Ltd.; American South African 
Line, Inc.; Grace Line, Inc.; Lykes Bros. Steamship Co., Inc.; 
Mississippi Shipping Co., Inc.; Moore-McCormack Lines, Inc.; 
New York & Cuba Mail Steamship Co.; Oceanic Steamship Co.; 
Seas Shipping Co., Inc., and United States Lines Co. 

He stated that data available to the subcommittee showed 
that the net balance of the reserve funds was approximately 
$61,000,000, and that after taking into account mortgage liens 
on new vessels previously purchased and sums available for 
recapture by the commission, the subsidized lines had made 
firm or tentative commitments for new ships to an amount of 
nearly $180,000,000. That, he said, was “the sort of result 
which Congress hoped would be brought about by its program 
of tax exemption.” 


Three Admirals, One Other Witness 
Support Air Policy Board Plan 


Admiral C. W. Nimitz, chief of naval operations, two other 
admirals and a former president of the National Aeronautic 
Association, in a hearing held May 21 by a subcommittee of 
the Senate interstate commerce committee, voiced approval of 
the objective of S. 1639, a bill to amend the transportation act 
of 1940 so as to establish a National Air Policy Board for the 
undertaking of an investigation and study, to extend over three 
months, of matters pertaining to air transportation and its re- 
lation to national defense and to the needs of the nation’s com- 
merce. 


Presiding at the hearing was Senator Mitchell, of Wash- 
ington, author of the considered bill and chairman of the sub- 
committee. Witnesses, in addition to Admiral Nimitz, were Rear 
Admiral Ralph E. Jennings, Rear Admiral Harold B. Sallada, 
of the department’s Bureau of Aeronautics, and Gill Robb Wil- 
son, aviation editor of the New York Herald Tribune and for- 
mer president of the N. A. A. 


Mr. Wilson recalled activities of the so-called Morrow 
board of the early 20’s, declaring that when that board was 
created the United States lagged behind the rest of the world 
in promotion of commercial aviation, but that ten years later 
this country had risen to a position of world leadership in that 
field. He suggested that the proposed Air Policy Board might 
provide a “blue print” for government agencies dealing with 
aviation, to carry into effect the objectives set forth in the bill. 
He thought that three months was too short a period for the 
life of the proposed board, and said the investigation contem- 
plated by the bill would require at least six months. Senator 
McMahon, of Connecticut, said he was convinced that the pro- 
posed board should be a “continuing” one. 

Under terms of S. 1639, the investigation the National Air 
Policy Board would make would include consideration of the 
following: 


(1) Government policies that it should be adopted to stimulate a 
healthy raie of technical progress in air transportation ; (2) coordina- 
tion and organization of the military and naval air forces and govern- 
ment agencies concerned with aviation and transportation; (3) the 
size of peacetime air forces necessary to the national defense; (4) 
maintenance of a properly balanced and expansible productive capacity 
of aircraft in peacetime; (5) the extent, if any, to which plans for 
future wartime expansion should reply upon peacetime aircraft produc- 
tion companies, and the extent, if any, to which such expansion 
should involve conversion of the automobile and other non-aircraft 
industries; the extent, if any, to which civil aviation and aircraft 
exports should support a peacetime military aircraft industry; (6) 
suggestions for the conversion of aircraft production from a wartime 
to a peacetime basis, so as to assure the preservation of an aircraft 
production industry adequate to meet the transportation and national 
defense needs of the future; (7) means of effectively utilizing new 
modes and improvemeuts to existing modes of air transportation devel- 
oped during the war, and (8) the coordination, strengthening, and 
preservation of a national transportation system by water, highway, 
rail, and air adequate to meet the needs of the commerce of the United 
States, both interstate and foreign. 


The board would report its findings and recommendations 
4 — not later than three months after enactment of 
the bill. 


HOUSE TRANSPORTATION STOPPAGE BILL 


Representative Campbell, of Pennsylvania, has introduced 
H. R. 6478, styled by its title as a bill “to protect the people 
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from interference with the movement of the mails and inter- 
state commerce.” 

Tersely, the bill provides that “if two or more persons con- 
spire for the purpose of delaying, obstructing, or interfering 
with the movement of the mails, the transmission of intelli- 
gence, passengers, or property in interstate commerce, they 
shall, upon conviction in a court of competent jurisdiction, be 
guilty of a felony.” The bill was referred to the House ju- 
diciary committee. 


House Judiciary Committee Delays 
Action on “Coal Strike” Bill 


After his committee had received from one of its sub-com- 
mittees a report advocating favorable action on a rewritten 
edition of H. R. 6259, a bill to prohibit the exacting by em- 
ployes of any tribute, levy or royalty from employers, thereby 
outlawing a proposal by the United Mine Workers of America 
for payment of a royalty or “tax” by mine operators to that 
union for the purpose of establishing a health and welfare 
fund, Chairman Sumners, of the House judiciary committee, 
announced that the full committee had decided to defer action 
on the bill until after the Senate had acted on similar legis- 
lation proposed as an amendment to the Case labor bill con- 
sidered by that body. 

Chairman Sumners said that, “with reference to H. R. 
6259, the bill dealing with the coal strike,” his committee had 
decided that “in view of the fact the Senate now has before 
it for consideration an amendment to the Case bill, which has 
already passed the House and which proposed amendment is 
substantially the same and has. the same objective as H. R. 
6259, that the best procedure would be to await the action of 
the Senate on the amendment to the Case bill rather than to 
have the same proposed legislation moving in onvosite direc- 
tions between the two Houses, with the legislative complica- 
tions and difficulties which that procedure would entail.” 

The rewritten version of H. R. 6259, introduced by Repre- 
sentative Robertson, of Virginia, would amend the criminal 
code by adding thereto the following provision, among others: 

“Whoever, by the use or express or implied threat of the 
use of force, violence, intimidation or duress, or by the use 
or express or implied threat of the use of other means, coerces, 
compels, or constrains or attempts to coerce, compel, or con- 
strain any person, firm or corporation to pay or deliver or 
agree to pay or deliver, any money or other thing of value 
as, or in the nature of, a tribute, levy, exaction, or royalty 
for the privilege of, or or account of, producing, preparing, 
manufacturing, mining, repairing, or distributing any article, 
material, goods, or commodity in or for commerce shall be 
imprisoned not more than one year or fined not more than 
$5,000, or both.” The definition of the word “commerce” in 
the bill includes the state that “‘ ‘commerce’ means trade, traf- 
fic, commerce, transportation, or communication among the 
several states.” 


Coast Guard and Customs Involved 
in Reorganization Plan 


In reorganization plan No. 3 submitted to Congress by 
President Truman under the reorganization act of 1945, pro- 
vision is made for continuing the arrangement under which the 
functions of the Bureau of Marine Inspection and Navigation 
were transferred from the Department of Commerce to the 
Coast Guard and the Bureau of Customs in 1942 by executive 
order under the first war powers act. The President said this 
arrangement had been proved successful by the experience of 
the last four years. As to the changes proposed the President’s 
message continued: 


United States Coast Guard: The principal functions of the Bureau 
of Marine Inspection and Navigation were those of the inspection of 
vessels and their equipment, the licensing and certificating of officers 
and seamen, and related functions designed to safeguard the safety of 
life and property at sea. Thus these functions are related to the regu- 
lar activities and general purposes of the Coast Guard. The Coast Guard 
administered them successfully during the tremendous expansien of 
wartime shipping, by virtue of improvements in organization and pro- 
gram, many of which ought to be continued. 

The plan also transfers to the Coast Guard the functions of the 
Collectors of Customs relating to the award of numbers to undocu- 
mented vessels. These functions, too, were temporarily transferred to 
the Coast Guard in 1942. 

Bureau of Customs: The plan transfers to the Commossioner of 
Customs the functions of the Bureau of Marine Inspection and Naviga- 
tion and the Secretary of Commerce relating to the documentation of 
vessels, measurement of vessels, administration of tonnage tax and 


tolls, entry and clearance of vessels and aircraft, regulation of coast- 
wise trade and fisheries, recording of conveyances and mortgages of 
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vessels, and protection of steerage passengers. These functions have 
always been performed at the ports by the Customs Service, although 
legal responsibility for their supervision was vested in the Bureau of 
Marine Inspection and Navigation and the Secretary of Commerce 
until transferred temporarily to the Commissioner of Customs under 
the wartime reorganization power. 


The proposed transfer will permit more efficient administration by 
ending divided responsibility. 


ADMINISTRATIVE PROCEDURE BILL 


The House rules committee has granted a rule under which 
House consideration of S. 7, the administrative procedure bill 
passed by the Senate and reported, in an amended form, by 


i a judiciary committee (see Traffic World, May 11, p. 
1443). ue 2a 


AIR MAIL REDUCED POSTAGE BILL 


The House has passed and sent to the Senate H. R. 5560, 
the bill reducing the first-class air mail rate from 8 cents to 5 
cents an ounce. There was no debate on the measure. It was 
explained that the bill had the approval of the Post Office De- 


partment and of the House committee on the post office and 
post roads. 


House Passes Bill Limiting 
Time of Filing U. S. Suits 


The House has passed and sent to the Senate H. R. 2788, 
to amend title 28 of the United States Code in regard to the 
limitations of certain actions by the United States. A commit- 
tee report on the bill explained that, as to certain suits by the 
government as to which there was now no limitation as to the 
time within which court action might be instituted, the bill 
required that all causes of action accruing after its enactment 
must be commenced within a year, and that all causes of action 
that had accrued prior to such enactment and not already 
barred by any applicable statute of limitation must be com- 
menced within six months after such enactment. 

The committee said in its report that among causes of 
action affected by the bill were the following: 


Suits for treble damages ‘and costs including attorney fees for 
violation of the anti-trust laws; suits for wages due merchant seamen, 
plus penalties; suit by the United States to recover penalty of $1,000 
a day from common carriers by water for failure to file with the 
Maritime Commission copies of certain agreements with other carriers, 
and suits against common carriers subject to the provisions of chapter 
1 of title 49, U. S. Code, for violation of provisions of that chapter. 


In the course of debate in the House, the bill was amended 
so as to make the limitation two years instead of one. 


Group Solicits Views Concerning 
Rail Freight Cost Resolution 


In a luncheon-meeting in Washington, D. C., attended by 
several persons who had been invited by Harry Bortin, a Wash- 
ington attorney, for the purpose of enlisting support for S. J. 
Res. 69, the Stewart resolution to provide for preparation and 
publication as an official document of railroad cost scales or 
tables and related information, a resolution was adopted sug- 
gesting to the Senate interstate commerce subcommittee in 
charge of S. J. Res. 69 that it invite expressions of views with 
respect to this proposed legislation from all who testified or 
submitted statements or letters for or against H. R. 2536, the 
so-called Bulwinkle bill to exempt Commission-approved agree- 
ments between carriers from application of the anti-trust laws. 

The resolution adopted at the luncheon set forth in a pre- 
amble that just, reasonable and non-discriminatory freight 
rates were “the ultimate objectives for which the Bulwinkle 
bill (H. R. 2536) and S. J. Res. 69, with their proposed amend- 
ments; were designed to attain with greater effectiveness than 
heretofore.” 

Mr. Bortin brought to the attention of those present at the 
luncheon a letter he had addressed to Governor Arnall, of 
Georgia, in which he said that definite standards were ‘a nec- 
essary sine qua non” for measuring, testing and determining the 
minimum and maximum freight rates, “the lawful ‘zone of 
reasonableness’ and the other indefinite legislative standards 
. . . prescribed by Congress for the Commission’s guidance in 
regulating freight rates and other provisions of the act to regu- 
late commerce and amendments thereto.” 

The Commission, Mr. Bortin wrote, discouraged and re- 
sented constructive proposals for developing ‘‘more definite 
quantitative and qualitative standards, simplified procedures, 
yardsticks and criteria for translating the foregoing indefinite 
legislative standards into practical results which could be read- 
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ily understood, verified, tested, and applied with reasonable 
economy to specific cases by all interested parties in all pro- 
ceedings, whether bearing on costs, rates or other major factors 
influencing freight rates.” ; 

After averring that the Commission had opposed tests of 
cost-finding procedures, Mr. Bortin, in his letter, continued: 

“The most recent example ... appears in the record of 
my correspondence with them relating to the proposal for test- 
ing and verifying the two available (Dr. Edwards’ and mine) 
cost formulae and procedures so that the resulting costs by 
the one which is judged the most accurate, applicable and re- 
uy vara be the ‘authoritative’ costs required under S. J. 

OS; OG. :.)s..! . 

The group present at the luncheon elected William H. 

Arkin, of Arlington, Va., as its secretary. 


No Rate Specialists for $5,000 
or $6,000, Says Sheppard 


In discussion of transportation charges paid by the Navy 
while the Navy Department appropriations subcommittee of 
the House appropriations committee was holding hearings on 
the Navy appropriation bill, question arose as to employment 
of “rate specialists” with a view of saving money by obtaining 
reasonable freight rates for Navy shipments. 

Told that the Navy had set up as civil service jobs “in 
the high CAF ratings as transportation specialists” which 
meant that between $5,000 and $6,000 could be paid for such 
specialists, Representative Sheppard, of California, chairman 
of the subcommittee, said: 


You cannot get rate specialists for that kind of money. I am 
sorry, but you just can not do it; it is not in the cards. There are so 
few of them throughout the United States who are in the category 
of rate specialists who are qualified to present cases before the I. C. C. 
that I do not believe that you can get competent rate specialists for 
that amount of money in the Navy. The average attorney who is a 
specialist in rate operations and who practices before the Commission 
gets some $18,000 10 $25,000 a year, and if he is on a contingent-fee 
basis, in many instances he gets more than that. 


When Representative Sheppard suggested that the Navy 
might employ a rate specialist on a percentage basis, Navy 
officials said there was no authority for the Navy Department 
to enter into such a contract. 


Increase in Freight Loading 
Over Preceding Week 


Loading of revenue freight the week ended May 18 to- 
taled 688,240 cars, according to the Association of American 
Railroads. This was a decrease below the corresponding week 
of 1945 of 180,674 cars, by 20.8 per cent, and a decrease below 
the same week in 1944 of 181,835 cars or 20.9 per cent. 

Loading of revenue freight for the week ended May 18, 
increased 3,298 cars or five-tenths of one per cent above the 
preceding week. 

Miscellaneous freight loading totaled 307,247 cars, a de- 
crease of 81,814 cars below the preceding week, and a decrease 
of 97,694 cars below the corresponding week in 1945. 

Loading of merchandise less-than-carload lot freight totaled 
119,360 cars, a decrease of 7,608 cars below the preceding week, 
but an increase of 10,943 cars above the corresponding week in 
1945. 

Coal loading amounted to 139,497 cars, an increase of 
104,924 cars above the preceding week but a decrease of 9,141 
cars below the corresponding week in 1945, due to coal strike. 

Grain and grain products loading totaled 42,138 cars, an 
increase of 990 cars above the preceding week but a decrease 
of 11,051 cars below the corresponding week in 1945. In the 
Western Districts alone, grain and grain products loading for 
the week of May 18 totaled 28,685 cars, an increase of 1,514 
cars above the preceding week but a decrease of 8,179 cars 
below the corresponding week in 1945. 

Live stock loading amounted to 14,635 cars, a decrease of 
1,387 cars below the preceding week but an increase of 333 
above the corresponding week in 1945. In the Western Districts 
alone loading of live stock for the week of May 18 totaled 10,- 
837 cars, a decrease of 1,406 cars below the preceding week 
and a decrease of 19 cars below the corresponding week in 
1945 

Forest products loading totaled 34,820 cars, a decrease of 
11,083 cars below the preceding week and a decrease of 8,983 
cars below the corresponding week in 1945. 

Ore loading amounted to 25,581 cars, a decrease of 593 
cars below the preveding week and a decronse of 55,378 cars 
below the corresponding week in 1945. 
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Coke loading amounted to 4,962 cars, a decrease of 131 cars 
below the preceding week, and a decrease of 9,703 cars below 
the corresponding week in 1945. 

All districts reported decreases compared with the corre- 
sponding weeks in 1945 and 1944. 


1946 1945 1944 

4 weeks of January ......... 2,883,620 3,003,655 3,158,700 
4 weeks of February ........ 2,866,710 3,052,487 3,154,116 
5S weeks of March ........... 3,982,229 4,022,088 3,916,037 
4 weeks of April ............ 2,604,552 3,377,335 3,275,846 
eee Se 671,311 866,034 835,538 
Week Of BAY: 82 oo... sibs ccces 684,942 838,764 867,182 
WORE GE POY 86 since occ 688,240 868,914 870,075 

MIND Sisaeccxicaicu ahha Sean 14,381,604 16,029,277 16,077,494 


National Transport Situation 
Reviewed by Kendall 


Car service division of A. A. R. swamped with terrific 
volume of inquiries account freight embargo. Freight 
loading forecasts “off” only 3.4 per cent in 19 years. 
Observance of car service rules discussed 


An indication of the pressure that was felt by the staff of 
the car service division of the Association of American Rail- 
roads in connection with “the first nationwide embargo on rail, 
express and parcel post’ becoming effective May 10 as the 
result of the coal strike, is revealed in the monthly review of 
the transportation situation prepared by W. C. Kendall, chair- 
man of the car service division. 

The embargo restrictions were suspended or lifted May 13 
due to the truce in the coal strike. 

“While the car service division received and processed sev- 
eral thousand applications for permits in a period of several 
days and discussed the matter with all who called I feel that 
the shipping public cooperated splendidly during the time prior 
to and during the life of this embargo,” said Chairman Kendall. 
“There was general understanding of the serious situation con- 
fronting the carriers in the event coal mining was not resumed 
and our investigation of permit applications indicated that ship- 
pers and receivers were reducing their requests 10 immediate 
and essential needs. 


“I should like to take this opportunity to express to the 
members of the Shippers Advisory Boards and the shippers 
generally the full appreciation of the officers and staff of the 
car service division for the considerate and helpful manner in 
which they approached this problem. The car service division is 
nothing more than a service institution and our constant aim 
is to serve both the railroads and the shippers and receivers 
who are their patrons. This thought was constantly in all of 
our minds during the recent emergency and if in any cases 
we failed to serve anyone asking for information or help this 
was due only to the fact that we were literally swamped with 
a terrific volume of inquiries by phone, letter and telegraph, 
and by a constant stream of callers.” 


Turn Around Time, Etc. 


The report shows that for April there was the following 
average turn around for freight cars based on serviceable rail- 
road and private cars on line: Box, 12.96 days; refrigerator, 
22.57 days; gondolas, 21.12 days; hoppers, 39.64 days (not 
representative due to coal strike); stock, 19.80 days; flat, 22.23 
days; tank, 15.70 days; total, 18.43 days. 


As of April 1 the railroads owned 1,680,076 serviceable cars 
as against 1,718,826 April 1, 1945, and 1,710,808 April 1, 1944. 

The latest reports by railroad agents to car efficiency com- 
mittees throughout the forty-tight states cover checks made on 
four Fridays in April. Of 373,787 cars checked in the posses- 
sion of consignees 67,197 had been held over the free time of 
48 hours resulting in an average percentage of detention for 
the month of 17.98—the lowest since November of last year 
when the total average was 16.53 per cent. 


Advisory Board Loading Estimates 


Commenting favorably on the accuracy of the national 
freight loading forecasts of the Shipper Advisory Boards, Chair- 
man Kendall said in the 19 years since the commencement of 
these forecasts there had been 74 quarterly issues and a com- 
pilation showed that in said period the commodity estimates in- 
dicated requirements totaling 473,425,000 cars. Subsequent rail- 
road reports showed, said he, that actual shipments covering 
these estimates amounted to 457,562,000 carloads of freight. 
He said the total advance estimates for the years indicated were 
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therefore only 3.4 per cent higher than the subsequent actual 
shipments—truly a remarkable record. 


Car Supply Survey 


Chairman Kendall, reviewing the open top car situation, 
urged all concerned to renew wartime measures for prompt 
release and movement of coal cars and thereby assure maximum 
coal production while the mines continued working. Heavy cur- 
tailment in steel operations caused by the coal strike had re- 
sulted in a temporary surplus of gondolas in the eastern terri- 
tory, particularly the mill type, said he. At the same time, 
requirements were on a high level in the Pacific Coast states. 
With resumption of coal and steel loading, gondolas of all types 
would be shortly in heavy demand. There were heavy demands 
for flats at west coast ports to move cargoes of returned military 
equipment; otherwise the flat car supply was easy but tighten- 
ing up rapidly as steel and agricultural equipment plants re- 
turn to full production. Road building and other construction 
work had kept all covered hoppers in active service and there 
was a brisk demand for these cars. 


Box Cars 


Since the latter part of March. said Chairman Kendall, car- 
loadings of grain and grain products had been tapering off. 
The low was reached the week ended April 27 when only 33.- 
103 cars were loaded—the lowest for any week since Mav 4, 
1942. Since May 4 this year loadings have picked up. On Sat- 
urday, May 11, there were 53 country elevators reported blocked 
for lack of cars. Notwithstanding the sharp decrease in load- 
ings of grain and grain products. the requirements for box cars 
for other commodities are continuing on a high level as evi- 
denced by an average in excess of 378,000 box cars loaded a 
week in the eight weeks ended April 27 which eavalled the peak 
seasonal loadings in October, 1945, and exceeded those im- 
mediately prior to V-J Day. With the continued progress in 
reconversion and the start of the 1946 grain harvest, require- 
ments for box cars will continue to increase. It will be neces- 
sary this year, as in the past, to augment the normal flow of 
empty box to western grain loading roads, by special directives. 


Other Cars 


Requirements for auto cars of the tvpes used for loading 
set-up vehicles and parts have been extremely heavy. There 
has been a slight decrease in last few davs caused by interrup- 
tion of production. Supply of cars has been adequate to take 
care of requirements. 

Loading of watermelons has been reported at certain loca- 
tions in Florida, and with favorable weather conditions prevail- 
ing it is expected such loading will increase until the mid-sum- 
mer peak is reached. 


Loading of stock in both single and double deck cars con- 
tinues heavy, but all requirements are being currently met. 
Total loadings of livestock since the beginning of this year are 
13.8 per cent above the corresponding period in 1945 and 11.2 
per cent above 1944. 


Perishable loading continues at an all-time high. While all 
orders have been protected on a current basis up to this time, a 
shortage of refrigerator cars may develop about the middle or 
latter part of May. 


The volume of L. C. L. freight offered to railroads con- 
tinues heavy. 


Mexican Embargo Still in Effect 


Car service division embargo 400 requiring permits from 
the car service division on carload traffic going to Mexico when 
routed via National Railways of Mexico continues in effect. 
There has been a substantial reduction in the number of U: S. 
cars in Mexico, due to O. D. T. directive that the number of 
U. S. cars in Mexico be reduced by about 2.000 units before the 
end of June and improved performance of the National Rail- 
ways of Mexico in returning U. S. owned cars. 


Export Situation 


Reviewing the export situation, Chairman Kendall said: 


The movement of export freight through U. S. ports for the month 
of April was 58% below that of April, 1945. Total number of cars 
unloaded was 86,104 as compared with 206,070. 

Of the 86,104, 7,436 were grain and 2,670 were coastal freight, leav- 
ing 75,998 other export. The decrease at north Atlantic ports was 54% 
April 1946 versus April 1945; at south Atlantic and Gulf ports 25% and 
at Pacific Coast ports 81%. 

Practically all of these decreases represent decreased movement of 
military freight, April 1945, being one of the heavy months of the war, 
particularly at Pacific Coast ports. 

The volume of commercial freight and freight moving to the Relief 
countries continues in heavy volume. 


Car Service Rules 


On the subject of observance of car service rules, Chair- 
man Kendall said: 
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The subject of car service rules observance has been before the 
board of directors of the Association and the subject has been discussed 
among individual railroads as to the best method of bringing about an 
improved return of equipment to the home roads that a more satisfac- 
tory repair program can be maintained, as well as to relocate cars to 
home territory where they will best serve requirements. 

It has been decided, considering present and prospective require- 
ments for box cars, the need for the country as a whole can best be met 
by the use of special car orders for improving deliveries of box car 
equipment to railroads as may be necessary to meet peak or emergency 
movements. In view’of this, a program of full observance of car service 
rules is not believed practicable at this time. However, in order to 
improve the percentage of ownership on home roads and to make box 


equipment available for upgrading in home shops, the following program 
will be adopted: 


1—All roads to load cars at freight stations and transfers in accord- 
ance with car service rules to the fullest extent practicable. 

2—Confine home cars to loading to on-line destinations as far as 
practicable. 

3—Select foreign cars for off-line loading in the direction of home 
where practicable. 

4—Set up a program with industry to secure their cooperation in 
loading in accordance with car service rules. The foregoing to be 
undertaken so far as it can be done without disrupting the box car 
supply. 

5—The present situation with respect to the handling of open top 
equipment, including flat cars, is such that it is anticipated there 
will be no difficulty in requiring that these cars be handled in accord- 
ance with the car service rules or in accordance with directions issued 
by the car service division. 

Any practices now in effect between railroads to eliminate cir- 
cuitous empty mileage should be continued, whether such practices 
result from direct arrangements with connections or through action 
taken by the car service division. 

The program outlined in paragraphs 1 to 4 inclusive will need 
effective policing. To this end it will be. necessary that individual 
railroads intensify their supervision of.car handling that the results desired 
may be obtained. With respect to paragraph 4, the car service divi- 
sion will further assist in obtaining car service rules observance by 


action through the membership of the Shippers Regional Advisory 
Boards. 


April Revenue Ton-Miles 
35 Per Cent Under April, 1945 


The volume of freight traffic, handled by Class I railroads 
in April, 1946, measured in ton-miles of revenue freight, 
amounted to about 40,000,000,000 ton-miles, according to a 
preliminary estimate based on reports received from the rail- 
roads by the Association of American Railroads. The decrease 
under April 1945, was about 35 per cent, due in part to the 
stoppage in butuminous coal production. 

Revenue ton-miles of service performed by Class I railroads 
in the first four months of 1946 were 21.8 per cent under 1945, 
and 23.4 per cent less than in the corresponding period two 
years ago. 

The following table summarized revenue ton-miles for the 
first four months of 1946 and 1945: 


Per Cent 

1946 1945 Change 

SOME, odo dodseccescccnees 48,241,378,000 56,808,024,000 dec. 15.1 
UIE Soin dd pian 4 Sura wwieie 45,089,938,000 55,425,307,000 dec. 18.6 
NE ins cahinss i cio eink cieve a eins a 52,800,000,000 64,424,041,000 dec. 18.0 
MEET dedesutonsaesseencees b 40,000,000,000 61,406,982,000 dec. 35.0 
Total 4: months ........ 186,100,000,000 238,064,354,000 dec. 21.8 


a—Revised estimate 
b—Preliminary estimate 
ee 


Revenue Traffic Statistics 


Ton-miles of revenue freight handled by Class I steam 
railways, exclusive of switching and terminal companies to- 
taled 45,089,938,000 in February, 1946, as compared with 55,- 
425,307,000 in February, 1945, and 93,326,513,000 in the two 
months ended with February, 1946, as compared with 112,233,- 
332,000 in the like 1945 period, according to a compilation by 
the Commission’s Bureau of Transport Economics and Sta- 
Legged of revenue traffic statistics of those roads, statement 

Revenue tons carried in February, 1946, amounted to 191,- 
832,231, as against 218,044,243 in February last year, and 397,- 
087,734 in the two months ended with February, 1946, as com- 
pared with 444,388,499 in the like 1945 period. Freight revenue 
totaled $421,496,468 in February, 1946, compared with $536,705,- 
204 in February, 1945, and $875,099,220 in the two months 
ended with February, 1946, as compared with $1,095,408,305 in 


“the comparable 1945 period. 


Revenue passengers carried totaled 65,077,610, and pas- 
senger revenues totaled $114,644,198, in February, 1946, as 
compared with 68,061,004 passengers and revenues of $125,846,- 
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807 in February, 1945. For the two months ended with Febru- 
ary, 1946, revenue passengers carried numbered 137,352,228 
and passenger revenues totaled $252,241,714, as against 143,049,- 
293 revenue passengers and passenger revenues of $265,093,977 
in the comparable months of 1945. E 

Freight traffic averages for February, 1946, compared with 
February, 1945, respectively, were reported as follows: 

Miles a revenue ton a road, 235 and 254.2; revenue a ton- 
a 0.935 cent and 0.968 cent; revenue a ton a road, $2.20 and 

For the two months ended with February, 1946, compared 
with the like 1945 period, freight traffic averages were, re- 
spectively: 

Miles a revenue ton a road, 235 and 252.6; revenue a ton- 
—¥ yy cent and 0.976 cent; revenue a ton a road, $2.20 
an 46. 


RAIL FINANCIAL DATA 

At the end of February, 1946, Class I railroads, exclusive 
of switching and terminal companies, had~total current assets 
of $4,334,211,246, including $1,078,522,037 in cash and $1,582,- 
130,666 in temporary cash investments as compared with §&5 - 
055,135,692, including $1,136,057,604 in cash and $1,874,786,177 in 
temporary cash investments, at the end of February, 1945, ac- 
cording to statement M-125, selected income and balance-sheet 
items of those roads, prepared by the Commission’s Bureau of 
Transport Economics and Statistics. 

The statement showed that $134,128,195 of funded debt 
would mature within six months from February 28, 1946. This 
compared with funded debt of $102,370,868 matured in the 
comparable period of last year. 

Total current liabilities stood at $2.073,773,814 at the end of 
February, 1946, as against $3,223.271.325 at the end of February, 
1945. Included in the current liabilities were accured tax lia- 
bility to $785,665,285 at the end of February, 1946, as against 
$1,839,504,338 at the end of February, 1946. U. S. Government 
taxes accounted for $654,290,319 of the accrued tax liability at 


the end of February, 1946, as against $1,701,516,131 at the end of 
February, 1945. 


FREIGHT COMMODITY STATISTICS 

The Commission has issued statement No. 4611, prepared 
by its Bureau of Transport Economics and Statistics, of tons of 
revenue freight originated, and tons terminated, by classes of 
commodities and regions, by Class I steam railways in the cal- 
endar year 1945. 

The statement shows a total of carload and lI. c. 1. revenue 
freight originated of 1,424,913.308 tons. and 1.329.875.027 tons 
terminated. total tons of freight traffic (includine duplications), 
2,823.991.548, and freight revenues of $6.949,258.147. 

Carload traffic accounted for 35,196.502 carloads or 1,404,- 
080.159 tons of revenue freight originated; 33.722.748 carloads, 
or 1.309.423,863 tons. terminated; total freight traffic (including 
duplications) of 73,770,867 carloads. or 2,782,777,180 tons, and 
carload freight revenues of $6,563,299,959. 

Forwarder traffic, included in manufactures and miscel- 
laneous, accounted for 183,543 carloads, or 3,332,257 tons of 
revenue freight originated; 198,031, or 3,528,031 tons. of rev- 
enue freight terminated; and 412.997 carloads, or 7.466.918 
total (including duplications), with freight revenue of $72,330,- 
830. 


FREIGHT CAR REPORT 


U. S. railroads reported a daily average surplus of 154,020 
freight cars, and a daily average shortage of 1,948 freight cars 
for the week ended May 11, according to the car service division 
of the Association of American Railroads. 

The surplus was made up as follows: Plain box. 2.831; auto 
box, 1,040; flat. 1.891; gondola, 25,470; hopper, 116,130; and 
miscellaneous, 6,658. 

The shortage was made up as follows: Plain box. 1,689; auto 
box, 130; flat, 80; gondola, 36: and miscellaneous, 13. 





Increase in Freight Cars 
on Order Reported 


Class I railroads on May 1, 1946, had 39.708 new freight 
cars on order, according to the Association of American Rail- 
roads. On the same date last year, thev had 33,727 on order. 

New freight cars on order May 1 this vear included 12,670 
hopper, including 3,483 covered hopners; 5.261 gondolas. 1,163 
flat, 12,647 plain box, 6.309 automobile, 1,558 refrigerator, and 
100 miscellaneous freight cars. ; 

They also had 490 locomotives on order May 1, this year, 
compared with 554 on the same day in 1945. The number on 
order on May 1, 1946, included 74 steam, six electric and 410 
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Diesel locomotives compared with 125 steam, two electric and 
427 Diesel one year ago. " ; 

Class I railroads put 11,115 new freight cars in service in 
the first four months in 1946 compared with 16,314 in the 
same period last year. Those installed in the first four months 
this year included 3,823 hopper, including 583 covered hoppers, 
2,005 gondolas, 19 refrigerator, 55 flat, 894 automobile box and 
4,319 plain box freight cars. 

They also put 59 new locomotives in service in the first 
four months this year, of which 29 were steam, and 30 were 
Diesel. New locomotives installed in the same period last year 
totaled 191, of which there were 32 steam, and 159 were Diesel. 


PERISHABLE EXPRESS SHIPMENTS UP 

A rise of 30 per cent in the volume of perishable loads han- 
dled last year in express refrigerator cars is indicated in a 
review recently compiled by the general superintendent of 
transportation for Railway Express Agency in Chicago. A total 
of 9,201 solid carloads, or 2,300 more than in 1944, moved in 
passenger trains on American railroads. Less-carload perishable 
business was not included in the survey. 

Cherries and berries required the largest number of the 
pool of 1,500 specially equipped refrigerator cars. There were 
2,043 cars of berries, 58 per cent more than in 1944, and 2,140 
cars of cherries, many on trans-continental movement, a 40 per 
cent increase. Other important food items handled in refrigera- 
tor cars were: Fish. 986 cars; tomato plants, 700 cars; asparagus, 
646 cars; grapes, 494 cars; mixed vegetables, 326 cars; tomatoes, 
206 cars; and lettuce, 201 cars. 

Illinois topped the list in number of destination points, in 
most cases the principal cities in each state, with a total of 
1,462, while New Jersey was second with 1,262, and New York 
third with 1.101. Massachusetts, Pennsylvania. Michigan and 
Ohio were next in order. 


Eastern Railroads Study 
Black Market in Pullman Space 


At meetine of the Eastern Railroad Presidents Conference, 
May 16, G. Metzman. chairman. presented the subject of al- 
leged black marketing in the purchase of Pullman reservations 
on passenger trains. 

“This subject has been studied almost continuously by the 
railroads’ Passenger Traffic Managers during recent years in 
an effort to prevent the black marketing of Pullman space.” 
said the conference. “In instances where positive evidence could 
be obtained prosecutions and convictions were progressed. How- 
ever, as is prevalent in other black market situations. great 
difficulty has been experienced in obtaining specific information 
which would enable conviction of the parties involved. Wher- 
ever this evidence is made available and it can be properly 
utilized suitable action is taken. Services of the Federal Bureau 
of Investigation and nationally known investigating agencies 
have been used to develop to what extent the alleged practices 

* exist. In addition, the passenger traffic managers have studied 
various remedies suggested to prevent misuse of Pullman res- 
ervations, and have been requested to continue to study all of 
thee and others as may be made available working toward cor- 
rection of any improper conditions. 

“In a number of the large eastern and middle west cities 
and in two eastern states the railroads and the Office of De- 
fense Transportation sponsored ordinances and laws, which 
were subsequently adopted, to control the sale of space by 
hotel, tourist agencies, and others acting for the public, limiting 
the fee for such service to one dollar above the regular filed 
tariff for rail or Pullman fares, anv violation thercof to be sub- 
ject to the penalty of fine and imprisonment. 


BENZENE HANDLING MANUAL 


The hazards of benzene, together with precautions to be 
taken against injury, are comprehensively treated in ‘Chemical 
Safety Data Sheet—Benzene,” published by the Manufacturing 
Chemists’ Association of the United States, Washington, D. C., 
which says: 


Designed for supervisory staffs and management, this manual pre- 
sents in concise form essential information on the safe handling and 
use of chemical products. It is the second of a series of product safety 
manuals being prepared by the Association. 

The Benzene manual sets forth the important physical and chemical 
properties of this product; its hazardous characteristics, both physio- 
logical and flammable; usual shipping containers, and methods for their 
unloading and emptying; container storage and handling; requirements 
for caution labels, and suggested personal protective equipment; medi- 
cal controls, and first aid. The medical information in the manual has 
been prepared by a special advisory committee of qualified physicians 
and toxicologists. 

Copies of ‘‘Chemical Safety Data Sheet—Benzene’’ may be procured 
at 25 cents a copy from the Manufacturing Chemists’ Association, 
608 Woodward Building, Washington 5, D. C. 
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Standardization and grading 
play a more and more important 
part in distribution as the arts of 
scientfic judgment and efficient 
marketing advance. This article 
discusses the various factors that 
go to make up the principles of 
standardization on which grading 
is founded. 

“Perhaps the advantages of 
standardization and grading may 
be eptomized by saying that mar- 
keting is facilitated by standardi- 
zation and grading as a conse- 
quence of the knowledge by all 
who deal in the goods that either 
they are as described, judged by 
recognized and objective standards 
and grades, or the buyer has a 
good case for legal action against 
the vendor for misrepresentation 
which is an actionable breach of 
contract,” says the author. 

Peculiarly, he points out, one of 
the things most needing standard- 
ization is the very language of 
grading. Herein the reader may 
discover, among other things, why 
some second-grade products are 
designated in the trade as “first 
grade.” 





* Two important and related aspects 
of marketing goods are the estab- 
lishment of standards of quantity and 
quality of the goods, and the division 
of the goods of approximately identical 
characteristics into grades. The market- 
ing of goods requires that there be (1) 
recognized monetary standards through 
national currencies and _ international 
exchange, (2) recognized standards of 
weights and measures, established and 
enforced by competent authority (3) 
recognized standards of size, appearance 
and other aspects of quality, and (4) 
recognized grades or divisions of the 
goods into related groups. 

The first two forms of standardiza- 
tion—money and weights and measures 
—have developed as a result of centuries 
of trade. Monetary problems have be- 
come specialized technical problems of 
national and international finance, and 
problems of weights and measures have 
become questions of enforcement and the 
reconciliation or equivalency of one sys- 
tem of weights and measures with those 
of other nations. 

It is apparent that certainty in mone- 
tary and quantitative standards is im- 
paired when corresponding standards of 
quality and recognized sub-divisions or 
grades are lacking. The present discus- 
sion is confined chiefly to the latter two 
aspects of standardization and grading. 


Standardization 


Standardization is defined, generally, 
as the comparison of objects to a recog- 
nized and established basis or rule of 
measurement, and the determination of 
the basic limits of products so that the 
goods may be brought into conformity 
with the standards. More specifically, as 
used in marketing, it is the measurement 
and designation of the quality of goods 
according to certain criteria (which will 
be discussed later) within basic limits 
applicable to the various classes or kinds 
of goods. Standards are or may be 
equivalent to basic or fundamental spe- 
cifications as a means of establishing 
absolute quality. By standardization 
goods are brought into conformity with 
established types, characteristics or sizes. 


Marketing and Traffic 
Management 


In this, the Twelfth of a Series of Fifteen Articles Deal- 
ing with the General Subject of the Relations of Traffic 
Management to the Broader Field of Marketing, the 
Subject is the Standardization and Grading of Goods 
and the Part Played by the Process in Distribution 


By G. LLOYD WILSON 


Standards may be and are fixed ac- 
cording to characteristics of the goods 
of importance to their use in industry 
or by consumers, such as: 


1. The size of the goods, when size is an 
important characteristic. 

2. The color of the goods, when conformity 
to standards of color is an item of value. 

3. The general appearance of the goods— 
whether clear or dirty. 

4, The chemical or metallurgical composi- 


tion of the articles, particularly when the 


percentage of certain chemical or metallic 
ingredients is an element of quality. 

5. The strength of the articles, as measured 
by recognized standards of strength. 

6. The shape of the goods, or the freedom 
from oddities or irregularity in shape, when 
this attribute of the goods is of importance. 

7. The density or specific gravity of the 
product. 

8. The amount of foreign material or adul- 
terants in the goods, or their freedom from 
them. 

9. The relative sweetness above or below a 
recognized standard. 

10. The degree of maturity or ripeness. 

11. The length of the fibre or staple, as in 
wool or cotton. 

12. The finish of the goods. 

13. The ability of the goods to resist forces 
of wear, or other attributes of durability, 
when these characteristics are measurable by 
recognized standards. 

14. Combinations of several of these char- 
acteristics or attributes. 


It should be noted that standards are 
applied either to measure certain mini- 
mum positive standards of superior qual- 
ity or utility, or certain maximum nega- 
tive standards of inferior or disutility. 


Grading 


Grading is the division of goods into 
steps, classes or grades in the rank or 
order of their quality. Goods which 
possess approximately the same quality 
characteristics are sorted or placed in 
the same grades. In some cases; the 
units of goods are sorted into lots which 
conform to the standards set up for each 
grade. In other instances, samples of the 
lots of the goods are inspected to deter- 
mine the class or grade to which the 
lot conforms. The latter process is some- 
times called “sample grading” or “class- 
ing.” 


Objects of Standardization and Grading 


The object of standardization and 
grading is to prepare the goods so as to 
satisfy the requirements of consumers 
and middlemen. By these twin processes, 
goods of various kinds and qualities may 
be described in objective terms under- 
standable by buyers and sellers, and 
standardized terms may be used to de- 





scribe goods of the same general char- 
acteristics. 

It is unfortunate but true that one of 
the defects in standardization and grad- 
ing in marketing is the fact that the 
nomenclature itself is not standardized. 

Standards are sometimes referred to 
as grades, and the process of standardi- 
zation is called grading. In some com- 
modities, grades are established accord- 
ing to quality, and size is not considered 
an attribute of gradin~ but separate 
size grades are recognied in addition 
quality grades. Standardization is often 
discussed as a process undertaken by 
producers or manufacturers and scant 
attention is given to the standards set 
up by buyers’ specifications or require- 
ments. 

It is suggested that the term stand- 
ardization should be used to describe the 
divisions or sorting of goods into classes 
according to quality or size within the 
limits of the standards of the grades to 
which the goods conform. Grading is the 
measurement of relative quality judged 
bv the criteria discussed above, while 
standardization is the setting of absolute 
standards. 


Standards are not fixed or immutable, 
but subject to change as a result of: 


1. Technological progress and changes 
in the arts of production or manufacture. 

2. Improvement in the stock of ani- 
mals or plant life. 

3. The refinement of trade and indus- 
trial requirements, as expressed in. the 
specifications. 

4. The development of more exacting 
standards and more discriminating taste 
by consumers. 

Standards should be sufficiently mu- 
table to reflect the changes demanded 
by progress; but they should not change 
so rapidly as to lose their significance 
and meaning. The lag, however, should 
not be too far behind material and sub- 
stantial changes in market demand. If 
it is, it tends to depreciate the value of 
standards as criteria of judgment of the 
value of the goods. 


Methods of Standardization and Grading 


Standardization and grading may be 
and is done in a variety of ways, de- 
pending on the properties or attributes 
of the commodity involved, trade cus 
toms and practices, availability of ap- 
paratus for testing and measurement, 
knowledge of scientific techniques, and 
availability of trained personnel to per- 
form the services. 

Among the methods used in marketing 
standardization and grading are: 
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1. Inspection against detailed specifications. 

2. Inspection by expert judgment of trained 
and experienced graders or inspectors. 

3. Testing by sensory impressions such as 
tasting, feeling, smelling, listening or seeing. 

4. Chemical analysis. 

5. Microscopic examination. 

6. Biological analysis. 

7. Testing machines or apparatus. 

8. Metallurgical testing. 

9. Physical testing. 

10. Use of weights and measures. 


As the state of the arts advances, cor- 
responding advances are made in the 
techniques of tests and measurement. 
New products and processes call for new 
standards and improvements in the tech- 
niques of science make possible greater 
refinements in standardization and grad- 
ing. 

Standards and grading practices de- 
velop in a number of ways. In some 
cases they are the results of trade usage, 
sometimes very ancient in origin. They 
represent the practices and customs of 
the merchants and guilds of centuries’ 
standing. Trade associations or other 
organizations of producers, manufactur- 
ers or traders are responsible for some 
of the practices. Some of them are the 
result of action taken by the members 
of organized commodity or produce ex- 
changes. In some instances the stand- 
ards and grades were established or 
stated in N. R. A. codes and, although 
the codes have passed into discard, these 
practices have survived. In some cases, 
the standards and grades are established 
by government agencies, often as a re- 
sult of consultation of government repre- 
sentatives with those in the trades as 
producers or distributors, or with con- 
sumers’ representatives. The American 
Standards Association works with pro- 
ducers, manufacturers, buyers, dealers 
and consumers, and with organizations’ 
representing these groups. This associa- 
tion has worked out and published 
standards for many commodities im- 
portant in marketing. 


General and Special Standards 


In the grading of some commodities 
general and special standards are used. 
‘this may be illustrated by the general 
and special standards set for grain. Gen- 
eral standards are fixed based on (1) 
the minimum weight of the grain per 
bushel, (2) the moisture content, (3) the 
percentage of damaged kernels, (4) the 
percentage of foreign matter, and (5) 
heat damage. 

Special specifications are set up for 
particular purposes for which the ¢erain 
is to be used, based on specifications of 
the users of the grain, such as millers, 
which take into consideration the gluten 
content of hard wheats and the starch 
and color of soft grains. 


Advantages of Standards and Grades 


The establishment and enforcement of 
reasonable standards and _ recognized 
grades has advantages to producers and 
distributors, as sellers, and dealers and 
consumers, as buyers. Fair and accu- 
rate standards and grades tend to afford 
reputable producers, manufacturers and 
distributors protection against unscrupu- 
lous competitors. They tend to broaden 
the market for standardization and ac- 
curately graded products because buyers 
can purchase with confidence. Standard- 
ized and graded goods can be sold and 
bought by sample, or without samples, 
on representation and warrant by the 
sellers that the goods conform to the 
standards and fall within the grades 
specified. Large quantities of goods ma‘ 
be traded, sight unseen, by letter, tele- 


graph, telephone, cable or radio. Goods 
may be bought and sold at auction with- 
out inspection. 

Increased prices are commanded by 
standardized and graded goods. Trans- 
actions can be better financed because 
those advancing funds may do so with 
the knowledge that the goods are as 
represented and identified. This is an 
incentive also to improvement of goods 
by better production, manufacturing, se- 
lection or breeding methods in order to 
obtain higher prices for higher standard 
and top-graded goods. . 

Perhaps the advantages of standardi- 
zation and grading may be epitomized 
by saying that marketing is facilitated 
by standardization and grading as a con- 
sequence of the knowledge by all who 
deal in the goods that either they are 
as described, judged by recognized and 
objective standards and grades, or the 
buyer has a good case for legal action 
aganist the vendor for misrepresentation 
which is an actionable breach of con- 
tract. 

As trade develops it is only natural 
that there should be increasing precision 
in the description of the goods and their 
quality characteristics, just as there has 
been progress in the development of 
monetary standards, and in the stand- 
ards of weights and measurements—the 
quantity standards. Standards of mea- 
surement are set by the Bureau of 
Standards of the United States Depart- 
ment of Commerce and enforced by the 
federal, state and local governments. 
Likewise there has been progress in the 
standardization of containers to prevent 
fraud and deception by the use of false 
bottoms, long projections, extension cov- 
ers, thick sides, concave sides or bot- 
toms, or other devices to decevie unwary 
buyers. 

Standard weights and measures tend 
toward quantitative precision: standards 
and grades tend toward qualitative pre- 
precision. 


Objections to Standardization and 
Grading 


Some sincere objections are raised to 
the establishment of standards and grad- 
ing. The argument is advanced that, in 
some cases, a single grade or standard 
or even several grades are inadequate. 
Some producers object on the ground 
that standardization and grading would 
deprive them of the opportunity of as- 
serting the superiority of their goods on 


grounds outside the standards or grades. 


It is sometmies urged that the “puff- 
ing’ of goods has long ‘been recognized 
at law as a form of tolerated exaggera- 
tion or overstatement of the quality of 
goods by the producers or dealers which 
is not considered fraudulent misrepre- 
sentation. Without entering into this 
area of heated controversy it should be 
noted that the tolerated limits of puffing 
are shrinking and that there is a trend 
away from it, just as there has been a 
long-range trend away from the ancient 
marketing principle of caveat emptor— 
“let the buyer beware.” Puffing and 
caveat emptor are justifiable, if at all, 
only when buyers and sellers are equally 
informed about the qualities of goods 
and are dealing at arms’ length. That is 
no longer the case in modern marketing 
transactions. 

Consumers, with the exception of in- 
dustrial buyers, are not so well informed 
with respect to the qualities of goods as 
are the sellers. Often the parties are 
not trading upon a basis of equal skill. 
Even in the case of industrial buyers, 
when goods are bought and sold sight 
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unseen, greater reliance must be placed 
on the statements of the sellers with 
respect to standards and grades and less 
on the imagination of sellers with respect 
to the goods, than where goods are dis- 
played in a market or bazaar and the 
buyer and seller meet face to face to 
haggle and trade. In the descriptions of 
drugs and cosmetics and of certain food 
products, the description of the goods 
must conform strictly to the facts with- 
out puffing. 

Standardization and grading of cer- 
tain goods is difficult because the qual- 
ity of the goods, particularly agricul- 
tural products, varies from year to year 
as a result of weather or other condi- 
tions affecting the crops or animals from 
which the goods are produced. These 
conditions are beyond the control of 
producers or distributors. Objections are 
raised with respect to standards or 
grades by some producers of these com- 
modities and by distributors who handle 
them unless the standards or grades are 
on an annual or other variable basis. 
Canned fruit and vegetables are parti- 
cularly affected by this condition. So 
are wines, which vary in quality or ap- 
pearance from year to year, depending 
on vintage conditions. Certain years are 
famous vintage years for various fine 
wines. 

Another difficulty is that, unless a 
sufficient number of grades are estab- 
lished, there is an unduly wide variation 
in quality between “skin grades,” those 
that just conform to the grade standard, 
and goods at the top of the same grade. 


Consumers and Grading 


It is generally conceded that uniform 
standards and grades are of service to 
consumers in a number of ways: 


1. Consumers are convenienced in not hav- 
ing to learn by experience gained from the 
buying of many products until they find the 
grade and price product which suits their 
individual needs. 

2. Prices may be reduced for buyers who 
wish lower graded products for price reasons. 

3. Consumers are protected against the 
‘‘pushing’’ of inferior grades of goods on 
which the write-up or margin of profit may 
be larger than that for higher grades at 
higher prices. 

4. Goods may be purchased and stocked for 
resale by retailers to consumers so that a 
sufficient variety of grades of each type may 
be available for convenient purchase. 

5. Total stocks of goods held by retailers 
may be reduced, thereby reducing retail dis- 
tribution costs and prices to consumers. 

6. Retail buyers may know the grades of 
the goods they are buying just as producers, 
wholesalers and retailers know the goods by 
standards and grades. 


Consumer Information 


There is little doubt that many con- 
sumers are not well informed about the 
goods and standards and grades they 
require to meet their demands. Others, 
particularly large buyers and industrial 
buyers are better informed. Small buy- 
ers are not able to test goods to see if 
they conform to standards or grades, 
but cumulative experience has given 
consumers the ability to buy many goods 
discriminatingly. In addition to personal 
and family experience, testing labora- 
tories and research organizations have 
been organized by individuals, by Fed- 
eral and state governments, by coopera- 
tive leagues and other organizations, by 
general magazines and consumer publi- 
caitons, by university and college experi- 
ment and testing laboratories, by or- 
ganizations of producers and distribu- 
tors, and by authors of books on the 
standards of goods and fair prices. 
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Among the organizations engaged 
in giving consumers more information 
about goods and their standards, and 
affording reputable producers and dis- 
tributors against the competition of un- 
scrupulous dealers are: 


The American Medical Association. 

The American Dental Association. 

The Federal Security Administration. 

The Department of Commerce. 

The Federal Trade Commission. 

The Department of Agriculture — Consum- 
ers Guide. 

Household Finance Corporation. 

Consumers’ Research, Inc. 

Consumers’ Union of the United States, Inc. 

Intermountain Consumers’ Service. 

Good Housekeeping Magazine. 

The Cooperative League of .the United 
States of America. 

People’s Consumer Cooperative. 

Better Business Bureaus. 

National Bureau of Standards. 

Bureaus of Consumers’ Service, and similar 

state and municipal bureaus. 

The many books which have been 
written on this subject include: 

Your Money’s Worth, Chase and Schlink, 
MacMillan, New York, 1934. 

Does Distribution Cost Too Much? Stewart 
and Dewhurst, Twentieth Century Fund, New 
York, 1939. 

Through Many Windows, Woodward, Har- 
per and Brothers, New York, 1926. 

Getting Your Money’s Worth, Harcourt, 
Brace and Company, New York, 1922. 

Better Buymanship, Household Finance 
Corporation, Chicago, 1940. 

Economics for Consumers, Gordon, Ameri- 
can Book Company, New York, 1944. 


Grade Branding 


The controversial subject of standards 
and grades is related to the even more 
heatedly disputed suggestion that brand- 
ed goods be required to indicate the 
grades of the goods according to a re- 
organzied system of grades. Meats and 
other food products, drugs and cosme- 
tics, poisonous substances, dangerous 
articles are required to indicate the 
nature of the contents. But this sugges- 
tion goes beyond that and would require 
that the brand indicate the precise grade 
of the goods so that consumers may 
know exactly what they are buying. 

The subject received much publicity 
several years ago when the Office of 
Price Administration gave consideration 
to requiring grade labeling. Opponents 
of the measure point out that this 
amounts to an undue interference on 
the part of the government in private 
business enterprise and with consumers’ 
freedom of choice. They urge that 
standards and grades are matters of 
fallible human judgment and that there 
is danger of the corruption of graders 
and inspectors. They point out that the 
qualities of the goods of various kinds 
vary rapidly in response to changes in 
the arts of production and vary season- 
ally, which would require correspond- 
ingly rapid changes in grade branding, 





MIDDLE ATLANTIC CONFERENCE OFFICERS 


Executive officers of the Middle Atlantic States Motor Car- 
rier Conference, Inc., have been elected as follows: President, 
C. Fair Brooks, Brooks Transportation Co., Richmond, Va.; 
vice-president, L. A. Rosenthal, Pyramid Motor Freight Cor- 
poration, Philadelphia, Pa.; secretary, J. Frank Baird, York 
Motor Express Co., York, Pa.; assistant secretary, Karl L. Wil- 
son, Washington, D. C.; treasurer, H. E. Savage, Jr., Savage 
Truck Line, Norfolk, Va., and assistant treasurer, Francis J. 
Kane, Kane Transfer Co., Washington, D. C. 


TEXAS MOTOR TRANSPORT ASSOCIATION 

The Texas Motor Transportation Association held its twelfth 
annual convention in San Antonio this week. Speaking at this 
first postwar meeting were Ted V. Rodgers, of Washington, 
president of the American Trucking Associations; Colonel Homer 





which they assert is impracticable. The 


. variations within grades from “skin” 


grades to full quality or top goods in 
each grade would make grade branding 
an absurdity unless a very large num- 
ber of grades were established. They 
deplore the adverse effects grade brand- 
ing would have on advertising, particu- 
larly on the advertising of competing 
brands of goods of the same grades. 

This question is not one on which 
conclusions should be drawn or action 
taken without adequate discussion in 
which the public as consumers, the pro- 
ducers, manufacturers and distributors, 
should be represented, and action taken 
or not taken as may be shown to be in 
the broad public interest. 


The Standardization of Grades 


One of the most confusing aspects of 
standardization and grading is the lack 
of standardization in grading designa- 
tions. Butter in the wholesale trade is 
sold by grade or score. First grade but- 
ter is sold as Special and second grade 
is Fancy, and a fourth grade is Firsts. 
First grade cheese is designated as Ex- 
tra Fancy and second grade as Fancy. 
First grade meats are designated as 
Prime; a second Choice; a third Good; 
a fourth Medium; a fifth Plain; a sixth 
Cutter, and a seventh’ Low Cutter. 
Fruits of first class are called Fancy, 
those of second grade No. 1 or Choice 
or Extra Standard; and a third grade 
is designated as Standard. Eggs are 
classed, first grade as U. S. Special or 
A. A.; second grade as U. S. Extra or A; 
and a third grade as U. S. Standard or 
B. First grade poultry is designated as 
Special; second grade as Prime; and 
third grade as Choice. Dishes or china 
dinnerware are classed, first grade as 
Selects; second grade as Firsts or First 
Grade, and a third grade as Second 
Grade. 

This jargon of grades is confusing 
even if it is known to consumers. 

In lieu of these confused catagories 
of grade terms, it has been suggested 
that all standardized and classed goods 
be designated by a uniform set of grade 
designations in which goods of the vari- 
ous grades as determined by fair trade 
and consumer standards be fixed, the 
grades to be as follows: 


Grade Designations Quality Grades 
First or Highest Grade 
Second Grade 

Third Grade 

Fourth Grade 

Fifth Grade 

Sixth Grade 


Trend Toward Accuracy 


Although there are difficulties in the 
way of equitable and accurate grading, 
the trend is toward grades which are 
more accurately descriptive of the goods 
of the several quality classes. One diffi- 
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culty is that, in some commodities, such 
as meats, only about one percent is 
prime, so that grade would contain only 
a small quantity of products. Another 
closely related difficulty is that some 
producers and distributors have re- 
ported, as a result of experiments with 
grading, that many consumers are in- 
different to grades. Another objection 
is that the grading of goods into lower 
classes would imply that the goods of 
lower classes are not fit for use or con- 
sumption, which in fact they are. It is 
sometimes urged, also, that the demand 
for first grade goods would be increased 
and the prices of this grade would in- 
crease, and the deraand for lower grades 
of goods would decrease and the prices 
of the lower classes or grades would 
decline. It is pointed out in rebuttal to 
this argument that differences in con- 
sumer tastes, preferences and require- 
ments will insure the continuance of 
demand for goods of lower qualities and 
prices. 

Whatever may be the outcome of the 
controversies with respect to standardi- 
zation and grading, grade, branding, and 


_ grade standardization, and the advan- 


tages and disadvantages of these prac- 
tices, the evidence is clear that there is 
substantial progress toward greater ap- 
preciation of the importance of knowing 
precisely the qualties, as well as the 
quantities of the goods marketed, in the 
knowledge of consumers of the goods 
they purchase, and in the testing of 
goods to insure their fitness for con- 
sumption. 

One western state now tests meats, 
dairy products, fresh fruits and vege- 
tables, bakery products, flour, coffee, 
tea, cocoa, spices and condiments, dairy 
and stock feeds, drugs, paints, petroleum 
products, and insecticides and fungicides. 

Stuart Chase and F. J. Schlink in 
their much discussed book, “Your 
Money’s Worth,” state: 


“When goods are bought to specifica- 
tion, quality is set, and such grades as 
are needed, scientifically defined. The 
buyer. knows exactly what he is getting; 
the manufacturer Lor producer] knows 
exactly what he has to produce. Compe- 
tition must then descend from the cloudy 
heights of sales appeal and mysticism 
generally, to just one factor—price.... 
Down goes the distribution overhead, 
and with it the most of the delivered 
article.’ (Your Money’s Worth, Mac- 
millan, New York, 1934, p. 66.) 


While one many disagree with Stuart 
Chase and F. J. Schlink that competition 
is reduced to price competition, because 
of the importance of service as a factor, 
one can agree that marketing, through 
standardization and grading, tends to 
lay less stress upon what is often called 
sales appeal and to place great stress 
upon quality, price and service. 


Garrison, director of the Texas Department of Public Safety, 
Austin; John Redditt, chairman of the State Highway Com- 
mission, Lufkin; Colonel Herbert Qualls, assistant director, 
Interstate Commerce Commission, Washington; Robert Cass, 
assistant to the president, White Motor Company, Detroit; 
Claude Williams, former chairman, Texas Unemployment Com- 
pensation Commission, Austin; M. M. O’Neil, Firestone Tire and 
Rubber Company, Akron, Ohio; Roy Sanderford, Belton; and 
Ed Williams, director, Industrial Extension Service, Texas A 






NO CHICAGO AUTO SHOW THIS YEAR 


Because of the uncertainty of production and the absence 
of new models, there will be no auto-truck show in Chicago this 
year, the Chicago Automobile Trade Association has announced. 
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A. T. A. Official Reviews Rail 
Owned Motor Limitations 


Robert J. McBride, manager of the A. T. A. Common 
Carrier Conference, says Commission’s decision in 
Rock Island subsidiary case was in line with policy 
urged by the conference. Also comments on dual 
authority decision, and on efforts of Schenley Dis- 
tilleries Corporation to obtain private carrier status of 
motor operations for itself and subsidiaries 


Efforts.of the Regular Common Carrier Conference.of the 
American Trucking Associations to obtain limitations on 
motor truck authority granted by the Commission to railroad- 
owned motor affiliates, and in other directions, have been 
reviewed in a statement by Robert J. McBride, manager of the 
conference, in terms of the Commission cases involved, and 
in which the conference has participated. 

Referring to a petition of the Burlington Transportation 
Co., subsidiary of the C. B. & Q., on which the Commission had 
acted in dismissing an application of the rail-owned motor 
carrier to purchase properties and operating rights of Kenneth 
C. Headley, of Broken Bow, Neb., Mr. McBride said: 

“In line with the conference policy, later approved by 
the Commission in docket MC F-445, The Rock Island Motor 
Transit Co.—Purchase—White Line Motor Freight, Inc., et al., 
decided March 4, 1946, the conference, at the oral argument, 
urged that the application be denied in view of Burlington’s 
assertions that it would not consummate the purchase agree- 
ments if the I. C. C. imposed usual limitations advocated by 
the conference.” (See Traffic World, March 23, p. 806.) 

He also referred to a decision of division 4 of the Com- 
mission in connection with an application of southern Pacific 
Transport Co. for authority to lease operating rights of two 
motor common carriers and to purchase rights of another, 
observing that the division, in approving the applications, had 
found that both the leased and purchased rights should be 
limited to the perfurmance of a service auxiliary to or supple- 
mental of train service of the parent railroad, including a 
provision that shipments transported by the motor carrier 
subsidiary should have a prior or subsequent movement by 
rail. 

This was the first instance in which the Commission had 
so restricted operating authority leased to a rail subsidiary, 
so far as the conference knew, said Mr. McBride. He added 
that “it would appear to be a further step in the practical 
application of the policy-making decision of the Commission” 
in the aforementioned Rock Island decision in which, he said, 
the conference had participated. : 

He also said a Commission examiner, following the prin- 
ciples laid down by the Commission in the Rock Island case, 
had recommended denial of three applications in which the 
Santa Fe Trail Transportation Co. sought authority to pur- 
chase operating rights of three common carriers. 


Dual Operations 


Mr. McBride noted also the action of the Commission in 
denying an application in MC 52974, Sub. 2, Jacobs Transfer 
Co., Inc., in which the applicant sought to hold dual operating 
authority as a common and as a contract carrier in the same 
territory and between many of the same points. The confer- 
ence had participated on the question of the propriety of holding 
such dual authorities, he said, and that the Commission had 
found inconsistent with the public interest the opportunities 
for objectional practices and discrimination it said would be 
present. 


Schenley Distillers Application 


Mr. McBride said the conference had been informed that 
Schenley Distillers Corporation; of New York, had filed an 
application with the Commission for a permit as a contract 
carrier to transport alcoholic liquors and materials and supplies 
used in their manufacture and sale between points in Indiana, 
Ohio, Illinois, Michigan, Wisconsin, Kentucky, Maryland, Vir- 
ginia, West Virginia, New Jersey, Delaware, New York, Con- 
necticut, Pennsylvania, and the District of Columbia. Coupled 
with the application, he said, was a request that it be dismissed 
on the ground that the operations on behalf of the Schenley 
Distillers Corporation and its many affiliates would be private 
carriage and not subject to the permit or certificate sections of 
the interstate commerce act. 

Mr. McBride recalled that the Commission had found a 
Schenley subsidiary, operating as Schenley Distilleries Motor 
Division, Inc., to be operating as a for-hire carrier but not 
entitled to a permit as a contract carrier. Mr. McBride said 
the conference had participated in that proceeding which he 
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said, had ultimately brought a decision by the Supreme Court 
of the United States early this year affirming the Commission’s 
decision. 

“Apparently the Schenley Distillers Corporation has en- 
deavored to change the nature of its proposed operations in 
an effort to meet the objections found by the Commission in 
the previous application and to obtain the status of a private 
carrier,” said Mr. McBride. “It is the contention of the confer- 
ence to participate in the hearing on this application when it 
is set for hearings.” 


Motor Carriers Representing A. T. A. to 
Hold Chicago Meetings June 3-8 


Approximately 500 motor carriers representing four na- 
tional divisions of American Trucking Associations will hold 
five special meetings between June 3 and June 8 in the Hotel 
Sherman, Chicago, according to an announcement by Walter 
W. Belson, A. T. A. director of public relations. 

The complete schedule follows: Regular Common Carriers 
board of governors, R. J. McBride, Secretary, June 3-4; A. T. A. 
committee on national and state organization, Ray G. Atherton, 
secretary, June 3-4; manpower advisory committee, Ben H. 
Miller, secretary, June 4; A. T. A. executive committee, June 
5-7; local cartage conference, Frank Floyd, secretary, June 


’ ‘Ted V. Rodgers, A. T. A. president, and John V. Lawrence, 
A. T. A. managing director, will address the meetings. 


National Bus Traffic Group 
Convenes in Chicago 


The National Bus Traffic Association, Inc., composed of 
363 motor bus carriers of passengers throughout the United 
States, Canada and Mexico, held its annual convention, May 20, 
at the Congress Hotel, Chicago, the first such convention since 
1942. L. H. Ristow, president, P. J. Campbell, vice-chairman, 
secretary and auditor, and M. C. O’Meara, treasurer, were all 
re-elected to office. 

Mr. Campbell, in his report to the convention, stated that 
members operate over a total of 243,333 miles of highway 
routes, representing 75 per cent of the highway miles served 
by passenger carrying buses. 

The association, a non-profit organization, was formed in 
1933 to develop a national transportation system serving all 
communities, and to compile joint fares and publish tariffs. 

Reporting on the national passenger tariff No. A-1000, de- 
signed to reduce tariff costs to the carrier and to simplify the 
tariff as to form, method of writing and reading routes, Presi- 
dent Ristow said that compilation work on the western intra- 
territorial sections has been completed and the sections are 
scheduled to become effective July 1. The south central in- 
traterritorial sections will be ready in early fall. 

President Ristow urged members to write their Senators 
urging favorable action on the Bulwinkle bill. 

The organization amended the articles of the association to 
make it mandatory for each carrier to direct the association 
as to its desires on all rates and routes. A second amendment 
permits a territorial group to form a division of the national 
association, with directors of the national body representing that 
territory becoming the governing body of the division. A third 
amendment permits the directors to choose a successor, if the 
office of any director becomes vacant for any reason. 

The convention heard a report from J. L. Roland, baggage 
coordinator, on means to improve handling of baggage. 


In anticipation of a decline in the volume of passenger traf- 
fic by motor coach, a committee was recently set up to investi- 
gate the possibilities of additional revenue for carriers in the 
development of express, mail and newspaper traffic. This com- 
mittee, headed by M. C. Frailey, Pacific Greyhound Lines, held 
its first meeting May 19 in Chicago. 


The following directors were chosen. All were re-elected, 
with the exception of K. T. Wilson, who replaces A. D. Adams: 


New England Region: R. F. Thompson, Vermont Transit Co., Inc., 
Burlington, Vt. 

Northeastern Region: L. R. Higgs, Central Greyhound Lines, 
Cleveland; F. D. Spofford, Blue Ridge Lines, Hagerstown, Md.; E. A. 
Keenan, Cincinnati & Lake Erie Transportation Co., Dayton, O.; Jonn 
Giovanini, Jr., Swallow Coach Lines, Inc., Danville, Ill.; J. C. Van 
Son, Grand Island Transit Corporation, Buffalo, N. Y. 


South Central Region: C. P. Cox, Southern Bus Lines, Inc., Shreve- 
port, La.; A. F. Baldus, Southwestern Greyhound Lines, Inc., tort 
Worth, Tex.; J. J. Shaughnessy, Santa Fe Trail Transportation Co., 
Wichita, Kan.; K. T. Wilson, Southwestern Trailways, Oklahoma City, 
Okla.; Frank McCutchen, Inter City Transit Lines, Albuquerque, N. M. 

North Central Region: H. E. Streck, Missouri Pacific Transporta- 
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tion Co., St. Louis, Mo.; H. F. Krueger, Northland Greyhound Lines, 


Minneapolis, Minn.; R. J. O’Connor, Overland Greyhound Lines, 
Omaha, Neb.; N. E. Simmons, Black Hawk Motor Transit Co., Peoria, 
Tll.; W. L. Jaax, Southwestern Stages, Mankato, Minn. 

Southeastern Region: H. Pierce Brawner, Atlantic Greyhound 
Corporation, Charleston, W. Va.; W. G. Humphrey, Carolina Coach 
Co., Raleigh, N. C.; T. W. DeZonia, Southeastern Greyhound Lines, 
Lexington, Ky.; E. J. Bomer, Dixie Greyhound Lines, Memphis, Tenn. ; 
J. A. Booker, Atlantic Stages, Savannah, Ga.; Hamish Turner, Caro- 
lina Scenic Coach Lines, Spartanburg, S. C.; Carl Weaver, Glades 
Motor Lines, Fort Myers, Fla. 

Western Region: J. H. Rosenberg, Washington Motor Coach Co., 
Seattle, Wash.; Simpson Parkinson, American Business, Inc., Chicago; 
M. C. Frailey, Pacific Greyhound Lines, San Francisco, Calif.; C. x. 
Deisher, Rio Grande Motor Way, Inc., Denver, Colo.; Lee Speirs, Las 
Vegas-Needles-Phoenix Stage Lines, Las Vegas, Nev. 

Eastern Canadian Region: R. G. Perry, Provincial Transport Co., 
Montreal, Quebec. 

Western Canadian Region: R. L. Borden, Western Canadian Grey- 
hound Lines, Ltd., Calgary, Alberta. 

Directors at large: R. S. Caird, Burlington Transportation Co., 
Chicago, Ill.; J. L. Williams, Greyhound Corporation, Chicago; B. D. 
Kramer, Empire Trails, Inc., Chicago. 


Rail, Bus Fare Cuts Should Be 
Considered, Says U. S. Dept. 


Railroads and intercity bus lines should consider reduction 
of passenger fares and continued improvement of their service 
standards in order to compete successfully with each other and 
with private automobiles for the expected heavy travel market, 
according to the Department of Commerce. 

The steady decline in military travel and the lifting of re- 
strictions on civilian travel by automobiles and air lines would 
probably result in a loss of some of the business gained by the 
railroads and bus lines in the war period, said the department. 

An analysis of passenger transportation prepared by the 
department’s transportation division, listed steps that might be 
taken by rail and bus facilities to increase or at least maintain 
their present volume of business. 

Highlights of the report follow: 


The private automobile is the strongest competitor for regular non- 
deluxe travel and air lines are the chief rival for the railroads’ reserved 
passenger traffic. 

Faster schedules for many trains, more convenient accommodations, 
modern equipment, and reduction of fares are the chief requirements 
for maintaining a high rate of railroad passenger travel. 

To make coach travel more attractive, reduced fares and schedules 
and services that will match automobile travel in flexibility and con- 
venience are suggested. The direct cost per passenger-mile of driving 
an automobile is less than the present railroad coach fare. Including 
depreciation, insurance and overhead, the automobile cost is probably 
about equal to the rail cost. 

To compete with air lines, replacement of open-section sleeping 
cars with various types of room cars is suggested as a means of 
promoting more first-class rail travel. Despite the shorter trip by air, 
accommodations in such cars at reasonable rates might be preferred 
because of the greater convenience in time of departure and arrival. 

Standard sleeping cars might be converted to tourist sleepers and 
service at lower-than-first-class rates extended to the south and east. 
Further extension of through transcontinental sleeping car service 
also appears desirable. 


The intercity bus industry may expect the private automobile to 
be its greatest competitor. 


Reduction in travel rates, maintenance of high-quality service, and 
improvement of wayside facilities are suggested as the principal means 
of meeting this competition. 


The analysis, together with a summary of important re- 
cent developments in all types of transportation, was contained 
in the February-March, 1946, industry report on domestic 
transportation. The department said copies could be obtained 
without charge from the transportation division, Department 
of Commerce, Washington 25, D. C. 


Motor Truck Production Doubles 
March Output in April 


The Civilian Production Administration has announced that 
truck production soared to 81,282 units in April from 39,549 in 
March, compared with 28,692 in February and 54,684 in January. 

“Greatest gains in truck manufacturing last month were in 
light and medium trucks,” it said. “Light truck production in- 
creased to 31,431 from 19,925 in March while the medium type 
amounted to 44,047 from 16,990 produced in March. Light heavy 
truck output was 4,456 units and heavy-heavy, 1,348.” 

John B. Hulse, secretary-manager, Truck-Trailer Manufac- 
turers Association, has announced that truck-trailer manufac- 
turers, despite production difficulties, expect to turn out ap- 
proximately 60,000 motor freight trailers this year. That figure, 
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said he, compared with a previous peak of 41,869 in 1941, the 
last pre-war year, and with 32,987 in 1945, which included eight 
months of war and four months of peace-time production. 

“There is a big ‘if,’ however, in the trailer industry esti- 
mate,” said he. “The goal will doubtless be achieved ‘if condi- 
tions stabilize in the relatively near future.’ ” 

Plant reconversion was well along so that facilities for 
production were not lacking, he said, adding that present trailer 
manufacturing facilities were nearly five times greater than 
those existing before the war. Greatest immediate trouble was 
shortage of soft plywood, he said. Newcomers in the trailer 
industry also were finding difficulty in purchasing steel, he said. 
There were also indications of third and fourth quarter slashes 
in tire supply “and overshadowing the whole industry is a con- 
viction that trailer prices must be advanced from a present 
level approximating pre-war to a plane, which will offset mate- 
rially higher and still rising costs.” 





Southwestern Truck Strike Averted 
at Dallas, Texas, Meeting 


A strike by A. F. L. Teamsters Union members which would 
have paralyzed truck line operations in four states was nar- 
rowly averted this week when last minute negotiations resulted 
in a settlement. A contract calling for wage increases and cov- 
ering all working conditions was signed after an all-day con- 
ference in the office of Ted F. Morrow, United States labor 
conciliator. Terms were not disclosed pending notification of 
individual unions in Texas, Oklahoma, Arkansas and Louisiana. 

Of the 46 southwestern motor freight companies involved, 
23 signed the contract and 23 pledged themselves to accept, 
Morrow said. 

The overators’ negotiating committee included Frank E. 
Bacon, Dallas, chairman, Roy Martin, Fort Smith, Ark., and 
C. C. Cornish, Dallas. 

Union negotiators were headed by Dexter Lewis, Memphis, 
Tenn., regional director of the teamster’s union, and included 
T. T. Neal. international representative of the union at Dallas, 
James B. Turner, local business agent, and Odell Smith, Little 
Rock, Ark. 

Freight companies signing the agreement were: 


Arkansas Motor Freight Lines, Herrin Motor Lines, Miller & 
Miller Freight Lines, Ozark Motor Lines, M. & D. Motor Freight 
Lines, Houston & North Texas Motor Freight Lines, Southern Express, 
Inc., Luper Transport Company, Sooner Freight Lines, Herrin Trans- 
portation Company, Frisco Transportation Company, Yellow Transit 
Company, Gillette Motor Transport, Inc., Breeding Motor Freight 
Lines, Enid Transfer & Storage Company. D. C. Hall Transports, Inc., 
Joe Hodges Transportation Company, Big Four Freight Lines, Ar- 
buckle Mountain Express, Couch Freight Lines, Leeway Motor Freight 
Lines, Strickland Transportation Company, and Kraft Foods Company. 


MISSOURI HIGHWAY RECEIPTS 


“Receipts of the state of Missouri for highways during the 
decade 1935 through 1944 totaled $296.972,000 against total dis- 
bursements for the same period of $278,760,000,” says the Na- 
tional Highway Users Conference. 

“Sources and amounts of the receipts to the state highway 
department were: motor vehicle fuel taxes, $116,741,000; motor 
vehicle registration fees, $97.405,000; motor carrier taxes, $6,- 
042,000; federal aid, $63,393,000; other federal funds, $906,000: 
local funds for state highways, $731,000; local funds for local 
roads and streets, $27,000: bond issue, $10,205,000; miscellane- 
ous,, $1,522,000. 

“State highway department disbursements for the same 
period were for the following purposes: cost of collecting motor 
vehicle imposts, $7,929,000; state administered highways, $268.- 
475.000—including construction and right-of-way, $120,588.000; 
maintenance, $48.699,000; equipment, engineering and adminis- 
tration, $11,846,000; police, $4,939,000; and debt service, $82,- 
403,000; local roads and streets, $1,752,000; and to non-highway 
purposes, $604,000 for a total of all disbursements of $278,- 
760,000 over the ten-year period. 

“These figures are calculated from data in the ‘Highway 
Facts’ studies issued by the National Highway Users Conference 
(Washington, D. C.) for each state. Single copies are available 
for a number of states at $1.00 each; quantities of ten or more, 
75 cents each.” 


RHODE ISLAND TRUCK OWNERS 


Governor John O. Pastore, of Rhode Island. voiced his 
friendship for the trucking industry, at the annual banquet of 
the Rhode Island Truck Owners Association, May 16, at the 
Narragansett Hotel. Providence. 

William J. Halloran was elected president of the associa- 


tion for the coming year. Other officers and directors elected 
are: 
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Vice-president, Dawson Ditt; treasurer, John J. McDonald; secre- 
tary, Richard A. Moran. 

Two-year directors: Percy F. Arnold, Cole Teaming Co., Provi- 
dence; Willy St. Germain, St. Germain Motor Transportation Co., 
Woonsocket; Henry J. Lussier, Perry’s Express Co., Pawtucket; and 
Thomas F. Farrelly, Providence Journal Co., Providence. 


Leroy Burnside, General Truck Sales & Service Co., Provi- 
dence, was elected to a one-year term as director. 

F. W. Lovejoy, sales director of the Socony-Vacuum Oil 
Co., featured speaker, talked on merchandising. Other speak- 
ers, besides Governor Pastore, were Roger E. Hard, Interstate 
Commerce Commission district supervisor; Archibald B. Ken- 
yon, deputy registrar, motor vehicle department of Rhode Is- 
land; and George A. McLaughlin, deputy administrator, public 
utility department of Rhode Island. Tom Gilbane was toast- 
master, and William Halloran presided. 


UTAH MOTOR TRANSPORT ASSOCIATION 


C. E. Johnson, general manager, P. I. E. Co., was elected 
president of the Utah Motor Transport Association, at the an- 
nual meeting held recently at the Hotel Utah, Salt Lake City, 
Nick Galanis, general manager, Carbon Freight Lines, was 
elected vice-president, and I. D. Thompson, treasurer. The fol- 
lowing were chosen directors: 


Merle Imus, division manager, Arrowhead Freight Lines; LeGrande 
Belnap, Salt Lake-Panguitch-Kanab Freight Lines; Tom Warner, Coal 
Transfer Co., Ogden, Utah; R. A. Gould, Gould Tank Lines; James 
Murphy, Utah Oil Co.; Warren Pugh, Cummins-Intermountain Diesel 
Co.; Harry Young and Don Smith, contract truckers; and Andy Ander- 
son, superintendent, bus division, Salt Lake Transportation Co. 


Darrel Welling is manager of the association. 


Tenth Year of I. C.’s Green 
Diamond Train Celebrated 


The next five years will witness the greatest transforma- 
tion in the tools and methods of the railway business that we 
have ever had in anything like that period of time, not except- 
ing the days of the pioneers, Wayne A. Johnston, president of 
the Illinois Central System, predicted before a luncheon meet- 
ing of the Chicago Association of Commerce, May 16, at the 
LaSalle Hotel. The luncheon commemorated the tenth anni- 
versary of the I. C.’s streamliner, the Green Diamond pas- 
senger train operating between Chicago and St. Louis. 

Mr. Johnston predicted faster freight service, along the 
lines of his railroad’s MS-I overnight freight service between 
Chicago and Memphis. There will be improvements also, he 
said, in freight terminals to expedite and protect shipments 
and to reduce expense in handling. “Special service and equip- 
ment will also be provided for freight that moves in carloads, 
particularly perishables and other fast freight,” he continued. 
“There will be better power, better cars, better track. elimina- 
tion of terminal delays. Passenger service, too, will be im- 
proved. There will be more and better streamline trains, with 
smart styling, comfort and convenience. The war brought us 
a lot of new passengers, many of whom had never been on a 
train before; we will do our best to keep them as our cus- 
tomers.” 

The past 25 years have witnessed no greater rivalry in any 
line of endeavor than the rivalry of competing forms of trans- 
portation, the speaker concluded. He said of such competition, 
“Let it come! Give us policies of government that will be con- 
ducive to some semblance of equal opportunity, and the rail- 
roads will take care of themselves. . .. Our generation of rail- 
roads can live up to our greatest traditions.” 


Progress of Streamliners 


Champ Carry, president of the Pullman-Standard Car 
Manufacturing Co., the first speaker, said he believed the 
introduction of railroad streamliners “had a great deal to do 
with changing the direction of the railroad passenger curve. 
Railroad passenger business increased 80 per cent in the eight 
years preceding Pearl Harbor.” 

Prior to shutting off the building of passenger cars in 1942, 
he said, the railroads had put 2,300 streamlined cars into 
service, costing approximately $170,000,000. Since V-J day, 
said Mr. Carry, “orders have been placed for 2,218 streamlined 
cars, costing approximately $200,000,000. This by no means 
is the end as there are inquiries now out for many more cars.” 

H. L. Hamilton, vice-president of General Motors Cor- 
poration, the next speaker, recalled meeting with the staff of 
the Illinois Central back in November, 1931, to discuss whether 
a streamlined train could be built, and the plans for the Green 
Diamond shortly thereafter produced by Mr. Carry. “In 1936 
you could count the high-speed diesel powered trains on your 
fingers,” he said. “There were only 150 diesel units in service 
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ten years ago. There are now 4,300 in service, representing 
4,500,000 horsepower.” 

The next stage of railroading would mark the change 
from mixed type of operation to the exclusive use of diese] 
locomotives, with great economies to the carriers, Mr. Hamil- 
ton predicted. 

Henry F. Tenney, chairman of the public affairs com- 
mittee, Chicago Association of Commerce, presided. 


Addition to Demurrage Rule 6 
to Cover Empties Not Used | 


The committee on car demurrage and storage of the Na- 
tional Industrial Traffic League has approved by mail vote a 
proposed addition to Demurrage Rule 6, section B, covering a 
car ordered and placed on public team track but not used, 
E. F. Lacey, executive secretary of the League, has advised 
members. The addition consists of the following sentence: 


When a car so ordered and placed on a public track is not used, 
and no advice from the party who ordered the car has been received 
within 48 hours (2 days) (exclusive of Sundays and legal holidays) from 
the first 7:00 a. m. after placement, the car may be removed and 
treated as released at the time of removal. 


“This change is made in the interest of clarification so as 
to provide that if the shipper did not commence loading the car 
within a certain named period which might be considered rea- 
sonable, the car would be considered abandoned by the shipper. 
and the carrier might remove the car, subject to payment of 
demurrage up to the time of abandonment,” said Executive 
Vice-Chairman Lester R. Knott, of the operating-transportation 
division of the Association of American Railroads, in a letter of 
explanation. “This would appear to benefit both the shipping 
public and the carriers. 

“Difficulty has been experienced in collecting demurrages 
accruing on empty cars placed for loading on public tracks 
which are subsequently removed by the carrier and returned 
to transportation service when the party ordering such cars 
neither begins loading nor advises the carrier that he will not 
load the cars. 

“Authoritative opinions have been expressed that demur- 
rage charges under the present rule cannot be legally sustained 
in those instances where a carrier returns an empty car to 
transportation service without consent of the ordering party, 
regardless of the fact that such car has apparently been aban- 
doned by the prospective shipper. In consequence, an empty 
car is either left placed for an indefinite period with demurrage 
accruing in some instances to irresponsible parties, or removing 
the car and thereby forfeiting any claim to demurrage which 
has accrued prior to removal.” 

Mr. Lacey said that in the event no objections to the pro- 
posal were registered by the membership by June 1, Chairman 
Knott would be advised to proceed with the publication of the 
revised Demurrage Rule 6, section B. 


CONSOLIDATED CLASSIFICATION DOCKET 


Hearings on Consolidated Classification Docket No. 114,, 
originally set for May and later cancelled, have been re-set at 
101 Marietta St., Atlanta, Ga., June 4; 143 Liberty St., New 
York, June 18, and Room 315, Union Station, Chicago, June 25. 
Copies of Docket No. 114 were sent to subscribers with the 
April 27 issue of the Traffic Bulletin. 


HEARINGS ON CLASSIFICATION RULE 41 


The Consolidated Classification Committee has issued a 
special docket covering proposed changes in Classification Rule 
41, carrying specifications for fiber and corrugated boxes and 
containers. It will hold hearings on the proposals at 101 Mar- 
ietta St., Atlanta, Ga., June 12; Park Lane Hotel, 299 Park 
Ave., New York, June 19; Room 315, Chicago Union Station, 
June 26, and the board room of the California State Chamber 
of Commerce, 350 Rush St., San Francisco, July 11. All hear- 
ings will begin at 10:00 a. m. local time. Copies of the docket 
are being mailed to subscribers with the May 25 issue of the 
Traffic Bulletin. 


MANUAL ON REFRIGERATED STORAGE 


Tentative assignment to specialists of sections of an auth- 
oritative manual on refrigerated storage of commodities. to be 
published by the Refrigeration Research Foundation, of Berke- 
ley, Calif., has been reported by Dr. M. E. Pennington, member 
of the foundation’s advisory council and chairman of a com- 
mittee that is planning the manual. Work can be started on 
preparation for publication during the coming summer, the 
foundation reports. 
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Additional Latin American 
Air Service Authorized 


Additional air service to Latin America by United States 
air carriers has been authorized by the Civil Aeronautics Board 
in a decision approved by President Truman. 

American Airlines, Inc., was granted a certificate to engage 
in air transportation of persons, property, and mail between 
the terminal point Mexico City, Mex., and the intermediate 
point Monterrey, Mex., and (a) beyond Monterrey the terminal 
point El Paso, Tex., and (b) beyond Monterrey the interme- 
diate point San Antonio, Tex., and the terminal point Fort 
Worth-Dallas, Tex., subject to the condition that service to 
San Antonio shall be provided only on flights originating or 
terminating at Mexico City and at Fort Worth-Dallas or points 
north thereof. 

Braniff Airways, Inc., was granted a certificate to engage 
in air transportation between the terminal point Houston, Tex., 
the intermediate points Havana, Cuba; Balboa, Canal Zone; 
Bogota, Colombia; Quito, Ecuador; Guyaquil, Ecuador; Lima, 
Peru; La Paz, Bolivia; Asuncion, Paraguay, and (a) beyond 
Asuncion, the intermediate point Sao Paulo, Brazil, and the 
terminal point Rio de Janeiro, Brazil; and (b) beyond Asun- 
cion the terminal point Buenos Aires, Argentina, subject to the 
condition that Havana should be served only on flights originat- 
ing or terminating at points in South America. Braniff also 
received a certificate for service between the co-terminal points 
San Antonio, Tex., and Laredo, Tex., the intermediate point 
Monterrey, Mexico, and the terminal point Mexico City, Mex. 

Chicago and Southern Air Lines, Inc., was granted a cer- 
tificate between the co-terminal points Houston, Tex., and New 
Orleans, La., and the intermediate point Havana, Cuba, and 
(a) beyond Havana the intermediate points Camaguey, Cuba; 
Port-au-Prince, Haiti; and Cuidad Trujillo, Dominican Repub- 
lic; and the terminal point San Juan, Puerto Rico; and (b) 
beyond the intermediate point Havana the intermediate points 
Kingston, Jamaica; and Aruba and Curacao, Netherlands West 
Indies; and the terminal point Caracas, Venezuela, subject to 
the condition that local service should not be rendered between 
Houston and New Orleans. 

The board issued Colonial Airlines, Inc., a certificate to 
operate between the terminal point Washington, D. C., and the 
terminal point Bermuda, British West Indies, and between the 
— point New York, N. Y., and the terminal point Ber- 
muda. 

To Eastern Air Lines the board granted authorization for 
service between the terminal point New Orleans, La., and the 
terminal point Mexico City, Mex., and between the terminal 
point Miami, Fla., and the terminal point San Juan, Puerto 
Rico. 

National Airlines was granted a certificate to provide air 
service between the co-terminals Tampa and Miami, Fla., and 
Havana, Cuba. 

Western Air Lines was authorized to operate between the 
terminal point Los Angeles, Calif., the intermediate points San 
Diego, Calif., and La Paz, Mex., and the terminal point Mex- 
ico City, Mex. 

Pan American Airways, Inc., was granted a certificate be- 
tween the co-terminal points Houston, Tex., and New Orleans, 
La., the intermediate point Merida, Mexico, and the terminal 
point Guatemala City, Guatemala, subject to the condition that 
local service should not be rendered between Houston and New 


_ Orleans. 


By amendment of certificate, Pan American was authorized 
to operate from Brownsville, Tex., to terminal point Houston, 
Tex., via the intermediate point Corpus Christi, Tex., subject 
to the condition that local service should not be rendered be- 
tween Brownsville, Corpus Christi, and Houston. 

Pan Amrican was further authorized by amendment of 
certificate to operate between the terminal point New York, 
N. Y., and the terminal point San Juan, Puerto Rico. 

Also by amendment of certificate Pan American was au- 
thorized to (1) serve Santiago in lieu of Antilla between Cama- 
guey, Cuba, and Port-au-Prince, Haiti, (2) to serve Sao Paulo, 
Brail, between Rio de Janeiro and Porto Alegro, Brazil, (3) 
to carry mail between Port-au-Prince, Haiti; Santiago, Cuba: 
and Kingston, Jamaica; (4) to serve Balboa in lieu of Cristobal, 
Canal Zone, and (5) to serve Caracas in lieu of La Guaira, 
Venezuela. 


Pan American-Grace, Inc., (Panagra) was authorized (1) 
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to operate nonstop service between Balboa, Canal Zone, and 
Buenos Aires, Argentina,: via intermediate points Guayaquil, 
Ecuador; Lima, Peru; and Antofagasta, Chile. By amendment 
of its certificate, Panagra was authorized to engage in air serv- 
ice between Buenos Aires, Argentina, and Montevideo, Uruguay, 
subject to the condition that flights serving Montevideo should 
originate or terminate at Santiago, Chile, or points north there- 
of, or at Salta, Argentina, or points north thereof. Further 
amendment of Panagra’s certificate permitted service to Balboa 
in lieu of Cristobal, Canal Zone. 


Changes Made by the President 


All other applications, or portions thereof, that which were 
included as a part of the Latin-American proceeding were in 
all respects denied, said the board. 


The conclusions set out above include changes made by the Fresi- 
dent of the United States, after submission to him of the board's opinion 
and orders in this proceeding in accordance with the provisions of the 
civil aeronautics act. The President, acting in accordance with his 
statutory authority under the act, and upon certain factors relating to 
the broad national welfare and other matters for which the Chief 
Executive has a special responsibility, made the following.changes in 
the board’s conclusions: (1) The extension of an additional carrier to 
South America as far south as Rio de Janeiro and Buenos Aires; (2) the 
certification of Eastern Air Lines, Inc., for a nonstop service from Miami 
to San Juan; (3) the certification of a second carrier between New York 
and Bermuda; (4) the certification of Western Airlines, Inc., instead of 
Pan American Airways, Inc., for the Los Angeles-Mexico City route 
with stops at San Diego and La Paz, Mexico. 


Air Carriers vs. Ships 


In selecting a carrier to operate the New York-San Juan 
route for which there were both steamship and air carrier appli- 
cants, the board said it compared the respective advantages of 
the individual applicants and in designating an air carrier to 
render the service, was influenced by its conclusion that on the 
facts of record in the case the air carrier applicant had the most 
to offer in fulfilling the promotional and competitive objectives 
of the civil aeronautics act. The board said it thought that the 
air carrier applicant, being dedicated solely to the advancement 
of air transportation, would be able to develop air travel more 
than the steamship company whose promotional energies would 
be divided between air ahd ocean travel. Continuing, the 
board said: 


The board likewise concluded that an independent air carrier would 
be able to provide more vigorous competition than would a steamship 
carrier, saying, ‘‘It would be expecting too much to assume that a 
transportation company engaged in both air and sea transportation 
would be in a position to provide vigorous competition between its air 
transportation and its surface transportation on this route.’’ The board 
thought that in any conflict of interest between the two transportation 
arms, the issue would not be resolved in favor of the air arm with its 
relative small investment, and that the larger investment might be 
expected to dominate in any such conflict between the two. 

Since the board based its decision on the applications of the several 
steamship companies upon considerations of comparative public interest, 
it did not find it necessary to pass upon the legal questions arising in 
connection with such applications. However, the board expressed the 
opinion that in determining the question of public convenience and ne- 
cessity raised by the application of surface carriers under Section 401 
of the act, the board is required to consider, among other factors, the 
policy of Congress specifically expressed in the second proviso of Sec- 
tion 408 that the surface carrier will be enabled ot use aircraft to 
public advantage in its operation as surface carrier, and that the trans- 
action will not restrain competition; in other words, that the board must 
inquire upon the record, whether the surface carrier applicant has satis- 
fied the restrictive conditions of the second proviso of Section 408 of 
the act. 


Air Certificate Applications 


Emery Air Freight Corporation, New York, N. Y., in No. 
2300, has asked the Civil Aeronautics Board for authority to 
operate as an air freight forwarder between all points in the 
United States, its territories and possessions, and in foreign 
countries, over existing lines, and Peter A. Bernacki, Phila- 
delphia, Pa., in No. 2304, has also asked for authority as an 
air freight forwarder. 


Applications for authority to transport property by air 
have been received by the C. A. B. as follows: 


No. 2301, Norseman Air Transport, Inc., Longmeadow, Mass., be- 
tween New York, N. Y., and San Francisco, Calif., via specified inter- 
mediate points; No. 2302, Same, between Boston, Mass., and Miami, Fla., 
via specified intermediate points; No. 2303, Same, between Chicago, IIl., 
and Miami, Fla., via specified intermediate points; No. 2309, Federal Air 
Freight, Salt Lake City, Utah, between New York, on the one hand, and, 
on the other, New Orleans, La., Washington, D. C., Miami, Fla., At- 
lanta, Ga., Kansas City-St. Louis, Mo., Detroit, Mich., Chicago, IIl., 
Pittsburgh, Pa., Boston, Mass., Cincinnati, O., Los Angeles, Calif., San 
Francisco, Calif., Seattle, Wash., Dallas, Tex., Brownsville, Tex., 


Phoenix, Ariz., Nogales, Ariz., El Paso, Tex., and Minneapolis, Minn.; 
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between Chicago and Denver, and between Houston, Tex., and Denver, 
Colo. 


Other applications for transportation of property authority 
were received as follows: 


No. 1675, amendment No. 2 Hoosier Air Freight Corporation, New 
York, between Newark, N. J., and St. Louis, Mo., via specified inter- 
mediate points; No. 1998, amendment No. 1, Globe Freight Airline, Inc., 
Hartford, Conn., between Boston and New Orleans, via specified inter- 
mediate points; and No. 2280, amendment No. 1, Pioneer Intermountain 
Airways, Washington, D. C., between San Francisco, Calif., and Pem- 
bina, N. D., San Francisco and Houston, Tex., Presten, Ida., and Chi- 
cago, Chicago and Preston, San Diego, Calif., and North Platte, Neb., 
and between San Francisco and Portland, Ore., all via specified inter- 
mediate points. 


The C. A. B. also received applications for air transporta- 
tion of property and mail as follows: 


No. 2166, amendment No. 1, Daniel Alksne, Palo Alto, Calif., be- 
tween New York, Chicago, and San Francisco; and No. 2298, Mutual 
Aviation, Inc., Tonawanda, N. Y., between New York-Newark, on the 
one hand, and, on the other, Chicago and St. Louis; between Boston and 
St. Louis, and between Philadelphia, Pa., on the one hand, and, on the 
other, Chicago, Cleveland, O., and Buffalo, N. Y. 


Applications for scheduled air transportation of persons, 
property, and mail were received by the C. A. B. as follows: 


No. 2287, Air France, New York, foreign air carrier permit under 
U. S.-French agreement of March 27, for operations from France via 
intermediate points over the north Atlantic to Boston, New York, Wash- 
ington and the site of the United Nations organization, in both direc- 
tions; from France via intermediate points over the north Atlantic and 
Montreal to Chicago, in both directions; to New York and beyond to 
Mexico, in both directions; from Martinique via Guadeloupe and via 
intermediate points to Puerto Rico and beyond via the Dominican Re- 
public to Haiti, in both directions; and from Indo-China via points in 
China and Hong Kong to Manila, in both directions, provided that the 
route is subject to approval of the Philippine government. 

No. 2305, Aerovias Latino Americanas, S. A., San Salvador, El Sal- 


vador, foreign air-carrier permit, between San Salvador and New 
Orleans. ‘ 


No. 1811, amendment No. 3, Great Northern Air Lines, Great Falls, 
Mont., between Chicago and Seattle, Wash., via specified intermediate 
points. 


No. 1945, amendment No. 1, Atlantic Airlines, Inc., Washington, 
D. C., between Washington and New Orleans, Richmond, Va., and 
Atlanta, Ga., Norfolk, Va., and Asheville-Hendersonville, N. C., and 
Washington and Asheville-Henderson, via specified intermediate points, 
non-stop between any two points named. 


C. A. A. and States Work Out Joint 
Air Safety Enforcement 


Procedure for cooperation between states and the federal 
government in the field of safety regulations has been worked 
out, T. P. Wright, Administrator of Civil Aeronautics, has an- 
nounced. 

Representatives of the C. A. A. and the National Asso- 
ciation of State Aviation Officials recently completed a lengthy 
conference at which complete agreement was reached on a 
model state aviation law to be known as state aeronautics com- 
mission or department act. This act would provide for the 
establishment in each state adopting it of a full-time organiza- 
tion to administer its provisions, and would make it unlawful 
to operate aircraft in a reckless manner or in a manner which 
unnecessarily disturbs the public peace and quiet. 

By making it unlawful to fly recklessly, the legislation 
would provide an effective means whereby the state adopting 
it could curb and punish reckless flyers within its limits. Pen- 
alties could include (1) fine; (2) imprisonment; (3) grounding; 
and violators would be prosecuted by state and local police, 
with penalties imposed by state and local courts. Law en- 
forcement bodies and courts would consider the existing civil 
air regulations a guide in determining if operation is reckless. 


AIR TRANSPORT OF HAZARDOUS GOODS 


Formation of an advisory committee to supervise the activ- 
ities of the shippers research division, recently set up to 
study the transport and packaging of hazardous commodities 
by air, has been announced by the Air Transport Association 
of America. 

The new group will be composed of six members of the 
A. T. A. engineering committee and two representatives of the 
A. T. A. cargo traffic section. 

Among members of the engineering group are G. K. Brower, 
American Airlines; J. T. Hendren, Pan American Airways; F. B. 
Quackenboss, United Air Lines and J. J. Harrington, Northwest 
Airlines. Representing the cargo traffic section are W. A. Weeks 
of Eastern Air Lines and J. D. Lawson of Chicago & Southern 
Air Lines. 
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The first session of the new advisory body will be held 
in New York May 27-28, when Director Homer S. Youngs 
will outline the procedure of operation of the shippers research 
division and submit a comprehensive report on the shipment of 
radioactive materials and regulations governing the air trans- 
port of hazardous goods. 


Braniff Control of Mexican 
Air Carrier Denied by C. A. B. 


The Civil Aeronautics Board has denied an application of 
Braniff Airways, Inc., for approval of that company’s proposed 
acquisition of the control of Aerovias Braniff, S. A., a Mexican 
air carrier corporation organized by T. E. Braniff, president of 
Braniff Airways, Inc., a United States domestic air carrier. The 
board said that such an acquisition of control would be incon- 
sistent with the public interest. 


The board said that on the present record, it ‘‘must recog- 
nize the possibility that Aerovias may become a drain on the 
resources of the domestic carrier, a result which might impair 
that carrier’s ability again to raise needed capital, or might 
render it unable adequately to respond to the evolutionary re- 
quirements of air transportation without increased or prolonged 
assistance by way of public subsidy. The grave possibility of 
this result, obviously inconsistent with the public interest, 
requires our disapproval of the proposed acquisition by Braniff.” 


In the same order the board granted an alternate applica- 
tion of T. E. Braniff for approval of his acquisition of control 
of Aerovias Braniff, subject to the condition that such approval 
would be effective only as long as Braniff Airways should refrain 
from entering into any contract or lease with or for the direct 
or indirect benefit of Aerovias Braniff without first obtaining 
the board’s approval. 


With reference to Mr. Braniff’s acquisition of control over 
Aerovias Braniff, S. A., the board said: 


While the proposed acquisition by Mr. Braniff is consistent with 
the public interest, the existence of the latter’s control over Braniff 
Airways could conceivably lead to a use of that carrier’s economic 
resources for the support of Aerovias. Such support might be forth- 
coming by the purchase of non-voting stock, by a direct loan of funds, 
or by the indirect lending of credit, as by guaranty of a note or open 
account. It would be undesirable to sanction an undertaking of this 
character if it would result in a drain upon the finances of one of 
our domestic carriers with possible resultant impairment of that com- 
pany’s ability to provide service in this country or with an increase 
of the burden upon the Federal Government in the form of mail 
compensation. 


Braniff Airways, Inc., originally sought the board’s approval 
of its acquisition of control over Aerovias Braniff, S. A., on 
April 5, 1944, and on April 25, 1944, T. E. Braniff filed an appli- 
cation seeking approval of his personal acquisition of control 
over Aerovias. 


RATES LOWER IN NEW BRANIFF TARIFF 


A “new record low airfreight tariff” which reduces rates 
and eliminates classifications of articles has been filed by Bran- 
iff Airways, Inc., with the Civil Aeronautics Board, according 
to Guy M. Springer, cargo manager. The tariff, to become ef- 
fective June 1, will establish rates varying from 21.2 to 26.5 
cents a ton mile, compared with former rates established last 
December of 30 to 45 cents. The tariff allows reductions for 
volume shippers. Pickup and delivery service to and from the 
airport will be furnished at the additional rate of 35 cents a 
100 pounds or 75 cents minimum per shipment. 


POGUE RESIGNATION ACCEPTED 


President Truman has accepted the resignation of L. Welch | 


Pogue, chairman of the Civil Aeronautics Board. 


SENATE CONFIRMS LANDIS NOMINATION 


After a public hearing held by it May 21 on the nomination 
of James M. Landis to be a member of the Civil Aeronautics 
Board, the Senate commerce committee ordered the nomination 
favorably reported to the Senate. Mr. Landis, who appeared 
before the committee to answer questions as to his qualifications, 
was the only witness at the hearing. 

He was nominated by President Truman to succeed L. 
Welch Pogue as chairman of the C. A. B., after Mr. Pogue had 
resigned (see Traffic World, April 20, p. 1224). Mr. Landis is 
a former chairman of the Securities and Exchange Commission 
and dean of the Harvard Law School. 

The Senate confirmed the nomination of Mr. Landis to be 
a member of the C. A. B., May 22. : 
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Air-Mail Ton-Miles Down 
for First Two 1946 Months 


The Civil Aeronautics Board has announced that the mail 
ton-miles flown by the 20 domestic airlines for the 2-month 
period ending Feb. 28, 1946, decreased 32.82 per cent, and 
express ton-miles decreased 1.82 per cent from the correspond- 
ing period in 1945; and that revenue miles increased 53.54 per 
cent. The number of revenue passenger-miles increased 71.09 
per cent as compared with the corresponding 2-month period a 
year ago, said the C. A. B., and continued: 


The airlines flew 91.26 per cent of their scheduled mileage in the 
first two months of this year. Of the 20.14 average available seats per 
mile about 84.94 per cent were occupied by revenue passengers, as 
compared with 18.67 average available seats of which 83.65 per cent 
were occupied by revenue passengers for the corresponding two months 
last year. 

The average airplane load on the commercial airlines during the 
first two months of this year was 17.11 passengers, 329.8 pounds of mail, 
and 164.9 pounds of express, as compared with 15.62 passengers, 751.0 
pounds of mail and 257.0 pounds of express for the corresponding 
months in 1945. 

The major figures for the two periods ending February 28, 1946, 
were: 


2 Mos. Ending 2 Mos. Ending 


Feb. 28, 1946 Feb. 28, 1945 
Revenue Miles Flown ..................2: 40,786,033 26,563,677 
Revenue Passenger Miles ................ 656,438,322 383,688,564 
ee ee ea ee eee 6,624,567 9,860,904 
ce Ui ee 3,349,376 3,411,556 
Revenue Passenger Load Factor (per cent 
Of SORIS CCCRDICR) 2... icc ciscccccce 84.94 83.65 


U. S. Scheduled Airlines’ 
Employes and Planes 


The total employment of the United States flag scheduled 
airlines, domestic and international, as of March this year, 
reached an all-time high of 85,532. In the same month the 
Civil Aeronautics Administration reported the scheduled car- 
riers had 560 planes in operation which would give an average 


of 152 employes a plane, says the Air Transport Association, 
adding: 


The scheduled domestic airlines, however, employ a smaller aver- 
age number per plane than the international carriers, for with a total 
of 58,497 employes and 454 planes in scheduled service, their average 
number of employes per plane was 129 persons. This is 2% times as 
many employes per plane as the domestic carriers had in the prewar 
year of 1941 when they had 359 planes and 18,984 employes, giving an 
average of 53 employes per plane. 

The rise in employment is accounted for by the adoption of a 
five-day 40 hour week, greatly expanded fleets and routes, greater seat- 
ing capacity, and increased utilization of planes. The seating capacity 
in 1941 averaged 17.41 passengers per plane and in March of this year 
it was 22.51. This figure is rising steadily. In April it was 23.59. 
Between January 1 and April this year the domestic airlines have added 
28 DC-4’s and 14 Constellations, all noted for their large seating ca- 
pacity. Before the war, the average plane was in the air between 
6 and 7 hours a day. Today the average plane flies between 10 and 12 


hours. This has brought about an increase in ground workers per plane 
as well as in flight crews. 


C. A. A—P. 1. C. A. O. COORDINATOR 

Walker Percy has been named Coordinator of Civil Aero- 
nautics Administration activities relating to the Provisional 
International Civil Aviation Organization, T. P. Wright, Ad- 
ministrator of Civil Aeronautics, has announced. He will serve 
on the plans and performance staff directed by Alfred Hand, 
bringing to his new duties the benefit of experience gained 
since October, 1945, as War Department liaison officer with 
P. I. C. A. O. He acted as advisor to Gerald B. Brophy and 
Paul A. Smith, the U. S. representatives to the P. I. C. A. O. 
Council and air navigation committee, respectively. At the Dub- 
lin regional conference of P. I. C. A. O., he was technical sec- 
retary to the U. S. delegation. 

_Mr. Percy was with the Army Air Forces from July, 1942, 
until this month, serving as a major with the operations divi- 
Sion, Assistant Chief of Air Staff (3). 


American Airport Executives 


_ An airport should be a community center, not an unsightly 
freight yard, Admiral Emory S. Land, Washington, D. C., presi- 
dent of the Air Transport Association, told the annual conven- 
tion of the American Association of Airport Executives, held 
May 20-22 in the Congress Hotel, Chicago. Speaking on the 
airlines’ viewpoint on the future of commercial air transporta- 
tion, Admiral Land said that the air industry has the most re- 
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markable future of any industry in the world. “There is no 
sense in planning vast prohibitively expensive airports when 
the development of reversible propellers, better brakes, jet 
take-off assists and safety appliances point to the early effi- 
ciency of shorter runways. We’ll find in many cases we can get 
along with the airports available now.” ’ 

John Groves, of Washington, D. C., director of operations, 
Air Transport Association, said that the growth of air trans- 
portation was tied to increased safety of operations and to all- 
weather operations. If the industry is going to capture the 
short-haul business, it must solve the problem of quickly getting 
passengers from town to airport, he said. 

In another address, Oliver Parks, of St. Louis, Mo., presi- 
dent, Parks Air College, Inc., stated that landing fees should 
be dispensed with, because they discourage traffic and plane 
ownership. He advocated that airports charge airlines one per 
cent of their gross volume, for use of landing facilities. 

Woodruff DeSilva, director of airport, Los Angeles, Calif., 
was chosen president of the association, at its closing session, 
May 22. 


A. T. A. AIR MAIL COMMITTEE 


Appointment of an air mail committee and the establish- 
ment of air mail field post offices at Memphis, Tenn., and 
Houston, Tex., have been announced by Secretary Emery F. 
Johnson of the cargo traffic section, Air Traffic Conference of 
America, a division of the Air Transport Association. 

The new group, which will work closely with the United 
States Post Office Department in promoting 5-cent air mail 
and other related activities, is composed of F. D. Miller, Amer- 
ican Airlines; Harry R. Stringer, All American Aviation; P. W. 
Pate, Delta Air Lines; R. E. Whitmer, Transcontinental & 
Western Air, and John Hart, United Air Lines. 

Establishment of the new field post offices is designed to 
speed up air mail service, particularly in the south and south- 
west, and brings the number of field postoffices in operation 
to date throughout the country to more than 30. 

Chicago & Southern Air Lines has been named custodian 
of the Memphis unit and Braniff Airways at Houston. 


SPAULDING JOINS A. T. A. 


Morril B. Spaulding, formerly connected with the United 
States Navy Bureau of Aeronautics, has been named as.assist- 
ant to Director Allen W. Dallas of the engineering division of 
the Air Transport Association of America, according to an- 
nouncement by Brig. Gen. Milton W. Arnold, vice-president in 
charge of operations and engineering. 

Mr. Spaulding, a graduate of Massachusetts Institute of 
Technology, already has assumed his new duties which consist 
of handling engineering and maintenance problems relating to 
the air transport industry. 

After receiving” his Bachelor of Science, Aeronautic Engi- 
neering, degree in 1936 from M. I. T., he became affiliated with 
Pan American Airways. In 1940 he joined the firm of Glenn L. 
Martin Company, aircraft manufacturer, with which he served 
until 1944 when he took a civilian position with the Navy Bureau 
of Aeronautics. 


AIR EXPRESS TRAFFIC COMMITTEE ELECTS 

G. M. Springer, Jr., of Braniff Airways, has been made 
chairman of the Traffic Committee—Air Express. He was named 
to succeed Harry R. Stringer of All American Aviation, retiring 
chairman, at a meeting of the group in Chicago. R. E. Whitmer 
of Transcontinental & Western Air was chosen vice-chairman, 
the post formerly held by the Braniff official. 

Emery F. Johnson, secretary of the cargo traffic section, 
Air Transport Association of America, was renamed executive 
secretary of the group. Other members of the committee were 
again chosen to serve during the ensuing year. 

Other actions of the committee at the session included the 
following: 


Authorized rental of 500 square feet of space on a temporary basis 
at Idlewild; called on the Air Express Division of Railway Express 
Agency to consolidate all special commodity rates into one publication 
as well as put into effect shortly a new dispatch record for the purpose 
of expediting air express traffic, aid in tracing of goods in transit and 
improving methods of paper work, and underwrote plans for a new 
building cévering 6,000 square feet to house air mail and express facili- 
ties at the Cleveland, O., airport. 


AIR OVERSEAS TRANSPORT COMMITTEE 

An international committee of the Air Transport Associa- 

tion of America has been, formed according to announcement 

by the association. This committee will study the immediate 

problems in overseas air transportation and make recommenda- 
tions to the boards of directors of the association. 

The members of the new committee are C. R. Smith (Ameri- 

can Overseas Airlines); T. E. Braniff (Braniff); E. S. Ridley 
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(Colonial); E. V. Rickenbacker (Eastern); R. H. Herrnstein 
(Northeast); Croil Hunter (Northwest); J. H. Smith, Jr., 
(Panam); G. Vidal (Panagra); C. Bedell Monro (Pennsylvania- 
Central); and Jack Frye (Transcontinental & Western). One 
of the airline heads will shortly be chosen as chairman. 

The committee, at its initial meeting, designated Joseph E. 
Casey as executive director of the committee. Mr. Casey, for- 
mer congressman from Massachusetts, is general counsel for 
Transcontinental & Western Air, and for some time has been 
chairman of the airlines committee for United States air policy. 

The policies recommended by the new committee will be 
carried out by existing divisions of the Air Transport Associa- 
tion, and by such other means as the executive director may 
determine feasible. 


AIR POWER LEAGUE FELLOWSHIPS 


In cooperation ‘with the publishing house of Harper & 
Brothers, the Air Power League has granted writing fellow- 
ships to three authors, to chronicle Army Air Force history dur- 
ing the war, it has been announced by General F. Trubee Davi- 
son, president of the league. Vern Haugland, Associated Press 
war correspondent, will cover the air war in the Pacific; Wil- 
liam Laidlaw, former writer for Atlantic Monthly, will compile 
the section on the air war in Europe; and Harold B. Hinton, 
of the New York Times Washington bureau, will describe the 
domestic activities of the A. A. F. A companion volume on 
naval aviation is being published by Harpers with Navy spon- 
sorship. 


FLYING TIGER LINE EXPANSION 


National Skyway Freight Corporation in May added 16 
additional contract flights and four chartered flights to carry 
service personnel from the west to east coast. Under new con- 
tracts the cargo line will fly four plane loads of gardenias 
to the eastern flower markets for E. W. McLellan Co. of San 
Francisco; will fly 12 planeloads of flowers to eastern markets 
for California Flower Shippers, Los Angeles; will fly two plane- 
loads of Kosher meat from the midwest to New York City; 
and will fly large drums of a liquid furniture preparation once 
weekly for six months from the midwest to New York. The 
line will also carry passenger charters from various points to 
New York for the Louis-Conn bout. In April the line flew 
102,366 miles, 169,556 ton miles, 399,845 passenger miles and 
carried a total of 75.9 tons. 


SURPLUS TRANSPORT PLANE ALLOCATIONS 


Allied Freight Airlines, Inc., of Los Angeles, Calif., has 
been allocated a surplus four-engine Douglas C-54B transport, 
War Assets Administration has announced. The company plans 
to transport vegetables for Western Growers, Inc., an association 
of truck gardening firms. The plane was assigned to Col. N. P. 
Eads, of Hollywood, a veteran and an official of Allied. 

The plane for Allied was part of an allocation of 10 surplus 
two and four-engine transports. Nine of the aircraft went to 
veterans for use in their own air charter, cargo, or passenger 
operations, and the tenth plane was taken by the Civil Aero- 
nautics Administration. 

This brings the grand total of surplus transports allocated 
to 839, of which 636 were domestic and 203 foreign. This is 
a revised total and takes into account all previous rejections of 
transports. 





TOWMOTOR USE FOR AIR CARGO 


Trans World Airline has installed a Towmotor lift truck, 
tractor and cargo cart system for port movement of all types 
of air cargo, the Towmotor Corporation reports. Savings up to 
50 per cent in handling time are reported. Installation of the 
system was preceded by an intensive training course for the 
airline’s ground personnel from all stations at Kansas City, 
where future operators of the lift trucks and tractors were 
given complete instructions under conditions simulating those 
they would find at their home stations. 


BURTNESS HEADS CHICAGO GREAT WESTERN 


Harold W. Burtness, vice-president, transportation, was 
elected president of the Chicago Great Western Railway, at a 
meeting of the board of directors, May 21, in the road’s Chicago 
offices. Mr. Burtness succeeds Patrick H. Joyce, who retired 
as president but remains as chairman of the executive com- 
mittee. 

Samuel M. Golden, vice-president, maintenance of way, 
was elected vice-president in charge of operations, combining 
his duties with those formerly held by Mr. Burtness. 

Charles A. Moorehead, Miami, Fla., attorney, Emanuel E. 
Norquist, chairman of Butler Manufacturing Co. of Kansas City, 
and Mr. Burtness, were elected new directors, and Robert R. 
Fauntleroy, of St. Charles and Ivan A. McKenna, present direc- 
tors, were re-elected. 


TRAFFIC WORLD 


(District Court, S. D. New York.) In libel for damage 
caused by sea water to a quantity of lily of the valley pips 
shipped in cases and stowed on deck plates of fore deck, where 
actual situation could have been clearly presented by oral 
testimony, the cost of model of fore deck of vessel used on 
trial was not taxable as costs. 

In libel for damage caused by sea water to quantity of 
lily of the valley pips shipped in cases and stowed on deck plates 
of fore deck, one-third of cost of cables between State Depart- 
ment and United States Consul at Rotterdam in connection with 
execution of a commission to take testimony was taxable as 
costs. 

Where decree awarded costs to libelant against both re- 
sponded and claimant and also awarded costs to claimant against 
respondent, the fact that a proctor’s fee for depositions used on 
trial was included in libelant’s costs did not preclude claimant 
from including proctor’s fee for the depositions in claimant’s 
cost bill. 

In libel for damage caused by sea water, where trial court 
awarded costs to claimant against respondent, premium on 
claimant’s stipulation for value and costs was properly included 
in claimant’s cost bill, especially where proctors for respondent 
and for claimant had agreed that, if respondent should be held 
primarily liable and claimant secondarily liable, claimant might 
tax costs against respondent with same force as if claimant had 
filed a petition impleading respondent as party allegedly ulti- 
mately liable. (The Lafcomo, 64 Fed. Supp. 879.) 


Smith Nomination to M. C. Gets : 
Senate Group’s Approval 


The Senate commerce committee on May 22 unanimously 
ordered favorably reported to the Senate the nomination of 
Vice Admiral William Ward Smith, of New Jersey to be a 
member of the Maritime Commission for a term of six years 
from April 16, 1943, filling the vacancy created by the resigna- 
tion several months ago of Vice Admiral Emory S. Land, who 
a of the commission (see Traffic World, May 18, 
p. 1528). 

The committee acted on the nomination after a public hear- 
ing in which Admiral Smith, director of the Naval transporta- 
tion service in the office of Chief of Naval ‘Operations from 
1942 to 1945, was questioned by committee members. The com- 
mittee heard one other witness, Hoyt Haddock, of Washington, 
D. C., representing the C.I.O. National Maritime Committee, 
who objected to the idea of selection of a naval officer for mem- 
bership of the Maritime Commission, but explained that he was 
making no criticism of Admiral Smith personally. 








McKEOUGH ACTING CHAIRMAN OF M. C. 
President Truman has named Commissioner Raymond S. 
McKeough of the Maritime Commission as acting chairman of 
that body to succeed Edward McCauley, who resigned from 
the Commission and who had served as acting chairman since 
the resignation of Chairman Emory S. Land last January. 


MACAULEY RESIGNATION 
Commissioner Edward Macauley, of the Maritime Com- 


. mission, has submitted his resignation to President Truman 


because of ill health. Mr. Macauley has asked to be relieved 
from his position immediately, it was stated at the commission. 


CHINESE SHIPBUILDING PROSPECTS 


A large state-owned shipbuilding concern has been organ- 
ized by the Chinese government to construct vessels ranging 
from 1,000-ton river and coastal ships to 10,000-ton seagoing 
vessels. The new yard will occupy a site of 170 acres near 
Woosung, on the Yangtze River, opposite: Hankow. 

The shipyard will be under the control of the National Re- 
sources Commission who hope to have the assistance and advice 
of American experts. The United States and Canada are under- 
stood to be willing to sell the. company complete dockyards. 





TRAFFIC WORLD 
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M. C. Lists Over 30 Trade 
Routes Essential for U. S. 


Says promotion of our foreign trade requires deter- 
mination of essential routes. Issues list of routes after 
“extended study and investigation.” Also recommends 
services for each route, including itineraries, sailing 
frequencies, and numbers and types of vessels 


The Maritime Commission has compiled a list of unwards 
of 30 trade routes that it deems essential within the meaning of 
the merchant marine act of 1936 for the promotion, development, 
expansion and. maintenance of the foreign commerce of the 
United States and for each route has recommended services, 
including itineraries, sailing frequencies, numbers and types of 
vessels. 

“The peace-time functions of our merchant marine are now 
being resumed,” said the Commission. ‘To what extent can our 
present fleet be used to provide shipping services on routes 
essential for maintaining the flow of the foreign commerce of 
the United States and what specially built vessels will be 
required to reach the goal of a well balanced fleet? The initial 
step toward reaching an answer is to determine the routes which 
are essential. The second step is to consider the services to be 
provided over these routes.” 

The Commission said that as a result of extended study and 
investigation, giving full consideration and due weight to the 
factors prescribed by the act, it had determined that the follow- 
ing trade routes were essential: 


1. U. S. Atlantic ports (Maine-Key West inclusive)—East Coast 
South America (Brazil, Uruguay, Argentina). 

2. U. S. Atlantic ports (Maine-Key West inclusive)—-West Coast 
South America (Chile, Peru, Ecuador and the Pacific Coast of Colombia). 

3. U.S. Atlantic ports (Maine-Key West inclusive)—East Coast of 
Mexico. 

4. U. S. Atlantic ports (Maine-Key West inclusive)—Caribbean 
ports. 

5. U. S. North Atlantic ports (Maine-Cape Hatteras inclusive)— 
United Kingdom and Eire. 

6. U. S. North Atlantic ports (Maine-Cape Hatteras inclusive)— 
Seandinavian, Baltic ports. 

7. & 8. U.S. North Atlantic ports (Maine-Cape Hatteras inclusive)— 
Antwerp, Hamburg Range. 

9. U. S. North Atlantic ports (Maine-Cape Hatteras inclusive)— 
Atlantic France and Northern Spain (French-Belgian Border south to 
northern border of Portugal). 

10. U. S. North Atlantic ports (Maine-Cape Hatteras inclusive)— 
Mediterranean, Black Sea, Portugal, Spain (south of Portugal), Mo- 
rocco (Casablanca to Tangiers). 

11. U.S. South Atlantic ports (Cape Hatteras-Key West inclusive)— 
United Kingdom and Eire, Continental Europe (north of Spanish bor- 
der), Scandinavian and Baltic ports. 

12. U. S. Atlantic ports (Maine-Key West inclusive)—Far East 
(Philippine Islands, China, Manchuria, Korea, Japan, U. S. S. R. in 
Asia, French Indo China, Formosa and Siam). 

13. U. S. South Atlantic and Gulf ports (Cape Hatteras-Texas in- 
clusive)—Mediterranean, Black Sea, Atlantic Spain, Portugal, Morocco 
(Casablanca. to Tangiers inclusive). 

14. U. S. Atlantic and Gulf ports (Maine-Texas inclusive)—West 
Coast of Africa from southern border of French Morocco to Cape Frio) 
and Madeira, Canary, Cape Verde and other islands adjacent to the 
West African coast). 

15A. U.S. Atlantic ports (Maine-Key West inclusive)—South and 
East Africa (Cape Frio-Cape.Guardafui) and Madagascar. 

15B. U.S. Gulf ports (Key West-Mexican border)—South and East 
Africa (Cape Frio-Cape Guardafui) and Madagascar. 

16. U. S. Atlantic and Gulf ports (Maine-Texas inclusive)—Aus- 
tralia, New Zealand, New Guinea and South Sea Islands. 

17. U. S. Atlantic and Gulf ports (Maine-Texas inclusive)—Straits 
Settlements, Netherlands East Indies. 

18. U. S. Atlantic and Gulf ports (Maine-Texas inclusive)—India, 
Burma, Persian Gulf and Red Sea. 

19. U. S. Gulf ports (Key West-Mexican border inclusive)—Carib- 
bean ports. 

20. U. S. Gulf ports (Key West-Mexican border inclusive)—East 
Coast South America (Brazil, Uruguay and Argentina). 

21. U. S. Gulf ports (Key West-Mexican border inclusive)—United 
Kingdom and Eire, Continental Europe (north of Spanish border), Scan- 
dinavian and Baltic ports. 

22. U.S. Gulf ports (Key West-Mexican border inclusive)—Far East 
(Philippine Islands, China, Manchuria, Korea, Japan, U. S. S. R. in 
Asia, French Indo China, Formosa and Siam). 

23. U.S. Pacific ports—Caribbean ports. 

24. U.S. Pacific ports—East Coast of South America (Brazil, Uru- 
guay, Argentina). 
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25. U. S. Pacific ports—West Coast of Mexico, Central America 
and South America. 

26A. U.S. Pacific ports—United Kingdom and Eire. 

26B. U.S. Pacific ports—Havre, Hamburg Range. 

27. U. S. Pacific ports—Australia, New Zealand, New Guinea and 
South Sea Islands. 

28. U.S. Pacific ports—Straits Settlements, Netherlands East In- 
dies, India; Burma, Persian Gulf and Red Sea. 

29. California ports—Far East (Philippine Islands, China, Man- 
churia, Korea, Japan, U. S. S. R. in Asia, French Indo China, Formosa 
and Siam). 

30. Washington and Oregon ports—Far East (Philippine Islands, 
China, Manchuria, Korea, Japan, U. S. S. R. in Asia, French Indo China, 
Formosa and Siam). 


31. U. S. Gulf ports (Key West-Mexican border inclusive)—West 
Coast South America (Chile, Peru, Ecuador and the Pacific Coast of 
Colombia). 

The aforementioned list of essential routes might be aug- 
mented or otherwise altered by the Commission as circum- 
stances warranted, it said. 


Favors Private Operation 


After stating that the peacetime purpose of a merchant 
marine was to provide shipping services to maintain the flow 
of the foreign commerce of the United States, the commission 
said in its report that it proposed to see that this purpose was 
accomplished “by private operation wherever possible, but by 
government operation if necessary.” 

Service arrangements other than those set forth in its re- 
port, said the commission, might also accomplish “the desired 
result”—adequate participation by American-flag vessels in for- 
eign trade—and, it added, it was prepared to consider any 
other service plans that might be submitted by interested citi- 
zens, 

“The Maritime Commission,” continued the report, ‘would 
prefer that private United States flag operation be conducted in 
the foreign trade without government aid, but it will enter into 
contracts for the payment of operating differential subsidies, 
in accordance with the provisions of the law, wherever this is 
found necessary to maintain adequate United States flag service 
on essential foreign trade routes. It is prepared to grant such 
a subsidy even though one or more United States flag lines are 
already in the trade, if it finds that is necessary to provide ade- 
quate service by vessels of United States registry.” 

Some of the services recommended by it, the commission 
stated, had been designed in such a manner as to serve several 
routes on the same voyage, in view of the observation that, 
especially in the long voyage trades, it was usually necessary 
for successful operation that a-ship obtain goods cargoes, both 
outward and homeward. 

“In some instances,” it added, “this should make possible 
faster and more.direct service over a portion of a route than 
could be otherwise attained. This may also make possible the 
extension of service to ports which under other circumstances 
would not be accorded regular sailings. Coordination of dif- 
ferent services have also been suggested as a means for pro- 
viding better services. Cooperative working arrangements be- 
tween two or more United States flag operators may be needed 
to accomplish this. Foreign flag lines have worked out joint 
sailing arrangements to their mutual benefit. Surely United 
States flag lines can work together. Wherever an. operating- 
differential subsidy is granted, the Maritime Commission will 
require that the recipient cooperate with other United States 
flag carriers in the trade.” 

The commission said its declaration of essential routes and 
statement of services recommended for U. S. flag operation 
were intended to chart “a course to an American merchant 
marine: which will adequately serve the foreign commerce of 
the United States.” 

“This is the goal,” it concluded. “The commission will con- 
— other approaches provided they will lead to the same 
goal.” 


SHIP CONFERENCE AGREEMENTS 


The Maritime Commission has announced filing with it 
for approval of agreement No. 57-20 by which the Pacific West- 
bound Conference permits The M. V. Nonsuco, Inc. & S. S. San 


Vincente, Inc., to participate in contracts made by the confer- 
ence. 


M. C. EXTENDS TIME IN CARLOADING CASE 


The Maritime Commission has extended to June 10, the 
time for filing briefs in its proceeding No. 651, Carloading at 
Southern California Ports (Agreement No. 7576). 


M. C. CREATES SALE AND AID DIVISIONS 


For the purpose “of dealing more effectively and efficiently 
with peacetime problems of the merchant marine,” the Maritime 
Commission has approved the formation of two new divisions 
between which will be divided the personnel and functions of 
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the division of vessel disposal and government aids, which will 
be abolished. 

The new units are called the division of large vessel sales 
and charters, and the division of government aids. The division 
of large vessel sales and charters will be responsible for ad- 
ministering sales and chartering functions for vessels of over 
1,500 gross tons as set forth in the merchant marine act of 
1936 and the ship sales act of 1946. C. C. Cornwell will be di- 
rector. 

The division of government aids will handle matters re- 
lated to essential trade routes and services, construction and 
operation parity payments, and other matters not concerned 
with the sale and charter of vessels. Charles H. McDaniel was 
named director. 


Maritime Commission Savings 
Through Price Renegotiation 


“Almost $400,000,000 has been saved the government 
through renegotiation and price reductions by the Price Adjust- 
ment Board of the United States Maritime Commission,” says 
the commission. “The saving was achieved at a cost to the 
government of less than one-half of one per cent of the re- 
covered amount. 

“Recovery during the twelve months ending March 31, 1946, 
exceeded $112,000,000, the report showed. During that period 
the Price Adjustment Board processed 1,265 cases. A total of 
878 contractors were dealt with and total sales of $3,766,806,502 
subject to renegotiation. 

“In the cases of 463 contractors agreements have been exe- 
cuted or are in process involving refunds to the government of 
approximately $86,735,914 on renegotiable sales totaling $1,227,- 
015,810. A total of 415 contractors, with renegotiable sales 
amounting to $2,479,064,196, were found to have realized no 
excessive profits. 

“Approximately 387 other cases were processed and found 
to be either not subject to the renegotiation act or to be the 
responsibility of other government agencies. 

“The Price Adjustment Board, created under the renegoti- 
ation act, has been functioning since June 1, 1942.” 


M. C. TO RECONVERT S.S. WASHINGTON 


The Maritime Commission has announced that it has taken 
the first step toward complete reconversion to a passenger ship 
of the 668-foot North Atlantic liner Washington, which trans- 
ported many thousands of fighting men in World War II. The 
commission said it had awarded a contract to George C. Sharp, 
New York naval architect, to prepare plans and specifications 
for the vessel’s reconditioning. 

The commission said it also had awarded contracts for pre- 
paring plans and specifications for reconversion of the 586-foot 
S.S. Brazil, now operated in Army service in the Atlantic by the 
Moore-McCormack Lines, Inc. It said the contract for drawing 
up the general plan was awarded to Joslyn & Ryan, San Fran- 
cisco, Calif., and that William F. Schorn, of New York, received 
the contract for drawing up specifications for interior decoration. 


M. C. SHIP SALE BOOKLET 


The Maritime Commission has issued a 72-page booklet 
listing the war-built merchant ships that may be purchased 
or chartered under the merchant ship sales act of 1946. It is 
entitled, “Government Owned War-Built Merchant Type Vessels 
(excluding ships not expected to be available for sale or charter 
under the ship sales act of 1946). 


SALE OF M. C. VESSELS 


The War Shipping Administration and the Maritime Com- 
mission have announced the sale of 238 small vessels in March 
for over $4,000,000. Since June, 1944, 1,433 surplus vessels had 
been disposed of for a total return of $18,099,485, they said. 


CONWAY SUCCEEDS LAND AS W. S. A. CHIEF 


President Truman has appointed Granville Conway as ad- 
ministrator of the War Shipping Administration to succeed Vice 
Admiral Emory S. Land, who resigned in January to become 
president of the Air Transport Association of America, Inc. 
Mr. Conway had served as acting administrator since Admiral 
Land’s departure. 

Mr. Conway was appointed deputy administrator of the 
W. S. A. March 28, 1944, and had been identified with shipping 
for many years, having’ held positions for 25 years with the 
Maritime Commission and its predecessor, the United States 
Shipping Board. He was one of the originators of the idea 
of building spar decks on tankers, that enabled the U. S. tanker 
fleet to carry many hundreds of thousands of tons of vital 
dry cargo to war zones. 


TRAFFIC WORLD 


Propeller Clubs Hear Maritime 
Day Speeches by M. C. Officers 


National Maritime Day, May 22, was observed by the ap- 
pearance of one member of the Maritime Commission and four 
staff officials at meetings before the ‘Propeller Clubs” of New 
Orleans, Houston, Tampa and Chicago and before the Lions 
Club of Pawtucket, a. 4. 


Commissioner Richard Parkhurst, addressing members of 
the Propeller Club of New Orleans, said that of the 5,300 ves- 
sels in the Maritime Commission’s wartime building program, 
those having cargo capacity could carry more than 50,000,000 
tons of freight and that one of the principal problems confront- 
ing the commission and the marine industry was the disposition 
of the huge fleet under the merchant ship sales act. 


With respect to the overall merchant fleet, Mr. Parkhurst 
said commission studies had progressed far enough to indi- 
cate that there should be a minimum of 10.5 million deadweight 
tons in that fleet. He said there appeared to be a need for 
4,000,000 tons of dry cargo shipping and 1,000,000 tons of tanker 
tonnage on foreign trade route; 2.5 million tons of dry cargo 
shipping on coastal and intercoastal routes, with 3,000,000 tons 
of tankers in domestic trade. 


“The merchant fleet we look for will require, according to 
the best estimates we can make now, between 90 and 100 thou- 
= for its operation, afloat and ashore,” said Mr. Park- 

urst. 

Burton L. Hunter, director of the contract settlement and 
surplus materials division of the commission, at a joint meet- 
ing of the Propeller Club, Port of Houston, Tex., and the 
Houston Foreign Trade Association, said that instead of 500 
ships, as planned, in the last decade, the country had built 
more than 11 times that many and that shipbuilding in the 
United States in the recent war was a modern miracle. 

“We can anticipate that within the next few months War 
Shipping Administration, as a separate agency, will cease to 
exist and the Maritime Commission will resume its regular role 
of fostering and encouraging the development of a merchant 
marine capable of acting as an auxiliary to the armed services 
in case of emergency, adequate to meet our needs for carriage 
of domestic and foreign waterborne commerce, and owned and 
— by American citizens, so far as practicable,” said Mr. 

unter. 


He added that governmental operation of ships was not the 
desire or intent of the Maritime Commission. 


In a departure from prewar policy, he said, the Commis- 
sion would discourage domestic monopoly by allowing more 
than one subsidized American operator to serve sufficiently ac- 
tive routes. To assure free American competition, he said, the 
Commission would make no objection to participation by non- 
subsidized operators on heavy-tonnage routes. 


“The Maritime Commission believes that at least half of 
our foreign trade should be carried by the American merchant 
marine and that our ships, our seamen, and our service can and 
must be at least equal, if not superior, in quality to that of 
any other country or combination of countries,” said Mr. Hunter. 

Commodore Telfair Knight, assistant deputy administra- 
tor for training, W. S. A., speaking at Tampa, Fla., said the 
postwar adjusted merchant, fleet was expected to require ap- 
proximately 100,000 officers and men for its operation. 


James A. DeForce, assistant director, division of economics 
and statistics, Maritime Commission, speaking at Pawtucket, 
R. I., said that it was the commission’s hope that out of different 
proposals before the Interstate Commerce Commission would 
come a stabilized rate structure that would discriminate against 
neither the domestic water carrier nor the rail lines. He re- 
ferred to the petition of the Maritime Commission and W. S. A. 
asking for consideration “to rectify the unfavorable rate situa- 
tion now existing,” and to the railroad petition for increased 
rates. 


Harvey Klemmer, economic advisor to the Maritime Com- 
mission and executive secretary of its postwar planning com- 
mittee, speaking at a dinner of the Propeller Club of the United 
States, Port of Chicago, said the outlook for American vessels 
in foreign trade was generally promising but that the outlook 
for domestic trade was somewhat less encouraging. Vessels in 
both coastwise and intercoastal runs, he said, had been faced 
with an unfavorable rate situation, and there was no assurance, 
thus far, he added, that this situation could be corrected. Mean- 
while, he said, heavy replacements, many of which could not 
be made from the war-built fleet, were required in both trades. 

The future of the tanker fleet naturally depended, to a 
considerable extent, said Mr. Klemmer, on the over-all oil 
policy of the United States. He said the chances were that ex- 
ports of petroleum products would decrease and that imports 
would increase. The postwar tanker fleet, he said, would be 
— 25 per cent more efficient, ton for ton, than the pre- 
war fleet. 
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ROTH ON MERCHANT MARINE 


“This year’s observance of Maritime Day (May 22) gives 
all Americans, as ‘well as the maritime industry, occasion to 
reflect soberly and objectively upon the future of our American 
merchant marine,” said Almon E. Roth, president, National 
Federation of American Shipping, Inc. 

“It is not only misleading but dangerous for Americans to 
assume that the vast war-built tonnage which this nation now 
owns assures us of an adequate postwar American merchant 
marine. 

“The key to the future lies not in the existence of our 
colossal fleet, but in the possibility of its successful operation 
under highly competitive conditions. 

“The government’s chance to sell its vessels, labor’s chance 
for employment, management’s chance for successful operation, 
and the public’s objective of maintaining an adequate merchant 
marine for purposes of defense and development of commerce, 
all hinge upon profitable operation. 

“The job ahead, therefore, calls for teamwork on the part 
of all four of these interested groups.” 





URGES GOVERNMENT-SHIPPING COOPERATION 


The State Department should be “ever conscious of its re- 
sponsibility to our shipping and commercial interests,’’ Repre- 
sentative Eugene J. Keogh, of New York, declared in an ad- 
dress at the Foreign Commerce Club dinner held last week at 
the Hotel Astor, New York. The same applied to the Depart- 
ment of Commerce, the House Merchant Marine Committee 
member stated. 

The government and the maritime industry must work to- 
gether in harmony to promote maintainance of a strong Amer- 
ican merchant marine, he said, adding that “the shipping indus- 
try of America and the Maritime Commission are not antago- 
nists, but are rather supplementary, one to the other.’ 

“If we are to maintain the Merchant Marine we hope to, 
this supplementing must be increased,” he continued, “such co- 
operation necessarily will result in increased efficiency. The 
commission must be careful that any enlargement, or extension 
of its directive or regulatory powers with respect to any seg- 
ments of our foreign trade must be directed to the strengthen- 
ing and building and not to the weakening or destroying of our 
commerce and international trade.” 

Congressman Keogh pointed out that legislators could assist 
government in doing its part in cooperating with industry by 
keeping “abreast of the fast moving events of the day.” They 

“should at all times, as they generally do, welcome the expe- 
rience, counsel and advice of experienced men,” he held. 


WATER REVENUE AND TRAFFIC 


The Commission has issued statement Q-650, revenue and 
traffic of carriers by water, for the fourth quarter of 1945, and 
for the year 1945. The compilations were prepared by the Com- 
mission’s Bureau of Transport Economics and Statistics. 

For the fourth quarter of 1945, Class A and B carriers by 
water reported a total of $13,486,121 in freight revenue, a de- 
crease of 24.1 per cent under the comparable 1944 period. The 
same carriers transported 12,451,062 tons of revenue freight for 
the 1945 quarter, as compared with 13,986,328 tons in the 1944 
quarter, according to the statement. 

Passenger revenue of the carriers amounted to $1,598,934 
for the fourth 1945 quarter, as against $1,609,593 for the like 
1944 quarter, a decrease of seven-tenths of one per cent. In 
the 1945 fourth quarter the carriers transported 2,725,342 rev- 
enue passengers, as compared with 2,622,372 in the comparable 
1944 period. 

For the year 1945, Class A and B water carriers reported 
freight revenues of $65,126,907, a decrease of 9.6 from the $72,- 
012,972 reported for 1944. They carried 52,852,548 tons of rev- 
enue freight in 1945 as against 57,625,344 tons in 1944. 

Passenger revenues for the year amounted to $11,993,979, 
as compared with $12,100,950 in 1944, a decrease of nine-tenths 
of one per cent. The carriers transported 14,117,540 revenue 
passengers in 1945 as against 13,795,012 in 1944. 


SWEDISH STEAMSHIP LINES MERGE 

The Swedish American Line and the Swedish American 
Mexico Line have voted to amalgamate, it was revealed by 
G. Hilmer Lundbeck, Jr., U. S. manager of the Swedish Ameri- 
can Line. The two companies have three vessels under con- 
struction, two for the Mexican run scheduled for completion 
in the near future, and the third for Atlantic service, to be 
launched at Gothenburg this summer. 


NEW SEA ROUTE, SWEDEN TO CHICAGO 
A new sea route was inaugurated early this month when 
direct traffic was established between Swedish ports and Chi- 
cago. The first vessel left the northeastern port of Gavle, 
Sweden, May 8. She was the M. S. Erland, owned by the Bros- 
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ton Lines. The 2,800 deadweight ton vessel carried a cargo of 
2,500 tons of wood pulp. 

It was announced that, on her return voyage, she would 
carry automobiles. 

The Broston Lines announced that another ship would join 
the Erland in the Sweden-Chicago service, which will be kept 
open from May until October. It is presumed that new auto- 
mobiles will provide cargos for return voyages, for the most 
part. 


NEW AMERICAN SOUTH AFRICAN LINE VESSELS 

The American South African Line’s first new modified C-3 
cargo-passenger liner was scheduled to arrive at Capetown, 
South Africa, having left New York on May 1. The company 
announced that it had ordered six more of the vessels for its 
South African service. W?th a displacement tonnage of 17,980, 
each vessel also has accommodations for 12 passengers. 








Dana Heads Trans-Continental; 
Moller, W. T. L. Committee 


J. J. Grogan, chairman of the advisory committee to the 
Trans-Continental Freight Bureau, has announced the appoint- 
ment of W. H. Dana to the chairmanship of the bureau. Mr. 
Dana has been chairman of the Western Trunk Line Committee 
since November, 1944, when he was appointed to that position 
and as chairman of the Western Traffic Executive Committee 


‘to succeed the late J. A. Farmar. He will continue in the chair- 


manship of the Western Traffic Executive Committee. 

At the same time, L. R. Capron, chairman of the advisory 
committee to the Western Trunk Line Committee; announced 
the appointment of G. A. Moller to the chairmanship of the 
W. T. L. Committee. Mr. Moller has been a member of the 
W. T. L. standing rate committee since 1940, and chairman of 
that committee since April, 1945. 

Headquarters of both organizations are at Chicago. 


Burroughs Retires 


Mr. Dana succeeds, as chairman of the Trans-Continental 
Freight Bureau, J. D. Burroughs, who retired after 26 years 
with the bureau and 56 years of transportation service. Mr. 
Burroughs began work with the Milwaukee Road in 1890 and 
was appointed a member of the bureau’s standing rate com- 
mittee in 1920. Later he was made chairman of that commit- 
tee and, on January 1, 1945, succeeded J. D. Stubbs as chairman 
of the bureau. 


1. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: 


O. I. Baker, Port Arthur, Tex.; William Thomas Bensley, Balti- 
more, Md.; Frank Eisler Benzinger, Baltimore, Md.; Russell Taylor 
Berry, Chicago, Ill.; Herman L. Bohn,-Long Island City, N. Y.; Edwin 
S. Booth, Helena, Mont.; Francis Caminetti, Paterson, N. J.; Joseph 
Edgar Chapman, Jr., Columbus, Ga.; William Franklin Clark, Chatta- 
nooga, Tenn.; James Michael Conlon, Chicago, Ill.; Donald William 
Crane, Jersey City, N. J.; Charles J. Dahms, Jr., Philadelphia, Pa.; 
Alva A. De Lee, Port Arthur, Tex.; Donald G. DeWaay, Rock Rapids, 
Ia.; Stephen Dremuk, New York, N. Y.; David L. Dickson, Chicago, 
Ill.; Francis J. Doyle, Philadelphia, Pa.; Allen Walton Faaet, Philadel- 


phia, Pa.; William Robert Feidner, Brooklyn, N. Y.; Peter Paul 
Fessides, Philadelphia, Pa.; John W. Frame, Harrisburg, Pa.; Lucien 
Clouston Gwin, Natchez, Miss.; Harlan L. Hackbert, Chicago, IIl.; 


Elroy Hobart Harford, New York, N. Y.; Harry S. Harnsberger, Lander, 
Wyo.; Edwin S. Howe, Baltimore, Md.; Denton Richard Johnston, 
Kansas City, Kan.; Hyman Joseph Katz, New York, N. Y.; Abe Lam- 
beck, Hillside, N. J.; Harland Francis Leathers, Washington, D. C.; 
Donald C. Lone, New York, N. Y.; Abraham Lublin, Binghamton, 
N. Y.; Max Markowitz, New York, N. Y..; Herbert J. Mayer, Newark, 
N. J.; Thomas K. McCarthy, San Francisco, Calif.; Douglas McHendrie, 
Denver, Colo.; Frank C. McWilliams, Chicago, Ill.; Conrad Caleb 
Mount, Oklahoma City, Okla.; Philip Matthew Rensvold, Jr., 
Falls, S. D.; Thomas Francis Rooney, New York, N. Y.; I. Louis Rubin, 
Philadelphia, Pa.; Albert Sidney Silverman, Pittsfield, Mass.; Stuart P. 
Smith, New York, N. Y.; David Jack Speert, New York, N. Y.; Adam 
Pascal George Steffes, Los Angeles, Calif.; Milton Stoll, New Brunswick, 
N. J.; Tad Uyeno, Chicago, Ill.; Carl Vaughan, Port Arthur, Tex.; 
Henry C. Wall, New York, N. Y.; Paul L. Weiden, New York, N. Y.; 
Luther A. Weiss, Philadelphia, Pa.; Clarence H. Williams, Washing- 
ton, D. C.; Clayton L. Wornson, Mason City, Ia.; and George H. 
Zeutzius, Los Angeles, Calif. 


Sioux 


PITTSBURGH I. C. C. PRACTITIONERS 
The Pittsburgh region chapter, Association of I. C. C. Practi- 
tioners, will elect officers and members of the executive com- 
mittee, at its annual meeting, May 27, in the William Penn 
Hotel. William W. Collin, Jr., is chapter chairman, and D. O. 
Moore is secretary. 






































































































































Delay—Duty of Consignee to Accept 
Shipment Delayed in Transit 


New Jersey.—Question: A shipment 
was made to us on April 6, 1945 from 
Freeport, Ill., and not being received, we 
filed a claim against the railroad in 
August 1945. The materal was then re- 
purchased to complete our contract. On 
April 10, 1946 the carrier attempted de- 
livery but we refused to accept the ship- 
ment for the reason we now have no use 
for it. ; 

The terms of sale were F.O.B. origin, 
therefore, we paid twice for the material 
but as stated above, the original ship- 
ment arrived too late to be of any use. 

We believe the carrier is legally liable 
for loss in this case, even though the 
cause is delay. Such a delay as men- 
tioned is definitely an unreasonable de- 
lay. 

Gan you cite for us, court cases on 
such a type of claim covering delay? 

Answer: The duty of the consignee of 
goods transported by a carrier to accept 
delivery thereof, is not ordinarily ex- 
cused by the fact that the goods are 
damaged, unless such damage rendered 
the property practically valueless, hav- 
ing regard to the expense of acceptance 
and use, and to the purpose for which it 
was intended (Crinella vs. Northwestern 
Pac. R. Co., 259; Pac. 774; Pacific Heater 
Co. vs. Southern Pac. Co., 188 Pac. 600; 
Sipple vs. Seaboard Air Line Ry. Co., 
114 S. E. 39; Cleveland, C. C. & St. L. 
Ry. Co. vs. Bement-Rea Co., 154 N. E. 
32; Quanah, A. & P. Ry. Co. vs. Novit, 
199 S. W. 496), the consignee’s remedy 
in case of partial loss or of injury not 
rendering the property worthless, being 
to accept the goods and sue for damages, 
or, in case the injury renders the prop- 
erty valueless, to reject the consignment 
and sue for its full value. A consignee 
may not refuse to accept goods because 
of delay in delivery, (Chicago, R. I. & P. 
Ry. Co. vs. Albert Pfeifer & Bro., 119 
S. W. 642; Southern Ry. Co. vs. Bunch, 
102 S. E. 462; United Pants Mfg. Co. vs. 
American Ry. Express Co., 2 La. App. 7, 
his remedy being to receive the goods 
and sue for the damages caused by the 
delay. A consignee of goods which are 
of little or trifling value and unsalable, 
however, may refuse to accept them 
when tendered after a negligent delay 
in transportation thereof, and may re- 
cover damages and the statutory penalty 
for failure to adjust and pay the claim 
within the statutory time after filing 
thereof. American Ry. Express Co. vs. 
Pitts, 91 So. 571. 


Action for Loss of or Injury to Goods— 
Proper Party Plaintiff 


New Jersey.—Question: A has a ship- 
ment forwarded by B, who is located in 


another city, to C. When C receives the 
shipment, he finds that it checks up one 
case short and so notes on the freight 
bill. A requests B to enter claim for the 
case, but B claims that his responsibility 
ceases when he delivered the shipment 
to the carrier and requests that A make 
the claim. As A’s name does not appear 
on the shipping papers, can he make this 
claim? 

Answer: While ordinarily, either the 
consignor or the consignee is the proper 
party plantiff in an action for damages 
against a carrier for loss of, injury or 
delay to goods by the carrier, an undis- 
closed principal may bring the suit, un- 
der the decisions in certain cases. See 
Elkins vs. B. & M. R. R., 51 Am. Dec. 
184, on page 187 of which the court said: 


The same principle was adopted by the 
Supreme Court of the United States, in the 
memorable case of the loss of the steamer 
Lexington in Long Island Sound. In the case 
of the New Jersey Steam Navigation Co. vs. 
The Merchants’ Bank, 6 How. 344, the bank 
had delivered to Harnden, an express agent, 
a large amount of specie for transportation, 
by whom it was delivered to the Steam Navi- 
gation Company, who were then running the 
Lexington between New York and Stonington. 
It was held that, notwithstanding the con- 
tract of affreightment was made by Harnden 
with the company personally for the trans- 
portation of the goods, it was, in contempla- 
tion of law, a contract between the bank and 
the company, and althuogh Harnden made the 
contract in his own name, and without dis- 
closing the name of his employers at the 
time, the bank might maintain a suit upon 
the contract directly against the company. 


The securing of an assignment of the 
right of action from the consignor or 
consignee, whichever party, under the 
decisions of the courts where suit must 
be brought, is entitled to sue, would be 
the better procedure. 


Damage—Free Goods 


Tennessee.—Question: Will you be 
kind enough to answer the following 
question regarding “free goods” or “pre- 
miums,” citing any cases that may have 
been decided in connection with the lia- 
bility of carriers for their value when 
lost in transit? 

It is the custom of the shipper in- 
volved to make their customers what is 
called a “Deal,” that is, when they re- 
ceive an order for a certain amount of 
goods, so much free goods is included in 
that “Deal.” 


In the instant case the entire shipment 
was lost and the carriers state that: “If 
the contract had been completed and the 
shipment delivered to the consignee, the 
company would have received only $86.40 
in settlement of the invoice, which is the 
exact amount the carrier is liable for, 
due to failure to make delivery. If the 
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carriers were to pay in excess of that, 
then the shipper would reap an advan 
tage.” 

We take the position that even though 
the goods were free, they had a value, 
and, as the transportation company 
failed to make delivery, they are liable 
for the value of the free goods. 

Answer: We are unable to locate a 
decision of the courts which covers a 
statement of facts such as set forth in 
your letter, or facts similar thereto. 
However, in the McCaull-Dinsmore case, 
253 U. S. 97, 40 S. Ct. 504, the Supreme 
Court of the United States held that the 
amount of any loss or injury for which 
any carrier is liable is the actual loss 
caused by the breach of the contract of 
carriage, which loss is what the shipper 
would have had if the contract had been 
performed. 

A statement to the same effect is con- 
tained in the decision in Ilinois-Central 
as Co. vs. Crail, 281 U.S. 57, 50'S. Ct. 

In the instant case it appears that the 
so-called “free goods” actually have a 
value, substantially equal to the value 
of the other goods with which they are 
shipped. We are therefore of the opinion 
that the carrier is liable in damages for 
the value of the “free goods” which were 
lost in transit. 

Certainly the shipper is entitled to the 
production cost, in so far as the “free 
goods” are concerned. Furthermore, as 
he has paid the freight charges thereon 
he is entitled to deduct freight charges 
from the market value at destination, as 
this value is based on the assumption 
that the value of the goods has been en- 
hanced by their transportation at least 
to the extent of the freight charges. Con- 
sequently, it would appear that the 
amount of recovery would closely ap- 
proximate, if it does not actually equal, 
the value of the goods for which an in- 
voice was rendered. 


Tariff Interpretation—Household Goods 
Rating Applicable to Articles Ten- 
dered as Such 


Missouri.—Question: One of our sales- 
men moved from Corpus Christi, Texas, 
to New Orleans, Louisiana, and arranged 
with the warehouse company at Corpus 
Christi to crate some of his furnishings 
and ship them to his new address at New 
Orleans. 

The shipment was billed as four boxes 
household goods, five crates of house- 
hold goods and seven barrels of dishes 
and glassware. The bill of lading carried 
the notation “released to valuation of 
10c per pound.” However, part of the 
shipment billed as five crates of house- 
hold goods actually consisted of second 
hand furniture, including one crate of 
desk which weighed 50 pounds. 

The shipment was damaged in transit 
and the repairs on the desk amounted to 
$15.00. Claim was submitted for that 
amount but has been denied with the 
statement that the claim will have to 
be revised to an amount of $5.00, rep- 
— 10c per pound on the 50 pound 

esk. 

It is our opinion that the bill of lading 
on this shpiment should have described 
the crate of desk as a desk rather than 
household goods. Inasmuch as this would 
have been the proper classification if the 
article had been new, then there should 
be no difference in the rating occasioned 
by the fact that it was second-hand. In 
other words, furniture more specifically 
describes a desk than the broad term 
“household goods.” Will you please ad- 
vise if we are correct? 
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If we are correct that the shipment 
should have been described as a desk, 
does the consignee have any recourse 
against the carrier? In other words, can 
he collect for the full damage or must 
he be satisfied with the payment of an 
amount not exceeding 19c per pound of 
the damaged item? 


Answer: The billing of the shipment 
indicates that it was the intention of 
the shipper to make a shipment of house- 
hold goods, as the released valuation no- 
tation on the bill of lading was signed, 
releasing the shipment to a valuation of 
10 cents per pound. The applicable rate 
is, in our opinion, that arrived at by 
using the rating on household goods, and 
damages are limited to the released valu- 
ation. See Perdue vs. Baltimore & O. 
S. W. R..R. Co., 47 I.C.C. 210, in which 
the Commission said: 


Complainant’s representative calls attention 
to the fact that the articles included in this 
shipment are not specifically stated in the 
bill of lading to constitute household goods 
and contends that it would be proper to con- 
sider each item in the bill of lading as an 
individual shipment in which case the first- 
class rate would have been applicable to the 
piano, the sewing machine and the bundle of 
carpet, irrespective of value. This contention 
is met by the fact that the articles in ques- 
tion were offered as one shipment and moved 
under one bill of lading in which only the 
aggregate weight and not the weights of the 
individual items is shown. 


Claims for Loss and Damage—Duty of 
Carriers to Make Full and Complete 
Investigation Before Paying 


Texas.— Question: Does the Interstate 
Commerce Commission require common 
carriers to make a full and complete in- 
vestigation before paying claims for 
freight loss and damage If so, please 
quote the rule or requirement. 

Answer: In its decision in Charleston 
& W. C. Ry. Co. vs. Nashville Furniture 
Co., 237 U. S. 597, the Supreme Court 
of the United States said: 


By section 1 as amended by the act of 
June 18, 1910, c. 309, section 7, 36 Stat. 539, 
546, it is the duty of the carriers to secure 
the safe transportation and delivery of prop- 
erty subject to the act, upon reasonable 
terms. As was said in Missouri, Kansas & 
Texas Ry. Co. vs. Harris, 234 U. S. 412, 420, 
the result of many recent cases, there cited, 
beginning with Adams Express Co. vs. Cronin- 
ger, 226 U. S. 491 and coming down through 
Boston & Maine R. R. vs. Hooker, 233 U. S. 
97, is that “the special regulations and poli- 
cies of particular states upon the subject of 
the carrier’s liability for loss or damage to 
interstate shipments and the contracts of car- 
riers with respect thereto, have been super- 
seded.”” It is true that in that case the 
inclusion of the attorney’s fee not exceeding 
$20 in the costs upon judgments for certain 
small claims was upheld, although incidental- 
y including some claims arising out of inter- 
state commerce. But, apart from the effect 
being only incidental, the ground relied upon 
was that the statute did not ‘“‘in any way 
enlarge the responsibility of the carrier’ 
for loss or ‘‘at all affect the ground of re- 
covery, or the measure of recovery,’’ pp. 420, 
422. The South Carolina act, on the other 
hand, extends the liability to losses on other 
roads in other jurisdictions and increases it 
by a fine difficult to escape. It overlaps the 
federal act in respect of the subjects, the 
grounds, and the extent of liability for loss. 
We leave on one side the remote analogies 
put forward in the decision of the state 
court, as, in our opinion, the cases and 
principle to which we have referred are suf- 
ficient and direct. We should add that the 
item for overcharges also falls under the 
act of Congress, section 2, as it now stands, 
since that section makes the receiving of 
greater compensation than is received from 
others for similar services an unjust and un- 
lawful discrimination. The penalty, the only 


matter that we are considering, was exacted 

for a failure to pay both claims, within forty 
days, irrespective of the question whether 
adequate investigation had been possible, as 
required by the Interstate Commerce Com- 
mission’s rulings, Nos. 462, 236 and 68. 


This is all that we can find that deals 
specifically with this question. 


Notice of Claim—Tracers 


Tennessee.—Question: On January 3, 
1945, we picked up at Charlotte, N. C., a 
shipment destined for Pikesville, Ky. 
Since we do not make Pikesville direct 
we interchanged the shipment at Pristol, 
Va., and obtained clear receipt delivery 
from our connection. This interchange 
was effected on January 22, 1945. 

In March, 1945, the shipper traced us 
for proof of delivery, claiming non-deliv- 
ery at destination. The shipper’s tracer 
to us was in the form of a letter. We 
traced our connection by telephone and, 
naturally, we do not have a record of 
the exact date we traced them. 

A claim was filed with us on April 5, 
1946, for the value of this entire ship- 
ment. We, in turn, forwarded-it on to 
our connection for proof of delivery or 
payment. The claim has been declined 
by our connection on the basis that the 
claim was not filed within nine months, 
as required by the terms of the bill of 
lading. While they admit they are un- 
able to show delivery, they advise that 
the claim was not filed with the carriers 
in season and that a tracer from the 
shipper cannot be construed as consti- 
tuting the filing of a claim. 


We contend that the claim is just and 
should be paid. It is our opinion that the 
shipper’s tracer is sufficient notification 
of their intenton to file claim in the 
event carriers could not show delivery. 


n you quote us some recent decision 
on a Similar case? 


Answer: It is very generally held that 
the filing of a claim as required by the 
bill of lading is a condition precedent to 
recovery, and that the provisions of the 
bill of lading requiring notice of claim 
of the filing of a claim cannot be waived. 
See Rogers & Co. vs. Eastern Carolina 
Ry., 118 S. E. 885; Browning-King & 
Co, vs. Davis, 199 N. Y. S. 775; Jenckes 
Spinning Co. vs. N. Y. N. H. & H. R. Co. 
129 Atl. 815; G. F. & A. Ry. Co. vs Blish 
Milling Co., 241 U. S. 190, 36 S. Ct. 541; 


C. & O. Ry. Co. vs. Martin, 283 U. S. 
209, 51 S. St. 453. 


As regards the sufficiency of a claim 
for loss of or injury to property shipped, 
the stipulation, and it is very generally 
held or recognized that no particular 
form of claim is necessary, that neither 
formality nor technical exactness is nec- 
essary, and that a substantial compli- 
ance with the stipulation is all that is 
required. 

There must, however, be at least a 
substantial compliance with the require- 
ment that a claim be filed. It must pos- 
sess the characteristics of a claim, that 
is to say, it must amount to a demand 
for compensation. 

The courts have generally held that 
the filing of a claim is a requirement 
which, under thelaw, may not be 
waived by the carrier, and also that a 
tracer does not’ constitute a notice of 
claim. See Bornstein vs. Payne, 113 Atl. 
648; Browning, King & Co. vs. Davis, 
199 N. Y. S. 775; Stein vs. American Ry. 
Express Co. 198 N. Y. S. 531; Jennings 
vs. Barrett, 194 N. Y. S. 679. 


However, in Thompson vs. Levy Bros. 
Dry Goods Co., 180 S. W. 2d 212, it was 
held that where the bill of lading re- 
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quired filing of claim within nine months 
after reasonable time for delivery had 
elapsed, letter from consigner giving 
date of shipment, name and address of 
consignee, nature and value of shipment, 
and stating that consignee stated that 
shipment had not been received and ask- 
ing carrier to prove delivery was suffi- 
cient compliance with bill of lading. 


Tariff Interpretation—Application of In- 
termedate Rule—Routing from More 


Distant Points Governs Intermediate 
Point 


Missouri.—Question: The Commission 
has frequently ruled that Rule 27 of 
Tariff Circular 20, when published in 
tariffs, has the effect of establishing as 
specific commodity rates at intermediate 
points, subject to Notes 1, 2, 3 and 4 of 
Rule 27, as though the rates were pub- 
lished, point to point, to each intermedi- 
ate station. 

This being the case and after Rule 27 
has established specific commodity rate, 
is there anything to prevent the applica- 
tion of this specific commodity rate via 
all usual available routes, or will such 
specific commodity rates established by 
intermediate application apply only via 
routes and from and to points which 
would be intermediate under the appli- 
cation of Rule 27, via such routes? In 
other words, are not the intermediate 
unnamed points subject to the same 
routes as would be available from and 
to the named points; for example, in a 
tariff that had no specific routing, would 
not the rates from and to the named and 
unnamed points both be applicable for 
all lines parties to the tariff? 

Answer: In Hutchinson Produce Co. 
vs. A. T. & S. F. Ry. Co., 92 I.C.C. 115, 
the Commission, in effect, held that re- 
strictions in the routing published in a 
tariff with respect to the more distant 
point govern with respect to the applica- 
tion of the rate to the more distant point 
at intermediate points. 


Under the facts in this case, the rates 
on potatoes from certain points in Mon- 
tana to Denver, Colorado, applied only 
via Billings, Mont., and the C. B. & Q. 
Certain shipments moved from the points 
of origin from which the rate to Denver 
applied to destinations which were inter- 
mediate to Denver. The tariff provided 
that the Denver rate would apply at di- 
rectly intermediate points, but the ship- 
ments moved via routes other than that 
over which the rate to Denver applied, 
co Billings, Mont., and the C. B. 


While we locate no decisions of the 
Commission to that effect, it would seem 
to follow that where there are no rout- 
ing restrictions named in the tariff the 
rates apply at unnamed points located 
on carriers parties to the tariff subject, 
however, to the qualification that the 
rates will not apply at intermediate 


_ points on routes which are unduly cir- 


cuitous. See United Paperboard Co. vs. 
C. B. & Q. Railroad Co., 168 I.C.C. 790. 


Routing and Misrouting—Duty of Car- 
rier to Forward Via Cheapest Avail- 


able Route in Absence of Routing 
Instructions 


Minnesota.—Question: Will you kindly 
give me a ruling on the following, quot- 
ing decisions, if any: 

We shipped to ourselves a carload of 
pipe, weight 70,940 pounds, from A, Ohio 
to B, Wisconsin, the bill of lading for 
which showed routing via B. & O.-C. & 
N. W. The carriers moved the car via 
Chicago and assessed a rate of 36 cents, 
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which is the rate to C, B being interme- 
diate. 

Had the carriers moved the car via D, 
B would then be intermediate to E, and 
a rate of 35 cents per 100 pounds would 
have applied. 

Is it not the duty of the carriers to 
protect the lowest rate or to move a 
shipment via a route that will give the 
shipper the benefit of the lowest rate? 

Answer: A _ shipper may offer his 
freight without any routing instructions, 
in which event it is the duty of the car- 
rier to route it via the cheapest reason- 
able available route. 

Ib Cressey & Co. vs. C. M. & St. P. 
Ry. Co., 18 I. C. C. 132, cited in Whaley- 
Warren Lumber Co. vs. C. C. & O. Ry., 
21 I. C. C. 530, the Commission describes 
as misrouting a movement which fails 
to take a route over which the shipment 
properly should have moved, as well as 
one which was in violation of specific in- 
structions by the shipper 

The duty of the carrier to forward via 
the cheapest route is subject to the qual- 


ification that, if all things considered, it 
would be unreasonable to ship by a 
cheaper route, the carrier is not com- 
pelled to do so. The duty is upon the 
carrier to select the cheaper route only 
‘if other conditions are reasonably 
equal.” Resort to the more expensive 
route may be justified, and the justifi- 
cation may rest either upon a peculiar 
circumstance of a general case, or upon 
a general practice. Northern Pacific Co. 
vs. Slocum, 247 U. S. 477, 38 S. Ct. 550; 
McCaull-Dinsmore Co. vs. G. N. Ry. Co., 
47 I. C. C. 581. In the latter case the 
Commission held that the shipment was 
not misrouted, because it was shown 
that the claimed intrastate route was 
neither reasonable nor practicable. 

In Valentine-Clark Co. vs. Northern P. 
Co., 152 I. C. C. 305, a situation similar 
to the present one was before the Com- 
mission. The principle thereof is appli- 
cable in the present instance, and, unless 
the route via D is an unreasonable one, 
there was misrouting on the part of the 
‘nitial carrier. 





Paul J. Neff, senior executive assist- 
ant at Houston, Tex., in charge of the 
Texas-Louisiana properties of the Mis- 
souri Pacific, on May 20 was named 
chief execittive officer for the Missouri 
Pacific Lines. He was selected by Guy 
A. Thompson, trustee, to succeed L. W. 
Baldwin who died recently. Mr. Neff 
is also president of the Chamber of 
Commerce of Houston, and director of 
the Houston National Bank of Com- 
merce. Lewis Warrington Baldwin, 71, 
who headed the Missouri Pacific Lines 
for 23 years, died at his home recently, 
following an illness of several weeks. 
He was elected president of the Mis- 
souri Pacific in April, 1923. He served 
on the executive committee, and as a 
member of the board of directors, of 
the Association of American Railroads, 
from its organization. H. C. Carswell, 
Jr., has been appointed general agent 
at Tyler, Tex. He succeeds W. R. Kiekel, 
who has resigned. 

* * * 


Armand T. Mercier was re-elected 
president of the Southern Pacific Com- 
pany at the annual meeting, of Stock- 
holders, May 8, at New York. 


* * * 


J. A. Garberick has resigned as assist- 
ant sales manager of the. National Co- 
operative Refinery Association, McPher- 
son, Kan. E. L. Beeman has been pro- 
moted from traffic manager to a newly 
created position of traffic and assistant 
sales manager. 

* * 

Malcolm P. Langdoc has resigned his 
position as traffic manager, Automatic 
Electric Co., Chicago, to become assist- 
ant export manager, Williams Oil-O- 
Matic division, Eureka Williams Cor- 
poration, Bloomington, II]. 

* * * 


Walter M. Crehore has been appointed 
district freight and passenger agent, 
Southern Railway System, at Green- 
wood, S. C. William H. Heggarty has 
been appointed commercial agent, at De- 
troit, Mich. W. Kenneth Bien has been 
appointed commercial agent, at Kansas 





City, Mo., succeeding Mr. Heggarty. 
Harold D. Little has been appointed 
commercial agent, at Charlotte, N. C., 
succeeding Gordon I. Russell, promoted. 
Thomas R. Monroe has been appointed 
commercial agent, at Charlotte, N. C., 
suceeding Mr. Little. P. A. Schumpert 
has been promoted to the newly-created 
position of general eastern passenger 
agent, with headquarters at New York 
City. J. O. McCollum has been promoted 
to division passenger agent, at New 
York, succeeding Mr. Schumpert. 
* * 


J. W. Perrin, retired freight traffic 
manager, Atlantic Coast Line Railroad 
Co., died at Wilmington, N. C., May 18. 
Interment was at Oakdale Cemetery. 
S. G. Williams has been appointed as- 
sistant to freight traffic manager, with 
headquarters at Jacksonville, Fla. 

ok * 


J. M. Macrae has been appointed 
freight traffic manager, Canadian Na- 
tional Railways, with headquarters at 
Winnipeg. He joined the road in 1906. 
He succeeds J. M. Horn, who has re- 
tired following 48 years of railroad serv- 
ice. J. Frank Mongan has been pro- 
moted to general agent, at New York 
City. 

* * * 

A. J. Ferrell has been appointed fore- 
ign freight traffic manager, Rock Island 
Lines, with headquarters at Chicago. 
He succeeds Charles E. Barry, deceased. 
Albert G. Schaeffer has been promoted 
to general agent, at St. Joseph, Mo. He 
succeeds J. O. Morgan, who has been 
appointed general agent at Pittsburgh. 
E. O. Blakeley has been appointed travel- 
ing freight and passenger agent, at St. 
Joseph, Mo., succeeding Mr. Schaeffer. 

OK * * 

T. D. Slattery has been permanently 
appointed resident vice-president and 
general traffic manager, in the United 
States and Canada, for the British & 
Irish Railways. Mr. Slattery will main- 
tain headquarters in New York. 

* * * 


Philip J. Cullen has been appointed 
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assistant general freight agent, Chicago, 
Milwaukee, St. Paul & Pacific Railroad 
Co., with headquarters in Chicago. 

* * * 


Fred S. Miller has been appointed 
traveling freight agent, Kansas City 
Southern Lines, following four years of 
military service. Mr. Miller will main- 
tain his offices in Minneapolis. 

* 


The Northern Pacific Railway an- 
nounces the following appointments, in 
the foreign freight department: J. R. 
Patterson, foreign freight agent, New 
York; A. J. Wilkins, export and import 
agent, Chicago; E. M. Stevenson, foreign 
freight agent, Seattle; and E. E. Chap- 
man, foreign freight agent, Portland, 


Ore. 
* *K * 


Charles J. Ploss has been appointed — - 


general agent, Pere Marquette Railway 
Co., with headquarters at Cincinnati, O. 
He succeeds P. R. Phelps, who has re- 
tired after 42 years’ service with the 
line. 

* ok * 

H. M. Carter has been appointed pas- 
senger traffic agent at Nashville for the 
Nashville, Chattanooga & St. Louis Rail- 
way, succeeding F. W. Manes, resigned. 

* * * 


E. G. Siemon has been appointed as- 
sistant western freight traffic manager, 
and G. B. Peterson, assistant general 
freight agent, of the Lehigh Valley Rail- 
road Co. Both will have headquarters 
in hicago. 

* * 

A. W. Booth, 59, an examiner in the 
Commission’s Bureau of Motor Carriers, 
died May 20 in Washington after a short 
illness. Mr. Booth joined the Commis- 
sion in 1913. 


* * * 


John P. Loughnane, Traffic World, has 
been appointed editor, Conference News, 
official organ of the Clearing-Cicero 
Traffic Conference, Clearing, Ill. 

* * * 


Sydney B. Smith has been appointed 
assistant to the chairman of the board 
of Trans World Airlines. Formerly as- 
sociated with the State Department, and 
the Lockheed Aircraft Corporation, Mr. 
Smith assumes his new position after 
more than three years. with the Army 
Air Forces, where he had attained the 
rank of lieutenant colonel. 

* * * 


John F. Hassler has been elected presi- § 
dent of the Oakland Board of Port Com- 
missioners. He succeeds the late James 
J. McElroy. 

* * * 

Commander Howard G._ Beadle, 
United States Naval Reserve, has been 
cited by Secretary Forrestal, of the 
Navy, for outstanding services as of- 
ficer-in-charge, terminal operations, En- 
cinal Terminals, port directors office, 
twelfth Naval district, San Francisco. 
Mr. Beadle has now resumed his pre- 
war position with the Interocean Steam- 
ship Corporation as operating manager, 
with headquarters in San Francisco. 

* * * 

E. A. Throckmorton, formerly vice- 
president, Container Corporation of 
America, has been elected president of] 
Container Testing Laboratories, Inc. 

k * * 


Sheldon P. Thacher, executive, United 
States Rubber Co., was honored, May 20, 
for his safe driving record of 33 years 
without an accident. The presentation of 
a gold lapel insignia set with a diamond ' 
was made by J. W. McGovern, vice- 


















YRLD | May 25, 1946 1603 


licago, 4 fs 
‘ilroad | = 





ointed |= 
City 

ars of 

main- 


y an- 
nts, in 

J. & 
. New 


rtland, 


ointed § 
ailway 
ati, O. 
las re- 
th the 


2d pas- 
for the 
is Rail- 
signed. 


ted as- 
anager, 
yeneral 
y Rail- 
uarters 


in the 
arriers, 
a short 
ommis- 


rld, has 
>» News, §: 
-Cicero 





pointed 
> board 
rly as- 
ont, and 
on, Mr. 















d presi- 
rt Com- 
> James 


Beadle, 
as been 
of the 
as of- = 7 
yns, En- #0 3 Le 

PZ, eA 


* 
SY .: 
\ ! 
S BZ WY? P 
= ANN \\\- Z Po : 
og © ‘ i : : 
< a —— {, << i ee GE 
= c 
BY on f NA 4 
ho Loa)/ en Ohe. te —_ — 
VAIN SAR 
r AAO 
y ve 


WHO MADE, AND KEPT, AMERICA FREE 


ST. LOUIS SOUTHWESTERN RAILWAY LINES (COTTON BELT ROUTE) 
ITH ALL AMERICA PAYS TRIBUTE TO THE HONORED DEAD 


Woe 1D CaS 
A 


; office, 
‘ancisco. 
his pre- 
. Steam- 
nanager, 
isco. 





ly vice- 
tion of 
ident of 
Inc. 


, United 
May 20, 
33 years 
tation of 
diamond 
"n, vice- 












1604 


president and general manager, of the 
tire division. 
* * 
Cliff Haddrell has been appointed a 
member of the New England sales staff, 
Yale & Towne Mfg. Co. 


Charles A. Marshall has been ap- 
pointed general manager, Iron & Steel 
Products, Inc., with headquarters at 
Chicago. 

ok * * 

The annual smoker and old fashioned 
fish fry of the Alumni Association of the 
College of Advanced Traffic, Chicago, 
was held, May 24, at the Furniture 
Club. Howard Schauble, Booth Fish- 
eries, was in charge of the event. 


The Oakland Foreign Trade and Har- 
bor Club held a special meeting, May 
21, at the El Curtola Restaurant. Major 
General Paul B. Malone, U. S. Army, 
— spoke on “What Is Russia Up 

0.” 


* * * 
The Alumnae Association of the Col- 





Miss Anna May Kenning, new presi- 
dent of the Women’s Traffic Club of 
Omaha, is a na- 
tive Nebraskan. 
Miss Kenning 
taught school for 
one year, after 
which she at- 
tended business 
college. This led 
to her career in 
traffic. For the 
past year and a 
half she has at- 
tended the Oma- 
ha Traffic School 
and has_ under- 
taken further 
Miss Anna May Kenning studies at Creigh- 

ton University. 
From February, 1942, until December, 
1945, Miss Kenning was employed in 
the. transportation department of the 
Omaha regional office of the St. Louis 





Ordnance district, during which time she’ 


has been promoted to the position of 
chief of that department. In December, 
1945, she was transferred to the traffic 
division of the War Assets Administra- 
tion, where she is presently employed. 





The Trafficmen’s Association of Ameri- 
ca will hold its next regular meeting, 
May 28, at the Midland Hotel, Chicago. 
James J. Whalen, assistant coroner of 
Cook County, IIl., will be the principal 
speaker. Michael J. Novak, [Illinois 
Central Railroad is in charge of the 
program. Herbert H. Behrel, traffic 
manager, Booth Fisheries Corp., will 
preside. 





The Transportation Club of Saint 
Paul held its weekly luncheon meeting, 
May 21, at the Hotel Lowry. The club 
will hold its special spring party and 
ey dance, June 8, at the Commodore 

otel. 





The Traffic & Transportation Associa- 
tion of Pittsburgh will hold its election 


_ ern Railroad Co.; 





lege of Advanced Traffic, Chicago held 
its regular meeting, May 3. Roy Mel- 
bourne, general westbound agent, New 
York Central Railroad System, spoke on 
“Railroads of Tomorrow.” The next 
regular meeting will be held June 7. Mel 
Brockman, superintendent air—truck 
service, United Air Lines, will be the 
principal speaker. t 

The General Agent’s Association of 
San Francisco tendered a_ testimonial 
luncheon, May 6, at Hellwig’s restau- 
rant, in honor of Walter Kneiss, general 
agent, Delaware, Lackawanna & West- 
Jim Livingston, gen- 
eral agent, Chicago & Northwestern 
Railroad; and, Frank Thompson, general 
agent, Missouri-Kansas-Texas Railroad 
Co. upon their retirement from active 
railroad service. Fred Fairburn, general 
agent, Chicago, Milwaukee, St. Paul & 
Pacific Railroad; Art Sinclair, general 
agent, Western Maryland Railway Co.; 
and Daniel Tinney, general agent, North- 
ern Pacific Railway Co., were the prin- 
cipal speakers for the occasion. 


of officers at the June 7 meeting, to be 
held at the Fort Pitt Hotel. The club 
will launch its summer sports program 
with a golf outing, June 4, at Chartiers 
Heights Country Club, Crafton, Pa. Sam 
H. Verner, general agent, Pittsburgh & 
Lake Erie Railroad, is chairman of the 
golf committee. 

The Traffic Club of St. Louis held a 
golf outing and dinner, May 23, at the 
Crystal Lake Country Club. R. L. 
Wyatt, Great Northern Railway Co., 
was chairman of the event. 





The New Jersey Industrial Traffic 
League held its regular monthly meet- 
ing, May 23, at the Hotel Robert Treat, 
Newark, N. J. 





The Buffalo Traffic Club held its an- 
nual election: meeting, May 21, at the 
Hotel Worth. Van Patrick, sports di- 
rector, radio station WEBR, was the 
principal speaker:~ An outing will be 
held, June 8, at Walker’s Grove, Wil- 
liamsville, N. Y. 


P. F. Zadach, new president of the Tri- 
City Traffic Club, Moline, Illinois, is dis- 
trict freight and 
' passenger agent, 
the Chicago, Rock 
Island & Pacific 
- Railway Co., at 
- Rock Island, Ill. 
Born in Minne- 
apolis, he entered 
‘railroad service 
with the Chicago, 
Milwaukee, St. 
Paul & Pacific 
Railway as a 
ticket auditor, at 
Minneapolis. He 
entered the em- 
ploy of the Rock 
Island Lines at 
Minneapolis, serving as chief clerk to 
the general agent, passenger depart- 
ment, in 1924. In 1929 he was promoted 


P. F. Zadach 
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to traveling passenger agent, and in 1933 
he transferred to the freight department, 
and was appointed city freight agent. He 
was promoted and transferred to travel- 
ing freight agent in 1936, and stationed 
at Waterloo, Ia. In 1943 he was ap. 
pointed to his present position. 

C. S. Donald, traffic manager, Ozalid 
division of General Aniline & Film Cor. 
_ poration, Johnson 

City, N. Y., was 
' elected president 
— of the JEB (John.- 
















son City, Endi- 
cott, and Bing. 
-hamton) League 


chapter, of Delta 


at the po Taree 
Hotel, Bingham. 
ton, N. Y. Other 
officers elected 


Cc. S. Donald were: First vice- 
president, E. 
Maney, traffic manager, International 


Business Machines Corporation; secre- 
tary-treasurer, K. Noye, assistant traf- 
fic manager, Ansco, division of General 
Aniline & Film Corporation; chairman of 
the membership committee, Paul Jones, 
agent, Delaware, Lackawanna & West- 
ern Railroad Co., Johnson City, N. Y.; 
and chairman of publicity and public re. 
lations, A. Hastings, Manager, National 
~— Corporation, Binghamton, 





The Los Angeles Transportation Club 
held a luncheon meeting, May 20, at the 
Biltmore Bowl. Dr. Arthur G. Coons, 
president, Occidental College spoke on 
“Foreign Trade for World Peace.” A 
dinner dance and show was held, May 
24, at Earl Carroll’s. 





The Indianapolis Traffic Club held a 
luncheon meeting, May 23, at the Lin- 
coln Hotel. R. F. Mills, who holds the 
chair of applied science, at Meridian 
College, was the principal speaker. R. 
E. Taylor was chairman of the lunch- 
eon. 





The Traffic Club of New Orleans held 
a luncheon meeting, May 20, at the 
Roosevelt Hotel. Charles Nutter, man- 
aging director, International House, 
spoke on “Foreign Trade Through the 
Port of New Orleans.” 





The South Bend, Ind., Transportation 
Club will hold its annual golf outing, 
June 26, at Morris Park Country Club. 





The Junior Traffic Club of Metropoli- 
tan St. Louis will hold its annual in- 
stalltaion of officers meeting, June 5, at 
the Hotel De Soto. F. A. Doebber, 
president, Associated Traffic Clubs of 
America, will install the following offi- 
cers: President, Al Schueler, _ traffic 
manager, Century Electric Co.; first 
vice-president, E. F. Horstdaniel, traffic 
manager, Monarch Metal Weatherstrip 
Corp.; second vice-president, Robert D. 
Engleman, commercial agent, St. Louis 
Southwestern Railway Lines; third vice 
president, G. A. Florida, chief clerk 
Wabash Railroad Co.; recording secre 
tary, J. O. Listello, freight representa: 
tive, Pennsylvania Railroad; financial 
secretary, Earl G. Herchert, office man: 
ager, Major Transports; treasurer, Fran 
cis A. Trautman, office manager, ‘South: 
eastern Motor Truck Lines, Inc.; and 





YRULD|F May 25, 1944 


n 1933 


presenta: 
financial 


Tax MIDWEST, 

for a century Amer- 

ica’s greatest producer 

of Agricultural Wealth, is 

forging rapidly to the front 

as a new Land of Industry. Bles- 

sed with natural resources second 

to none, it offers unexcelled opportun- 

ities for industries to progress and prosper. 

The Midwest has energetic, progressive people; 

healthful climate; fertile soil; abundant power resources; 

raw materials in infinite variety; and transportation of unsurpassed 
efficiency, over a vast network of railroads, of which an important link is 


/ 
THE MINNEAPOLIS & ST. LOUIS RAILWAY 


To the many industries now on its lines in 
Minnesota, South Dakota, Iowa and Illinois, and 
to the many other industries seeking advantageous 
locations in the Midwest, the M. & St. L. Railway 
offers Fast, Dependable Freight Service. 


Traffic Offices in 36 Key Cities 


General Offices: 


NORTHWESTERN BANK 
BUILDING 


Minneapolis 2, Minn. 
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The New Britain, Conn., Traffic Club 
will hold its spring golf tournament, 
June 19, at the Indian Hill Country 
Club, Newington, Conn. 





F. A. Key, Jr., southern district traffic 
manager, Kansas City Southern Railway 
Co., and the Louisiana & Arkansas Rail- 
way Co., has been elected president of 
the reorganized Shreveport, La., Traffic 
and Transportation Club. Other officers 
are: First vice-president, E. B. Wilson, 
traffic manager, Shreveport Chamber of 
Commerce; second vice-president, E. B. 
Bailey, Red Ball Motor Lines; and sec- 
retary-treasurer, J. P. Finn, assistant 
traffic manager, Atlas Oil and Refining 
Co. Directors are: J. B. Hill, Jr., traffic 
manager, Frost Lumber Industries; W. 
C. Jacobs, general agent, Missouri Pacific 
Lines; R. L. Shelton, traffic manager, 
Perfection Oak Flooring Co.; G. S. 
Owens, Motor Freight Lines, Inc.; and 
I. C. Randolph, general agent, Illinois 
Central Railroad. The next regular 
meeting will be held May 27, at the 
Caddo Hotel. 





directors, Oliver A. Kohl, assistant traf- 
fic manager, Ludlow Saylor Wire Co.; 
and Paul R. Yellen, soliciting freight 
agent, Norfolk & Western Railway Co. 





The Transportation Bureau of the 
Hartford Chamber of Commerce will 
hold its annual golf outing, June 6, at 
the Wethersfield Country Club. Henry 
J. Rogers, G. F. Heublein & Bro., is 
chairman of the event. 





Ray Hurd, new president of the Clear- 
ing-Cicero Traffic Conference, Clearing, 
Ill., was born in 
Silox, Mo. He en- 
tered the service 
of the Belt Rail- 
way Co., of Chi- 
cago, in Febru- 
ary, 1909, as a 
- stenographer in 
; the superintend- 
ent’s office. He 
served _— succes- 
sivelv as assistant 
chief clerk; chief 
clerk to the su- 
perintendent, gen- 
cral superintend- 

Ray Hurd ent. and _  presi- 

dent; special rep- 

representative; office manager; and lo- 
cal freight agent, at Clearing, Ill. On 
April 1, 1941, he was appointed superin- 
tendent of car service, the position he 
now holds. One of the founders of the 
Clearing-Cicero Traffic Conference, Mr. 
Hurd served as chairman of the rail 
committee in 1942. 1943. and 1944, and 
as vice-president in 1945. He is also a 
member of the Junior Tra™c Club of 
Chicago and the Western Railway Club. 








The nominating committee of the 
Bridgeport, Conn., Traffic Association 
submitted the following nominees to be 
elected at the annual meeting, May 20. 
For president, Timothy P. Singleton, 
New York New Haven & Hartford Rail- 
road; for vice-president, Fred R. Youd, 
Acme Shear Co.; for secretary, Alpheus 
Winter, Manufacturers Association; and 
for treasurer, Herman Mohrwinkel, 
Jenkins Brothers Co. For executive 
committee: Robert P. Schultz, Stanley 
Works; Ernest E. Smith, National Car- 
loading Corp.; Alton D. Barrett, Sikor- 
sky Aircraft Division; C. Edward Zeen- 
der, New York Central System; John 
J. Tiernan, Bassick Co.; and William V. 
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Goldemen, Midwest Freight Forward- 
ing Co. The club will hold its twenty- 
second annual outing, June 8, at Eich- 
ner’s Farm. 





Frank J. Fuerst, new president of the 
Traffic Club of St. Louis, is division 
.. freight agent for 
- the Missouri- 
' Kansas - Texas 
| Lines. He was 
born in St. Louis, 
-_ attended school 
' there, including 
_ evening classes 
* at St. Louis Uni- 
| versity. He went 
_ to work for the 
1 M.-K.-T. as a 
messenger in the 
operating depart- 
ment in 1917, and 
worked in that 
department at 
various positions, 
including those of reconsigning clerk 
and rate clerk, until 1925, when he was 
transferred to the traffic department. He 
served successively as rate clerk, chief 
clerk and soliciting freight agent in the 
St. Louis division freight office. In 1941 
he was made acting division freight 
agent and was made division freight 
agent in 1942. He has been active in the 
affairs ef the Traffic Club of St. Louis 
for many years, and is also a member 
of the Choo Chew Club_of St. Louis, 
the Transportation Club of Decatur, IIl., 
and the Transportation Club of Spring- 
field, Ill. He is a past president of the 
Mar-Car Club of St. Louis. 


Fred J. Fuerst 





The Traffic Club of St. Louis held a 
railroad day luncheon meeting, May 20, 
at the Hotel Statler. H. K. Moss, Fed- 
eral Bureau of Investigation, spoke on 
“The FBI Today.” 





The Fort Wayne Transportation Club 
held its May party, May 23, at the 
Anthony Hotel. 





The Women’s Traffic and Transporta- 
tion Club of Baltimore, Md., held a 
mothers’ night and birthday party meet- 
ing, May 14, at the Belvedere Hotel. 





The Raritan Traffic Club held its 
regular monthly meeting, May 13, at 
the Hotel Roger Smith, New Brunswick, 
N. J. J. W.-Denny, air cargo repre- 
sentative, United Air Lines, spoke on 


_ “Air Cargo.” 





The Omaha Traffic Club held a golf 
party, May 16, at Lake Manawa. A pic- 
nic has been planned for June 20. 

The Worcester, Mass., Traffic Associ- 
ation held an off-line railroad noonday 
luncheon meeting, May 21, at Putnam & 
Thurston’s restaurant. 





The Birmingham Traffic and Trans- 
portation Club will hold a _ luncheon 
meeting, May 28. John W. Barriger, 
president of the Chicago, Indianapolis 
& Louisville Railway, will be the prin- 
cipal speaker. 

The Traffic Club of Houston held a 
hoedown party, May 24, at the Old 
Hitchin Rack, Addicks, Tex. 





The Transportation Club of Salt Lake 
City held a golf outing May 24 at the 
Forest Dale Club. The club will hold 
no regular meetings during the summer 
months. Tom Perleywitz has been ap- 
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pointed head of a nominating committee 
to name candidates for president and 
directors for the coming year. 





The Canton, O., Traffic Club will hold 
its twenty-seventh annual outing, June 
11, at the Shady Hollow Country Club, 
Massillon, O. 





The Pikes Peak Traffic Club will hold 
its last meeting of the season, May 28, 
at the Broadmoor Hotel, Colorado 
Springs, Colo. 





The Pacific Traffic Association held 
its first annual foreign trade night 
meeting, May 14, at the Bellevue Hotel, 
San Francisco. Alvin C. Eichholz, man- 
ager, world trade department, San Fran. 
cisco Chamber of Commerce was the 
principal speaker. 





The Transportation Club of the Roch- 
ester, N. ‘Y. Chamber of Commerce, 
conducted a round table discussion, May 
23, at the Chamber of Commerce. 





The Transportation Club of Seattle 
held a luncheon meeting, May 20. E. 
M. Llewellyn, former editor, Stars & 
Stripes, spoke on “The Real Low Down 
on Army Procedure and Its Gold Braid.” 





The Motor City Traffic Club of De- 
troit will hold its spring party, May 27, 
at the Detroit-Leland Hotel. Walter 


Fuller, of the Detroit News, will act 


as toastmaster. 





The Traffic Club of Kalamazoo will 
hold its annual summer golf outing on 
June 20, at the Elks Country Club. 





The Traffic Club of Chicago will hold 
a golf outing June 12 at the Knollwood 
Club, Lake Forest, Ill. Carl M. Gaut- 
wick is chairman, and Evan W. Girton, 
secretary, of the club’s sports and pas- 
times committee. 





The motor carrier industry has defi- 
nitely taken its place in the transpor- 
tation picture of the country in the gen- 
eral effort toward the prevention of loss 
and damage to freight and the fair set- 
tlement of freight claims.—G. A. Fitz- 
gerald, chairman, National Claim Com- 
mittee, A. T. A. 


Keep Your Tariff File 
Up-to-date ... 


Get Advance Notice 
of Proposed Changes 
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ew Faster Schedules 
on the Santa Fe 


1607 





Effective Sunday, June 2 


(All times shown are Standard Time. Add one hour for Daylight Time.) 





SUPER CHIEF—Now 2 hours faster—just 
39%, hours between Chicago and Los Angeles. 
WESTBOUND—Leaves Chicago, Tues- 
days and Saturdays, 7:00 pm; arrives 
Los Angeles, Thursdays and Mondays, 
8:45 am. 

EASTBOUND—Leaves Los Angeles, 
Tuesdays and Fridays, 8:00 pm; arrives 
Chicago, Thursdays and Sundays, 
1:45 pm. 

All-first-class streamliner. Extra fare. 


THE CHIEF—Now 1 hour and 50 minutes 
faster, Chicago to Los Angeles; 25 minutes 
faster, Los Angeles to Chicago. Elapsed time, 
48 hours westbound; 47 ti eastbound. 


WESTBOUND~—Leaves Chicago daily, 
12:01 pm; arrives Los Angeles 10:00 am. 


EASTBOUND~—Leaves Los Angeles 
daily, 12:01 pm; arrives Chicago 1:00 pm. 


All-first-class streamliner. Extra fare. 


EL CAPITAN—Now 2 hours faster—just 
39%, hours between Chicago and Los Angeles. 
WESTBOUND—Leaves Chicago, Tues- 
days and Saturdays, 5:45 pm; arrives 
Los Angeles, Thursdays and Mondays, 
7:30 am. 

EASTBOUND—Leaves Los Angeles, 
Tuesdays and Fridays, 1:30 pm; arrives 
Chicago, Thursdays and Sundays, 
7:15 am. 


All-chair-car streamliner. Extra fare. 





THE CALIFORNIA LIMITED —3 oars 
and 45 minutes faster, Chicago to Los Ang- 
eles;30 minutes faster, Los Angelesto Chicago. 


WESTBOUND—Leaves Chicago daily, 
11:30 pm; arrives Los Angeles 8:00 am. 
EASTBOUND—Leaves Los Angeles 
daily, 7:00 pm; arrives Chicago 7:30 am. 


Standard sleeping cars. Tourist sleeping 
car. (Denver—Los Angeles.) Chair cars. 


THE SCOUT — Now 3 hours and 15 
minutes faster, Chicago to Los Angeles; 
1 hour and 45 minutes faster, Los Angeles 
to Chicago. 


WESTBOUND—Leaves Chicago daily, 
10:00 pm; arrives Los Angeles 7:15 am. 
EASTBOUND—Leaves Los Angeles 
daily, 8:15 pm; arrives Chicago 8:15 am. 
Tourist sleeping cars. Chair cars. 


Famous Fred Harvey Dining Car Service on all Santa Fe Trains 


THE GRAND CANYON LIMITED— 
5 hours and 15 minutes faster, westbound; 
9 hours and 35 minutes faster, eastbound. 


WESTBOUND—Leaves Chicago daily, 
11:00 am; arrives Los Angeles 6:00 pm; 
arrives San Francisco 7:00 am. 
EASTBOUND—Leaves Los Angeles 
daily, 9:00 am; leaves San Francisco 
11:00 pm; arrives Chicago 6:00 pm. 
Standard and tourist sleeping cars. Chair 
cars. Through sleeving car service direct 
to Grand Canyon National Park. 
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Government Takes Rails in Strike Threat 


(Continued from page 1556) 


President Green, Vice-President Woll and Secretary-Treasurer 
Meany—who were visitors at the White House on May 22, said, 
as they emerged from the President’s office, that the strike 
threats in the coal and railroad industries were not among mat- 
ters they had discussed with the President. 


Rate Increases Not Considered 


The railroads’ petition for rate increases had not been con- 
sidered in connection with the wage increases in the President’s 
conferences, Press Secretary Ross said. 


President Signs Take-Over Order 


Announcement of the taking over of the railroads was 
made at the White House at 2:50 p. m. of May 17, after A. F. 
Whitney, president, Brotherhood of Railroad Trainmen, and 
Alvanley Johnston, grand chief engineer, Botherhood of Loco- 
motive Engineers, who had broken off negotiations with rail- 
road management on the preceding day, told the President 
they had been unable to reach a settlement and that their 
strike orders would not be rescinded. The President signed 
the take-over order in the presence of the union heads. 

At 4:30 p. m., May 17, Director Johnson of the O. D. T. 
announced the appointment of Charles H. Buford, executive 
vice-president of the Milwaukee, as federal manager of the 
railroads for the period of federal control. Mr. Buford was, 
until recently, vice-president in charge of operations of the 
Association of American Railroads. 

Advised of the truce announced at the White House, Mr. 
Buford said: 

- “Glad to hear it! I hope employes and management can get 
together now without penalizing the American people.” 


Action by Buford 


Not long before he made that statement, Mr. Buford had 
announced that he had sent the following telegram to the 337 
railroads under federal control: 

In the event of a strike we expect railroad officers to take any 
necessary action, including the recruiting of new. men, to maintain 
essential rail service and in so doing if there is any threatened dis- 
turbance, property damage or interference with the employes who want 
to work which you.cannot control locally, notify the commanding gen- 
eral of the service command in which the disturbance occurs, explaining 
the situation to him and giving an estimate of the military personnel 
required for protection. Wire me name of the representative of your 
railroad who will be authorized to make these requests on commanding 
general of service command. Also advise me of any request made. 


Johnson’s Comment 


Director Johnson issued the following statement on the 
postponement of the strike: 


We have been at work all day perfecting our plans for running the 
American railroads with as little initial reduction of service as possible, 
and we will continue to develop these plans and have them ready so 
that, if the strike does come after the postponement, it will cause 
minimum damage to American transportation. 

It is very gratifying to me that the strike has been suspended. I 
sincerely hope that during the five days of suspension the differences, 
between management and employes will be settled and that there will 
be no further inconvenience to transportation. 


Earlier May 18, Director Johnson conferred with repre- 
sentatives of motor, air and water carriers, and with army and 
navy officials, to discuss plans for utilizing nonrail transporta- 
tion facilities in the event of a stoppage of the railroads. 

In ordering the railroads taken over by the goyernment 
President Truman acted under the powers invested in him by 
the Constitution and laws of the United States, including sec- 
tion 9 of the selective training and service act of 1940 as 
amended by section 3 of the war labor disputes act; the act 
of August 29, 1916; and the first war powers act, 1941, as 
President of the United States and commander-in-chief of the 
army and navy. 

Director Johnson emphasized the fact that the railroads 
were to continue operations in their customery manner and 
that operations would remain in the hands of the railroad 
officials. He made public a telegram addressed to each railroad 
embodying a notice to be posted prominently on their systems 
that the government was operating the railroad and that the 
workers were expected to perform their duties faithfully, add- 
ing that “provision is made in the President’s order for protec- 
tion for employes if such protection is needed.” 


Ross Announces Action 


Charles G. Ross, press secretary for President Truman, 
announced issuance of the executive take-over order at 2:50 
p. m., just after Mr. Whitney and Mr. Johnston had left the 
White House. Neither of the union heads, in a brief talk with 






reporters after leaving the President, had mentioned that the 
executive order was signed in their presence, but their care. 
fully-worded replies indicated strain. Mr. Ross revealed that 
the order had been signed while the two men were with the 
President, after they had informed him they were unable to 
negotiate a settlement with the carriers. 

Mr. Whitney said their conference with the President had 
lasted “only a few minutes,” in which time, he said the Pres. 
ident had asked if there was any change in their strike pro. 
gram. They had told the President there was no change, said 
Mr. Whitney, adding that the President had said he was sorry, 
they had said they were sorry, and the conference had ende 

Mr. Johnston said the strike would “go on” as schedul 
and that trains under way at the striking hour, 4 p. m., M 
18, would proceed to the next terminal and would there 
stopped. Further questioned about the liability of union hea 
under the Smith-Connally act, forbidding the inciting of strike 
against federally-run operations, Mr. Johnston said the strike 
order had been issued a month ago and that, if “we keep our 
mouths shut” he could not see how any law would be broken, 

C. J. Goff, assistant to the president, Brotherhood of Loco- 
motive Firemen and Enginemen; W. H. Fraser, president, Order 
of Railway Conductors of America; and T. C. Cashen, pres. 
ident, Switchmen’s Union of North America, next saw the 
President. 

After a brief session, Mr. Goff told reporters the unions 
had not changed their position and were ready to continue 
negotiations. He said they had told the President their men 
would be at their jobs if the trains were running. He observed 
that no strike order affecting those three unions had been 
issued, adding that “our notice to the railroads has not yet run 
its course.” Mr. Fraser and Mr. Cashen confirmed Mr. Goff’s 
statements. 

The last group to see the President was composed of J. J. 
Pelley, president of the Association of American Railroads, 
and a number of railroad executives. Mr. Pelley said they had 
been shown the executive order taking over the railroads, and 
had told the President they would do their best to keep the 
railroads operating efficiently. He said they were willing to 
— the union heads in negotiation at any time the latter were 
ready. 

In making known the issuance of the executive order, Mr. 
Ross said that Mr. Whitney and Mr. Johnston had given the 
President no assurance that members of their unions would 
work under government operation and that the President had 
asked no such assurance. 






































































































































President’s Statement 


The following statement was issued by President Truman 
immediately after Mr. Whitney and Mr. Johnston had left the 
White House: 


I have today by executive order directed J. Monroe Johnson, direc 
tor of the Office of Defense Transportation, to take over the country’s 
railroads and operate them in the name of the United States government. 

A strike has been called for 4 p. m. tomorrow by two of the 
twenty railroad labor organizations—the Brotherhood of Locomotive 
Engineers and the Brotherhood of Railroad Trainmen. These two have 
declined to accept the findings and recommendations of an emergency 
board created by the President under the railway labor act. In the 
strike situation thus confronting us, governmental seizure is imperative 
for the protection of the rights of our citizens. 


It is essential to the public health and to the public welfare 
generally that every possible step be taken by the government t 
“assure to the fullest possible extent continuous and uninterrupted 
transportation service.’’ 


I call upon every employe of the railroads to cooperate with the 
government to this end by remaining on duty. 

I have asked the parties involved to continue negotiations with the 
view to reaching an agreement whereby the railroads can be returnei 
to private ownership at the earliest possible date. 




















History of Case 


Accompanying the President’s statement was a review 0 
the “history of the case,” which read as follows: 








A request for wage increases and 44 rules changes was made by 
the five operating unions. The carriers on July 24, 1945, made a counter 
proposal calling for 29 rules changes. At about the same time pre 
posals and counter proposals were made by 15 non-operating unions an( 
the carriers. 

The railway labor act provides for negotiation, mediation and volur 
tary arbitration, or if arbitration cannot be agreed upon, emergenc) 
fact finding boards or panels may be selected to hear and make recom 
mendations as to the settlement of wage or rules issues. 

In following the railway labor act machinery, three of the operating 
unions and the 15 non-operating unions, representing 85 per cent o 
all the railroad employes, agreed to give wages first attention, thereby 
taking the rules out of the discussion until the wage requests wer? 
settled. These 18 organizations then agreed to arbitrate the wage 
question. The arbitration boards heard the wage case and awarded 
an increase of $1.28 per day. 


The Brotherhood of Locomotive Engineers and the Brotherhood 
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THE HOUSE THAT 


ROCK ISLAND 
BUILT... pone! 


Three million homes wanted ... right now! That's 
a big order, even for a nation like ours, that 
gets things done in a hurry. In addition to new 
homes, thousands of folks are planning to re- 
model their present homes... to install new 
bathrooms, new lighting systems, model kitch- 
ens... with all the labor-saving appliances 
they’ve been reading about and saving for. 


It’s a tremendous challenge—to the building 
trades who are hampered by labor shortages, 
to manufacturers and mills where many mate- 
rials are still critically scarce. A challenge also 
to rail transportation, which links supplier and 
builder together ... because only the railroads 
are equipped to handle the tons of steel, brick, 
lumber, appliances, and countless other items 
used in the building program. 
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Serving communities in 14 states, along 8,000 
miles of railway, ROCK ISLAND stands ready 
with the manpower, the equipment, and the 
“know how” to deliver those needed building 
materials on time to your contractor. Rely on 
ROCK ISLAND to have your house built... sooner! 


For shipping information, ask your local 
Rock Island Freight Agent 
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of Railroad Trainmen declined to separate the rules and wage requests, 
and upon failure to reach a settlement in mediation declined to arbi- 
trate. They took a strike vote, thus creating a situation requiring the 
appointment of an emergency board under Section 10 of the railway 
labor act. The emergency board heard the case and recommended a 
wage increase of $1.28 per day and some rules changes. It remanded 
the other proposed rules changes to the parties for negotiations under 
a time schedule which would permit the completion of the job. 

The Brotherhood of Locomotive Engineers and the Brotherhood 
of Railroad Trainmen rejected the emergency board recommendation 
in its entirety. 

Under section 10 of the railway labor act no change except by 
agreement may be made in conditions out of which a dispute arose 
until 30 days after the filing of an emergency board recommendation. 
The recommendation was filed April 18, 1946. 

The union executive officers of the engineers and trainmen set 
4 p. m., May 18, 1946, as the date for striking unless a settlement 
satisfactory to them should be reached prior to that time. 

The order providing for the taking over of the roads by the 
government contains guaranties of preservation of existing wage rates 
and working conditions except as they may be changed by agreement 
in accordance with the provisions of the railway labor act. 


Text of Take-Over Order 
The text of the President’s executive order was as follows: 


Whereas after investigation I find and proclaim that as a result of 
labor disturbances there are interruptions, or threatened interruptions, 
of the operations of the transportation systems, plants, and facilities 
owned or operated by carriers by railroad named in the list attached 
hereto and made a part hereof; that the war effort will ‘be unduly 
impeded and delayed by such interruptions; that it has become neces- 
sary to take possession and assume control of the said transportation 
systems, plants, and facilities for purposes that are needful or desirable 
in connection with the present wartime emergency; and that the exer- 
cise, as hereinafter specified, of the powers vested in me is necessary 
to insure in the national interest the operation of the said transportation 
systems, plants, and facilities: 


Now, therefore, by virtue of the power and authority vested in me 
by the Constitution and laws of the United States, including section 9 
of the selective training and service act of 1940 as amended by section 3 
of the war labor disputes act (57 Stat. 164), the act of August 29, 1916 
(39 Stat. 619, 645), and the first war powers act, 1941 (55 Stat. 838), as 
President of the United States and Commander-in-Chief of the Army 
and Navy, it is hereby ordered as follows: 


1. Possession and control of the transportation systems, plants, 
and facilities owned or operated by the carriers by railroad named in 
the list attached hereto and made a part hereof are hereby taken and 
assumed, through the Director of the Office of Defense Transportation 
(hereinafter referred to as the Director), as of 4:00 o’clock P. M., 




















~ 
= 


goston-Chicag® 


goston-Montre?| , 
ork-Miam! 






$ 
“~ 
oy 
ae 4 


3e--.. 
4 











TRAFFIC WORLD 





May 17, 1946; but such possession and control shall be limited to real 
and personal property and other assets -used or useful in connection 
with the operation of the transportation systems of the said carriers, 
If and when the Director finds it necessary or appropriate to carry out 
the purposes of this order, he may, by appropriate order, take pos- 
session and assume control of all or any part of any transportation 
system of any other carrier by railroad located in the continental 
United States. 

2. The Director is directed to operate, or arrange for the oper- 
ation of, the transportation systems, plants, and facilities taken under 
or pursuant to this order in such manner as he deems necessary to 
assure to the fullest possible extent continuous and uninterrupted trans- 
portation service. 


3. In carrying out the provisions of this order the Director may act 
through or with the aid of such public or private instrumentalities or 
persons as he may designate, and may delegate such of his authority 
as he may deem necessary or desirable, with power of successive re- 
delegation. The Director may issue such general and special orders, 
rules and regulations as may be necessary or appropriate to carry out 
the provisions, and to accomplish the purposes, of this order. All 
Federal agencies shall comply with the directives of the Director issued 
pursuant to this order and shall cooperate to the fullest extent of their 
authority with the Director in carrying out the provisions of this order. 


4. The Director shall permit the management of carriers whose 
transportation systems, plants, and facilities have been taken under, 
or which may be taken pursuant to, the provisions of this order to 
continue their respective managerial functions to the maximum degree 
possible consistent with the purposes of this order. Except so far as 
the Director shall from time to time otherwise provide by appropriate 
order or regulation, the boards of directors, trustees, receivers, officers, 
and employes of such carriers shall continue the operation of said trans- 
portation systems, plants, and facilities, including the collection and 
disbursement of funds thereof, in the usual and ordinary course of the 
business of the carriers, in the names of their respective companies, and 
by means of any agencies, associations, or other instrumentalities now 
utilized by the carriers. 


5. Except so far as the Director shall from time to time otherwise 
determine and provide by appropriate orders or regulations, existing 
contracts and agreements to which carriers whose transportation sys- 
tems, plants, and facilities have been taken under, or which may be 
taken pursuant to, the provisions of this order are parties, shall remain 
in full force and effect. Nothing in this order shall have the effect of 
suspending or releasing any obligation owed to any carrier affected 
hereby, and all payments shall be made by the persons obligated to 
the carrier to which they are or may become due. Except as the Direc- 
tor may otherwise direct, there may be made, in due course, payments 
of dividends on stock, and of principal, interest, sinking funds, and all 
other distributions upon bonds, debentures, and other obligations; and 
expenditures may be made for other ordinary corporate purposes. 

6. Subject to applicable provisions of existing law, including the 












Rapid Insured Flights to ANY 
Point in the UNITED STATES, 
CANADA and the CARIBBEAN... 


When time means money, ship freight via AIR. We offer 
five classes of air transport freight service . . . often the cost 
will prove as little or less than rail freight, depending upon 
the nature of the merchandise. Skilled, experienced pilots 
. .. handlers of air freight in the war... assure maximum, 
safe, quick service! 


@ Overnight or 5 hour service between Boston 
and Chicago. 
@ 18-hour service, Coast to Coast. 

@ Pick-up and delivery to ANY point... timed 
to suit shipper. Service to off-airline cities. 
@ C-47 and DC-3 Government inspected carriers. 
@ Cargo Insurance to $50,000 (Lloyds of London). 


Write, phone or wire for complete information. 
Our Traffic Representative will call and help you solve your 
transportation problems. 


PASSENGER SERVICE 


es Passenger Accommodation available. 
Chieago, Boston . . . $125 Coast to Coast. . 
$25,000 insurance per passenger. 


NORSEMAN AIR TRANSPORT, 


NEW YORK 6, N. Y. 
120 Liberty St. 
LOS ANGELES, CALIF. 
Los Angeles Air Service 
Municipal Airport 


$35 between 
. meals included. 


INC. 


CHICAGO, ILL. 
608 S. Dearborn St. 
MONTREAL, CANADA 
138 St. Lawrence St. 
Longueuil 
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the K. C. S. transportation and traffic departments 


helped a mite. 


OKLAHOMA Now it’s F. L. Colvin, general agent, ridin’ the range 


again down Beaumont and Port Arthur way... seein’ 
to it that more and more waybills are branded K. C. S. 


TEXAS means FRIENDSHIP, and you Texans cer- 
tainly have been friendly toward Felton Colvin and 
Kansas City Southern Lines. 


Thanks, pardners! 


JOHNSON O. COUCH GUY B. WOOD 
Asst. Vice Pres.-Traffic Vice Pres.-Traffic 
Kansas City, Mo. Kansas City, Mo. 


OUR BEAUMONT OFFICE 
Gilbert and Jefferson Sts. 
Tel. 128 


PORT ARTHURU 


Felton L. Colvin . . . General Agent 
H. C. (Chet) Jonte .. . . Chief Clerk 
Grace Whitfield . . . Office Assistant 
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orders of the Office of Defense Transportation issued pursuant to execu- 
tive order 8989, as amended, the said transportation systems, plants, 
and facilities shall be managed and operated under the terms and con- 
ditions of employment in effect at the time possession is taken under 
this order. The Director shall recognize the right of the workers to 
continue their membership in labor organizations, to bargain collec- 
tively through representatives of their own choosing with the represen- 
tatives of the owners of the carriers, subject to the provisions of appli- 
«able statutes and executive orders, as to matters pertaining to wages 
to be paid or conditions to prevail after termination of possession and 
control under this order; and to engage in concerted activities for the 
purpose of such collective bargaining or for other mutual aid or protec- 
tfon, provided that in his opinion such concerted activities do not inter- 
fere with the operation of the transportation systems, plants, and facili- 
ties taken hereunder, or which may be taken pursuant hereto. 

7. Except as this order otherwise provides and except as the Di- 
rector may otherwise direct, the operation of the transportation sys- 
tems, plants, and facilities taken hereunder, or which may be taken 
pursuant hereto, shall be in conformity with the interstate commerce 
act, as amended, the railway labor act, as amended, the safety appli- 
ance acts, the employers’ liability acts, and other applicable federal 
and state laws, executive orders, local ordinances, and rules and regu- 
lations issued pursuant to such laws, executive orders, and ordinances. 

8. Except with the prior written consent of the Director, no receiv- 
ership, reorganization, or similar proceeding affecting any carrier whose 
transportation system, plants, and facilities are taken hereunder, or 
which may be taken pursuant hereto, shall be instituted, and no attach- 
ment by mesne process, garnishment, execution, or otherwise shall be 
levied on or against any of the real or personal property or other assets 
of any such carrier, provided that nothing herein shall prevent or re- 
quire approval by the Director of any action authorized or required by 
any interlocutory or final decree of any United States court in re- 
organization proceedings now pending under the bankruptcy act or in 
any equity receivership cases now pending. 

9. For the purposes of paragraphs 1 to 8, inclusive, of this order, 
there are hereby transferred to the Director of the functions, powers, 
and duties vested in the Secretary of War by that part of section 1 
of the said Act of August 29, 1916, reading as follows: 

“The President, in time of war, is empowered, through the Secre- 
tary of War, to take possession and assume control of any system or 
systems of transportation, or any part thereof, and to utilize the same, 
to the exclusion as far as may be necessary of all other traffic thereon, 
for the transfer or transportation of troops, war material and equip- 
ment, or for such other purposes connected wtih the emergency as 
may be needful or desirable.’’ 

10. The Director may request the Secretary of War to furnish 
protection for persons employed or seeking employment in the plants, 
facilities, or transportation systems of which possession is taken here- 
under, or which may be taken pursuant hereto, to furnish protection 
for such plants, facilities, and transportation systems, and to furnish 
equipment, manpower and other facilities or services deemed necessary 
by the Director to carry out the provisions, and to accomplish the 
purposes, of this order. The Secretary of War is authorized and 
directed, upon such request, to take such action as he deems necessary 
to furnish such protection, equipment, manpower, or other facilities 
or services. 

11. From and after 4:00 o’clock p. m., on the said 17th day of 
May, 1946, all properties taken under this order shall be conclusivley 
deemed to be within the possession and control of the United States 
without further act and notice. 

12. Possession, control, and operating of any plant or facility, 
or of any transportation system, or any part thereof, or of any real or 
personal property taken under this order, or which may be taken 
pursuant hereto, shall be terminated by the Director when he deter- 
mines that such possession, control, and operation are no longer neces- 


sary to carry out the provisions, and to accomplish the purposes, of 
this order. 


Johnson Press Conference 


Shortly after the White House announcement the taking 
over of the railroads and the designation of the O. D. T. as 
the agency to run them, Director Johnson called a press con- 
ference for 4:30 p. m. Before reading a statement announcing 
Mr. Buford’s appointment, Director Johnson said that, while 
negotiations had been going on between the President and the 
brotherhoods several plans of operation under federal control 
had been under consideration. 


He continued by saying it was a “quite serious time” in 
our whole economy and -particularly in our “transportation 
economy,” and observed that, even during the coal strike and 
the threatened rail strike, box car loadings were as high as 
at any time during the war period, although lack of coal loading 
had brought total loadings down to 600,000 cars a week. If the 
truce had not taken place in the coal strike, Director Johnson 
said, there would have been more restrictions in railroad 
traffic, that passenger service would have been cut to 50 per- 
cent by May 15 and that there would have been further inroads 
on freight traffic. 


He said the country was short 65,000,000 tons of coal be- 
cause of the strike and that that had to be “caught up.” He 
said it had been estimated that there was a bigger potential 
loading ahead for the country this fall than at any time in 
the war, “if we had the equipment to load it.” 

Director Johnson said he could not imagine any greater 
disaster to the country than to have the railroads stop moving. 
The country had had a slight experience of that “a few days 
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ago” under the embargo placed on rail traffic because of the 
coal strike, he said. >. 

Director Johnson said he had talked with the Secretary of 
War and the Attorney General about furnishing such assistance 
as might be needed and as provided for in the executive order, 
He added that notices had been sent to each railroad seized 
to be posted prominently throughout their systems to the 
effect. that they were federally operated and their employe; 
considered representatives of the government. He said he hag 
every confidence the employes would conduct themselves under 
all circumstances as representatives of the United States. 

Asked what would be done if the two unions did not rescind 
their strike orders, Director Johnson said that would be gov. 
erned by how the men themselves behaved under government 
control. If they quit their jobs, he said in answer to another 
question, “it would be a very perilous time in nsportation.” 
Pressed for an answer to what he would do under those cir. 
cumstances, he said he would continue to run the railroads, 
Asked how he would do‘that, he replied that he would ru 
them “very much reduced for a while.” Asked who would 
man the engines, he observed that “only the engineers and 
trainmen have gone.out,” and continued by pointing out that 
firemen could and did run trains. He said “firemen are en- 
gineers,” and that trains would run safely. When a reporter 
said the heads of the other three operating unions had said their 
men would not run the trains in the event of a strike, Director 
Johnson said he had heard nothing of such a statement. 

Asked about the liability of the government in the perioi 
of federal operation, Director Johnson said the O. D. T. had 
been running the Illinois Central for more than a year. He 
observed there was not enough manpower physically to take 
over all the railroads, so that they were operated by “rail- 
road men,” under orders from the O. D. T. In following those 
orders, he said, they were “doing it for themselves,” adding 
that “we are not paying their earnings or expenses.” He ob. 
served he had not issued an order in the time he had been 
operating the Illinois Central and that orders would be issued 
only if necessary. Any order questioned by the railroads, he 
added, would have to be adjudicated. 

Asked whether the executive order would have any effect 
on the rate structure of the railroads, he said it had nothing 
to do with rates, which continued, he said, to be under the 
authority of the Commission. 

He said the railroads could go on with their wage negotia- 
tions without reference to him, because, he said, the government 
did not become party to the agreements except under one 
clause of the war labor disputes act. Under that clause, he 
explained, if rates of pay were raised the government would 
have to pay unless the operators agreed to it. He added that 
it had never happened “in the many things I have taken over 
and operated.” 

Director Johnson expressed hopes for a settlement but 
observed that he had not been taking part in the negotiations. 

Asked if the rail take-over would have any effect on the 
motor carriers, he said if there was a diminished movement by 
rail there would be a transfer of freight to the trucks, but 
that he did not know what might be done in such an eventuality, 
and action would have to wait on developments. 


Oo. D. T. Statement 


The O. D. T. issued the following statement, which closely 
—* the one read by Director Johnson at his press con- 
erence: 




































































































































































By executive order of the President issued today, Colonel J. Monroe 
Johnson, Director of the Office of Defense Transportation, has assumed 
control of the properties of 337 carriers by railroad named in the 
Executive Order. 

He, on assuming control, immediately appointed Charles H. Buford, 
Executive Vice-President of the Chicago, Milwaukee, St. Paul & Pa- 
cific Railroad Company, as federal manager of the properties taken 
over. The carriers have been advised to continue normal operations. 
Telegrams have been dispatched to Mr. A. F. Whitney, president of 
the Brotherhood of Railway Trainmen and Mr. A. Johnston. grand 
chief engineer of the Brotherhood of Locomotive Engineers, requesting 
them to rescind notices issued by these two Brotherhoods to their 
members requesting such members to withdraw from service at 4 
o’clock p. m., May 18, 1946. The executives and employes of the carriers 
affected by the President’s order have been reminded that rail opera- 
tions now are a governmental undertaking and requested them to fully 
and faithfully discharge their duties in all circumstances. 

Colonel Johnson expressed hopes that there would be no disruption 
in transportation on the lines. 


Order Appointing Federal Manager 


Following is the text of the O. D. T. order appointing Mr. 
Buford federal manager of the seized railroads: 

Pursuant to executive order of the President of the United States, 
dated May 17, 1946, concerning possession, control, and operation of 
certain railroads, it is hereby ordered, that: 

1. Charles H. Buford be, and he is hereby, appointed federal man- 
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ager of the transportation systems and properties taken into the pos- 
session and control of the United States by said executive order. For 
the purposes of this order and in the exercise of the authority and 
powers herein delegated he is hereby designatcd *‘Federal Manager of 
Government Controlled Railroads.’’ 3 

2. The authority and powers vested in the Director of the Office 
of Defense Transportation by said executive order are hereby delegated 
to said Charles H. Buford as Federal Manager of Government Con- 
trolled Railroads, with full authority to exercise such powers either 
personally or through such public or private instrumentalities or persons 
as he may designate and with power of successive redelegation. 

3. The exercise of the authority hereby delegated shall be subject 
to the general control and supervision of and the right of modification 
or revocation in any specific case by, the Director of the Office of 
Defense Transportation. 

This order shall become effective at 4:00 o’clock p. m., May 17, 1946. 

Issued at Washington, D. C., this 17th day of May, 1946. 


Federal Manager’s Notice and Order 


Mr. Buford’s notice and order No. 1 as federal manager of 
the railroads was also made public at Director Johnson’s press 
conference. Informing the railroads of the take-over, it directed 
them to continue operations in their usual manner, in their 
own names and by means of the instrumentalities and person- 
nel customarily employed by them “as fully as if: possession 
and control had not been taken and assumed by the United 
States,” subject to the terms of the executive order and of 
orders or regulations that might be issued under that order. 

The order contained what Director Johnson said was the 
usual provision for continuance of wage scales and working 
conditions in effect at the time of the take-over. 

The text of Mr. Buford’s notice and order No. 1 follows: 


Bomon . 

To each carrier by railroad named in the Executive Order of the 
President of the United States, dated May 17, 1946, concerning pos- 
session, control, and operation of certain railroads: 


1. By order of the Director of the Office of Defense Transportation, 
dated May 17, 1946, the authority vested in said director by executive 
order of the President of the United States, dated May 17, 1946, whereby 
possession and control of your transportation system, plants, and facili- 
ties are taken and assumed by the United States as of 4:00 o’clock 
P. M., May 17, 1946, has been duly delegated by said director to the 
undersigned as Federal Manager of Government Controlled Railroads. 


2. Until further order, you are hereby directed to continue oper- 
ations in the usual and ordinary manner and course of business as a 
going enterprise, in your own name, and by means of the instrumen- 
talities, agents, officers, and employes customarily employed by you, 
as fully as if possession and control had not been taken and assumed 


1613 


by the United States, subject, however, to the terms of said executive 
order, and to all general and special orders, rules, and regulations which 
may be issued thereunder.. Title to the properties and other assets of 
which possession has been taken remains in the owners thereof. Pos- 
session by the United States is not exclusive and the United States 
asserts, and will assert, only such control over the properties in its 
limited possession as may be necessary to accomplish the purposes of 
the executive order. 

3. All personnel, officers, agents and employes, employed by you 
in the operation of your transportation system, plants, and facilities 
are called upon to resume or continue the performance of their usual 
duties and in the customary manner until otherwise ordered. No such 
officer, agent, or employe shail be deemed to be an official or employe 
of the United States. 

4. Subject to the terms of the Executive Order, wage scales and 
working conditions in effect on the effective date of the executive order 
shall be maintained and full recognition shall be given to the rights of 
the employes and all classes thereof. All deductions for the benefit of 
employes now being made by law or agreement, including insurance 
payments, railroad retirement and unemployment compensation deduc- 
tions, and other deductions of every kind, and all arrangements govern- 
ing the payment of wages, including bond purchase plans, shall be con- 
tinued, subject to any legal right of discontinuance. 

5. Subject to the terms of the executive order, the operation of 
the carrier shall be in conformity with the interstate commerce act, as 
amended, the railway labor act, as amended, the safety appliance acts, 
the employers’ liability acts, and other applicable federal and state laws, 
executive orders, local ordindnces, and rules and regulations issued 
pursuant to such laws, executive orders, and ordinances. 

6. The accounts of the carrier will continue to be kept in the 
customary manner. The carrier will assume full financial responsibility 
for the operation of its properties; will retain all income or proceeds 
resulting from such operations; and will pay all expenses incurred by 
the carrier in connection with such operations. 


7. Until further order, carriers will remain subject to suit as 
heretofore, and to the levy of attachments by mesne process, garnish- 
ment, execution or otherwise, on or against the properties or other 
assets of such carriers, but no receivership, reorganization, or similar 
proceeding affecting any carrier whose transportation system, plants, 
and facilities are or may be taken under the executive order shall be 
instituted without the prior written consent of said director. Nothing 
herein shall be deemed to require approval of any action authorized 
or required by any interlocutory or final decree of any United States 
court in reorganization proceedings now pending under the bankruptcy 
act or in any equity receivership cases now pending. 


8. (A) Any carrier which objects to assuming responsibility for any 
action which it is required to take pursuant to this order, or to any 
other order, rule, regulation, or direction issued by the Director of the 
Office of Defense Transportation, the Federal Manager of Government 
Controlled Railroads, or by any duly authorized representative of the 
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Precision planned distribution calls for the science and power of 

L & L modern warehousing, Nerve Center of Distribution.* Wherever 
your factory, however remote the consumer, L & L's elephant 

trunk of distribution moves your products with scientific speed from pick up, 


L & L's newest distribution brochure. 


*U.S. PAT. APPLIED FOR 
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More speed for folks and freight! 
Helps you hurry reconversion. 
Write or phone your Frisco repre- 
sentative for new faster schedules 
to many points. 


GREAT THINGS ARE 
HAPPENING ON THE FRISCO 


[ST LOUIS SAN FRANCISCO RY] 








WORLD'S LARGEST LONG-DISTANCE MOVERS OF HOUSE. 
HOLD GOODS, OFFICE FURNITURE AND EQUIPMENT 
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Director or the Federal Manager, -shall protest such order, rule, regy. 


lation, or direction, to the Federal Manager, in writing, and in suchf 
protest shall specify: 


(i) The particular order, rule, regulation, or direction which the 
carrier asserts has resulted, or will result in loss, costs, damages, 9 
expenses to it; 

(ii) The particular action taken, or to be taken, pursuant to such: 
order, rule, regulation, or direction, which action would not have bee 
taken, or would not be taken, except for such order, rule, regulation, 
or direction, and which the carrier asserts has resulted, or will result, 
in loss, costs, damages, or expenses to it; and 

(iii) The nature of the loss, costs, damages, or expenses assertej 
to have been, or to be caused by compliance with such order, rule 


regulation, or direction, and an estimate of the amount of compe. 
sation claimed therefor. 


(B) Each protest shall be made to the Federal Manager by 
registered mail or telegram within five (5) days after the receipt by 
the carrier of the particular order, rule, regulation, or direction » 
protested. Such protest shall be addressed to the Federal Manage 


of Government Controlled Railroads, Interstate Commerce Commission 
Building, Washington 25, D. C. 


9. A copy of said executive order and a copy of this notice anj 
order shall be posted by each carrier on each bulletin board maintaine 
by the carrier at its principal offices, division and section hedaquarters, 
stations, depots, shops, and yards. 

10. Communications concerning this order should be addressed ty 
Federal Manager of Government Controlled Railroads, Interstate Com 
merce Commission Building, Washington 25, D. C. 

Issued at Washington, D. C., this 17th day of May, 1946. 


Railroads Told About Take-Over 


Director Johnson said, in his press conference, that from 
3:05 p. m. he had been busy sending a telegram to each of the 
337 railroads affected by the executive order. The text of the 
telegram was as follows: 

“By order of the President of the United States the trans. 
portation system, plants, and facilities of your company are 
taken into the possession of the government through the di- 
rector of the Office of Defense Transportation effective at 4:0 
o’clock p. m., May 17, 1946. Charles H. Buford has been ap. 
pointed federal manager of the properties taken over. On be. 
half of the government of the United States I request the com- 
pany to continue operations in the normal manner. Please 
advise all persons employed by your company of the action of 
the President by posting immediately in appropriate places on 
your transportation system a notice over the signature of 
Charles H. Buford, federal manager of government controlled 
railroads as follows: 

“ ‘Notice to all executives and employes. Effective at 4:00 
o’clock p. m., May 17, 1946, the transportation system, plants 
and facilities of the (here insert name of your company) are 
in the possession and control of the United States by executive 
order of the President dated May 17, 1946. The government 
expects all persons employed by the company to fully and 
faithfully discharge their duties as such employes on all occa- 
sions and to refrain from taking any action which might lead 
to the curtailment or suspension of service vitally needed at 
this time. Provision is made in the President’s order for fur. 
nishing protection for employes if such protection is needed’ 

“Copies of the executive order and other documents relating 
to government possession and control are being forwarded to 
you today by registered mail.” 


War Department Denies “Commandeering” Rumor 


“commandeer”’ 
strike. The statement, issued by Lt.-Gen. Harold L. George, 
commanding general of the A. T. C., read: 

In answer to a published newspaper article Friday morn: 





The Acme Unit-Load process is ap- 
proved by the A.A.R. for bracing 
straight, mixed, pool and stop over 
cars, and bracing car doors. 
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ACME STEEL COMPANY 


NEW YORK 17 ATLANTA CHICAGO 8 LOS ANGELES 11 
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The map tells the story—the story of how GREAT 
WESTERN can perform for you in speeding your 
traffic to markets on-time within and beyond this 
circle of activity. 
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THE CORN BELT ROUTE 


Thomas G. Kees, Assistant to Vice-President 309 West Jackson Blvd., Chicago, Ill. 
Tratfic Offices in the Larger Cities 
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That’s one good reason to Ask Your Consignee 
to SPECIFY CLIPPER EXPRESS 


Here are 10 reasons why it’s a good business buy: 
1. Speeds delivery. 2. Dealers cash in while the de- 
mand lasts. 3. Dealers can operate on smaller inven- 
tories. 4. Less loss through obsolescence. 5. Quicker 
turnover. Good for you, too—6. Creates new markets, 
widens old ones. 7. You. can manufacture for all 
markets at one titne. 8. Cuts down on warehousing 
abroad. 9. Less tied-up capital. 10. Simplifies docu- 
ments and bookkeeping. 


For informatidn on Clipper Express call Railway 
Express Agency, Inc. Pickup in every city and prin- 
cipal town in the U.S. A. at no extra charge. 


Now you can 
ship Clipper 
Express to 4 
Continents 


PAN AMERICAN 
MIM ALL AAM 
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GULF MOBILE & OHIO RAILROAD 





Intelligent Personal Service 


Pope & Talbot experienced person- 
nel give careful and understanding 
- attention to your intercoastal ship- 
ments. 
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ing declaring that the A. T. C. was “preparing to seize com- 
mercial cargo and passenger aircraft” in the event of a wide- 
spread rail tie-up, General George emphatically stated, “no 
plan exists which in any way contemplates that the A. T. C. 
— ‘take over’ or ‘commandeer’ any civilian airline or air- 
plane.” 

Further explaining A. T. C.’s possible entry into an opera- 
tion for the purpose of flying critical cargo to hospitals, institu- 
tions and other emergency points, if the railroads are unable 
to function, General George said that his command had made 
a purely routine logistical study to learn specifically what such 
an operation would entail. “This is only one of several plans a 
command as large as the Air Transport Command must have 
ready at all times,” the general pointed out. “This study was 
not directed by the War Department or headquarters, Army 
Air Forces, but is being undertaken under our own initiative 
in the Air Transport Command. 

“Just as the American Red Cross possesses plans for dis- 
tributing supplies to needy in the case of flood, hurricanes, or 
other disasters, the Air Transport Command plans staff has 
formulated a line of action which can.quickly be thrown into 
gear if an emergency arises,” he concluded. 

Buford Federal Manager of |. C. 


Director Johnson, of the Office of Defense Transportation, 
has made Charles H. Buford, federal manager of the railroads, 
federal manager of the Illinois Central Railroad Company for 
which Homer C. King has been federal manager. The change 
was made effective May 17 when Mr. Buford was made federal 
manager of the railroads as the result of O. D. T. seizure of 
the railroads on order of President Truman. 


Truman Takes Over Coal Mines 


President Truman, May 21, issued an executive order di- 
recting the Secretary of the Interior to take possession of the 
bituminous coal mines for operation by the government as a 
result “of the existing or threatened strikes and other labor 
disturbances.” Under the terms of the order the Secretary of 
the Interior may apply to the National Wage Stabilization 
Board for appropriate changes in the terms and conditions of 
employment for the period of the operation of the mines by 
the government following such negotiations as he may deem 
Boceaaney with the duly constituted representatives of the em- 
ployes. 
















































Chicago Truckers Mobilize 


The trucking industry in the Chicago territory “can and will 
handle all essential freight tendered to carriers during the pos- 
sible emergency if rail service is further curtailed,” Walter F. 
Mullady, president of Decatur Cartage Co. and regional vice- 
president, American Trucking Associations, Inc., said, May 22, 
following a meeting of representatives of local motor carrier 
organizations held at the Bismarck Hotel. Also in attendance 
were representatives of the Interstate Commerce Commission, 
the Industrial Traffic Council, and the Chicago Association of 
Commerce. Trucking service would be maintained through the 
proper utilization and pooling of all equipment and cooperation 
of the Interstate Commerce Commission in issuing temporary 
permits when necessary, said Mr. Mullady. 

The Chicago meeting was one of a series of similar meetings 
held throughout the country, on advice of John V. Lawrence, 
Washington, D. C., managing director of A. T. A., “to bring 
together those who need trucks and those who have surplus 
capacity.” Confronted with the possibility of continued rail- 
road and mine strikes, the A. T. A. has met with the Office of 


motor carriers to handle any increased transportation burden. 
A proposed O. D. T. order will give priority to essential com- 
modities, allowing others to move as capacity is available after 
priority goods have been handled. The order will restore the 
permissive trip leases and joint action provisions of the O. D. T. 
war-time orders. The Commission, also, is understood to be 
streamlining its procedures to issue any necessary temporary 
authorities. 

Participating in the meeting in Chicago, called by Mr. Mul- 
lady, were the following: 


John Viking, president, Webber Cartage Lines, Inc., and president, 
Central Motor Freight Association; Phil A. Smith, president, and Wil- 
liam Crawford, general counsel, Cartage Exchange of Chicago; Anthony 
P. Nelson, president, Starwest Cartage Co., and president, Illinois 
Motor Truck Operators’ Association, and Walter McCarron, executive 
director of the association; Arthur H. Schwietert, traffic director, Chi- 
cago Association of Commerce; Claude Couch, district traffic manager. 
Glidden Co., and Charles Hester, traffic manager, Federated Metals 
Corporation, vice-chairman and chairman, respectively, of the Shippers 
Industrial Traffic Council: Richard Thornton, manager, Central Motor 
Freight Association; Frank Purse, district director, Interstate Com- 
merce Commission; and William A. Ott, general traffic manager, Kraft 
Foods, and director, National Council of Private Motor Truck Owners. 


The above group will act as a committee for the central 
states to carry out the program in case of need. 


Defense Transportation to develop plans which will permit the | 
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It’s not always the plant 
—it's where you plant jz / 


HE TOP OF THE SOUTH... 
Tin the area between Richmond and 
Washington .. . offers a unique combi- 
nation in both manufacture and dis- 
tribution . . . a combination of quick 
and economical accessibility to the 
choice of American markets with the 
low-cost-production facilities of the 
South. 


Manufacturers seeking a location or 
re-location of their plants will also find 
many other facets to this jewel of in- 
dustrial opportunity: Superbly mild all- 
year climate. Home-loving, contented, 
native-born labor with know - how. 
Lower living costs. Lack of shipping 
congestion. Plentiful supply of cheap 















electricity. An abundance of soft water 
in its natural state. PLUS reserves of 


mineral, forest and agricultural raw 
materials for a variety of industries. 


Our great fleet of new fast locomo- 
tives, plus substantial additional track- 
age, acquired for our enormous war 
transportation job—and the operating 
experience gained—combines to assure 


the best in present and future Service. 


We offer a complete and confidential 
Location Engineering Service without 
cost or obligation. 


wnidinaieiinl RICHMOND FREDERICKSBURG 
pe AND POTOMAC RAILROAD 
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Convenient, comfortable, hospitable 
—that’s Cleveland’s favorite hotel 


Whee! Cherehard 


CLEVELAND, OHIO 


Directly connected with Union Passenger 
Terminal 
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Resort to Rail Adjustment Board 
Urged by Emergency Board 


In report on disputes between Rock Island and train- 
men employes says to ignore adjustment board and 
its function “is to sabotage and ultimately destroy” rail- 
way labor act. Usefulness of emergency boards les- 
sened by labor deliberately creating an emergency by 
threat of strike, it says. Holds against employes in 
number of disputes referred to it 


The emergency board created by President Truman to in- 
vestigate and report on 17 unadjusted disputes between the 
Chicago, Rock Island and Pacific Railway Company and certain 
of its employes, in a report made public by the White House, 
took occasion to recommend that the Railroad Adjustment 
Board, as provided by the railway labor act, be asked to dispose 
of disputes such as those about which the Rock Island trainmen 
threatened to strike, and that “emergencies” be not created by 
strike threats until resort to the adjustment board had failed. 

The disputes referred to the board involved members of 
the Brotherhood of Railroad Trainmen, application of rules, 
disposition of claims of individual employes, and “discipline”’ 
cases. The board found against the employes in a number of 
the disputes. 

“The parties to the disputes agree that every claim listed 
on the strike ballot is referrable to the adjustment board,” 
said the emergency board report. “Notwithstanding this, both 
parties asked this board to cons'der and make recommenda- 
tions in the several cases presented.” 

In its conclusions, after having expressed its opinion about 


| each of the 17 disputes, the board said: 


This board feels it would not be doing its full duty to all con- 
cerned unless it again, specifically, call attention to the fact that: 
every case assigned as a grievance by the strike ballot is one that is 
submittable to scme one of the four divisions of the adjustment board. 

The railway labor act is the law designed by representatives of 


| the carriers, and the employe organizations to effect orderly negotiation 
| and settlement of their disputes. 














EVERYWHERE 
ALONG THE WAY 


PHILADELPHIA 
SAN FRANCISCO 


2 
WASHINGTON 









Call your local 
TWA Office for 
rates and information. 


WRFREIGHT 
a"BY 


A suitable forum for dealing with every situation that might arise 
in labor-management disputes is provided for by that act. One of the 
most important of those forums is the adjustment board with its four 
divisions. To deliberately ignore that forum and its function is to 


| sabotage and ultimately destroy the act. 


It was never intended, and the act does not contemplate resort to a 
strike ballot to force emergency board action under section 10, until 
all other remedies have failed. 

Emergency boards, created under section 10, are not, and cannot 
be, endowed with power to properly dispose of cases referrable to the 
adjustment board. 

To deliberately create an emergency by threat of strike, not only 
lessens the usefulness of emergency boards, but it lowers the dignity 
of strike votes, and cheapens labor’s immemorial right to strike. 

The fact that delay is experienced in processing claims through 
the first division of the adjustment board is no justification for ignor- 
ing its existence. The delay there is largely functional, rather than 
organic. An active willingness on the part of the broth¢rhoods and of 
the carriers to vitalize that division would go far towards removing 
the delay. 

We, therefore, earnestly urge and recommend strict observation of 
the specific provisions of the act by all parties affected, to the end that 
its full benefits may be had. 


The members of the board were Judge Henri A. Burque, of 
ihe Supreme Court of New Hampshire; Colonel Grady Lewis, 
attorney, of Washington, D. C., and Judge Roger I. McDon- 
cugh, of the Supreme Court of Utah. 





PULLMAN CONDUCTORS TAKING STRIKE VOTE 


A strike vote among the nation’s 3,000 sleeping-car con- 
uctors has been started by the Order of Railway Conductors, 
arry W. Fraser, president of the union, has announced. A 
‘ispute exists with the Pullman Co., the conductors contending 
hat the company is refusing to apply in full the pay increase 
f $1.28 granted the operating unions, April 3, by an arbitra- 
tion board. Instead of receiving a monthly increase of $38.40, 
he conductors have been offered $36 by the Pullman company, 

Mr. Fraser said, adding that what is at stake is not only the 
loss of $2.40, but the principle that any reduction of hours 
should not lead to a pay cut. 


The union has also invoked the services of the National 
Mediation Board. 


RAIL EMPLOYMENT 
Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,347,401 at the middle of 
April, 1946, a decrease of 5.15 per cent compared with April, 
1945, and of 1.43 per cent compared with March of this year, 
according to a rail employment compilation based on prelimi- 
nary reports, prepared by the Commission’s Bureau of Trans- 
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Some are microfilming waybills at junction 


points. With Recordak, it’s done automati- 
cally—only a fraction of a second for each 
bill. This gives typists what they need to 
make out full and accurate reports for 
traffic and accounting departments: a pho- 
tographically complete and accurate record 
of the original waybill. 


See what many leading 
roads are doing 


with RECORDAK 


Other railroads are using Recordak for 
less carload shipments. It enables them 
to photograph the shipping order part of 
the original bill of lading—to use the orders 
as waybills, the film for the station record. 
No transcription errors here. And sub- 
stantial savings in accounting costs... in 
stationery! 


For still other railroads this modern photo- 
graphic system is both a record-preserver 
and a space-saver. The lines use it to pro- 
tect and preserve valuable records . . . and 
reduce filing space requirements by 98%. 


Truly, there is no “ceiling” on the applica- 
tion of Recordak microfilming to the basic 
routines of railroading or any other field. 
Get this new book. You'll see. Recordak 
Corporation, Subsidiary of Eastman Kodak 
Company, 350 Madison Ave., New York 17, 
New York. 


SRECORDE 


(Subsidiary of Eastman Kodak Company) 
originator of modern microfilming 
—and its application to railroading 


















The book is FREE— 
just mail this 


RECORDAK CORPORATION 
350 Madison Avenue, New York 17, N. Y. 


Please send your new book about Recordak, 
50 Billion Records Can’t Be Wrong.” 
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“North Western” 

places at your dispo- 

sal nearly 10,000 miles of 

rail transportation in nine 
mid-western states. 


PIONEER RAILROAD OF CHICAGO 


— ck and NORTH WESTERN SYSTEM 


AND THE WEST 


C.M.&St.P. RR. 
. a Pennsylvania RR. 
Warehouse at 


‘fo cal (Cartage Call Sup. 4046 


% 
TRUCK-RAIL TERM! WALS 


. Kinzie St. 
Main Office: 400 WELKER, om i Pier 40. 
bly and Distribution “7 N. 
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W. Kinzie 
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Experienced Organizations 
operating with up-to-date 
equipment anywhere in the 
SAN FRANCISCO BAY AREA 


JONES STEVEDORING COMPANY 


CONTRACTING STEVEDORES 


WESTERN FREIGHT HANDLERS, inc. 


TERMINAL OPERATORS AND FREIGHT HANDLERS 
311 California Street San Francisco 


The Port of San Francisco 


Center of Pacific Coast Shipping 


for a Century 


* * 


BOARD OF STATE HARBOR COMMISSIONERS 
Ferry Building, San Francisco, Calif. 


—————s 
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port Economics and Statistics. 
was reported as follows: 
Executives, officials, and staff assistants, 15,004; profes- 
sional, clerical, and general, 227,599; maintenance of way and 
structure 258,032; maintenance of equipment and stores, 375,- 
025; transportation (other than train, engine, and yard), 175,- 
520; transportation (yardmasters, switchtenders,-and hostlers), 
17,336; and transportation (train and engine service), 278,885. 


The April, 1946, employment 


WAGE ADJUSTMENT REGULATIONS 


The Commissioner of Internal Revenue has issued a ruling 
authorizing carriers to grant to railroad employes not covered 
by the recent wage awards and recommendations of the arbi- 
tration and emergency boards the same wage increases as 
awarded or recommended by the boards. The ruling states that 
the commissioner thereby does not approve increases ‘a salar- 
ies under his jurisdiction that are now in excess of $7,500 a 
year. 

Chairman Schwartz, of the National Railway Labor Panel, 
has issued General Wage Approval No. 2 governing establish- 
ment of wage rates by railroads or airlines for positions in new 
plants or in new departments of existing plants, such rates or 
rate ranges to be the same as the same carrier has lawfully 
established for application to all jobs of equivalent combina- 
tions of duties and responsibilities throughout the carrier’s en- 
tire system or a definite part thereof. Where collective bargain- 
ing is applicable, the rates or rate ranges must meet with the 
concurrence of the duly recognized bargaining representatives 
of the employes. The authorization is permissive and does not 
order payment of such rates or rate changes as are approved. 


EXPRESS AGENCY SAFETY WINNERS 


J. J. McDermott, superintendent of the Railway Express 
Agency terminal division of New York City, has received a 
silver plaque from L. O. Head, president of the agency, for 
having the greatest reduction of accidents and personal injur- 
ies in his territory in the first quarter of 1946. Similar awards 
were made to winning division superintendents throughout the 


country, in the agency’s nationwide safety and accident pre- 
vention contest. 


KATY BOARD MEETING 

The monthly board meeting of the Missouri-Kansas-Texas 
Railroad Co., will be held, May 28, at Dallas, Tex. According 
to an announcement by Raymond J. Morfa, chairman of the 
board, this will mark the first time in the history of the railroad 
that the parent-board will meet in Texas. It is expected from 
time to time in the future that these regular meetings will be 
held at points on the railroad, thus giving directors ample oppor- 


tunity to familiarize themselves with the Katy’s territory, Mr. 
Morfa said. 


T-M-K ADVISORY BOARD MEETING 

Due to prevailing transportation conditions, the Trans-Mis- 
souri-Kansas Shippers Board will hold only a one-day session, 
May 28, at the Allis Hotel, Wichita, Kans., confined to meetings 
of the executive, railroad contact, perfect shipping, and grain 
trade committees. A joint luncheon session of the committees 
will be held, and the afternoon will be devoted to discussion of 
the grain situation, according to Edward F. Ledwidge, general 


traffic manager, Granite City Steel Co., Granite City, Ill., gen- 
eral chairman of the board. 


TRAFFIC MANAGEMENT INSTITUTE MEETING 

H. A. Hollopeter, chairman of the temporary executive 
committee, charged with developing a recommended plan for 
the organization of an American Institute for Traffic Manage- 
ment, has notified members of his committee that it was found 
necessary to cancel the meeting originally scheduled for May 
23 at Cincinnati, O., and later postponed to May 24, on account 
of uncertain transportation conditions. 

The meeting has been rescheduled for June 7 at the La 
Salle Hotel, Chicago, Room 102, at 10:00 a. m. 


CHANGES IN DOCKET 
Hearing in MC 103715, Sub. 2, assigned for May 17 at Rapid City, 
S. D., was cancelled. 


Hearing in MC 1824, Sub. 17, assigned for May 22 at Providence, 
R. I., was cancelled. 

Hearing in MC 30319, Sub 16, assigned for May 21, at San Antonio, 
Tex., was transferred to May 21, at Municipal Auditorium, Uvalde, 
Tex., before Jt. Bd. 77. 

Hearing in MC 66562, Subs. 727 and 732, assigned for May 22, at 
Providence, R. I., was transferred to May 22, at Main P. O. Bldg., 
Providence, R. I., before Jt. Bd. 232. 

Hearing in MC 52657, Sub. 342, assigned for May 23, at Chicago, Ill., 
was postponed to a date to be fixed. 

Hearing in MC 52677, Sub. 3, now assigned for May 27 at Shreve- 
port, La., is cancelied. 

Hearing in MC 2228, Sub. 22, assigned for May 24 at San Angelo, 


Tex., was transferred to May 24 at San Angelo, Tex., U. S; Ct., before 
J Be. TH. 





